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REDUCTIONS IN RATES 
In this column last week we endorsed the position 
of the National Industrial.I'raffic League that general 
reductions in freight rates, when made, should be made 
by the percentage method on all rates, both class and 
commodity, for the reason that it was by this general 
percentage method that rates were increased, under 


the order in Ex Parte No. 74,.in order to give the car-— 


riers sufficient revenue. And yet we can see that there 
are good arguments, not for the kind of piece-meal and 
political reductions—like the ten per cent reduction on 
agricultural commodities—that have been made or that 
may be proposed, but for some other well considered and 
general plan, scientifically conceived, that would bring 
down such rates as ought to come down—and bring 
them down, perhaps, more than they would be brought 
down if a general reduction of, say, ten per cent should be 
decided on—and leave where they are, or not reduce as 
much as ten per cent, or even, perhaps, increase over the 
present level certain other rates that lend themselves to 
the possibility of a high level. 

For instance, it has been pointed out’ to us by cer- 
tain carriers that there are a great many rates that ought 
not to be reduced at all, including, for example, the 
class rates that carry that portion of the traffic which 
is able to and should contribute a larger share toward 
maintaining the transportation enterprise than it has 
contributed in the past, but that, in considering the rates 
on so-called basic commodities making up the heavy 
tonnage of traffic, reductions, when they are made, ought 
to be made by the general percentage method. One able 
and broad-minded representative of the carriers writes 
as follows: 

“The class rates and certain commodity rates on 
higher valued articles where the traffic is easily able to 
afford the rates now in effect, we think, ought not to be 
disturbed. Tn fact, in some instances, this character of 
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rates would bear further advances without in any way 
disturbing the movement of business. These are the 
rates which, under the onslaught of rival jobbing com- 
munities, have been continuously reduced by orders of the 
Commission during a long period of ‘years, and it is 
demonstrable that the rates, as they now stand, after 
the increases made by the Director-General and under 
Ex Parte 74, are not higher than this traffic can reason- 
ably afford and still move freely. There may be ex- 
ceptions, but I believe there are few; and I also believe 
that some of these rates might actually be raised. 

“You will see that there is a sharp distinction be- 
tween the view that the percentage method ought to be 
applied in reducing the rates on certain kinds of basic 
commodities and the other view that a horizontal per- 
centage reduction ought to be applied to all rates in 
the country. The latter method would reduce the rates 
on a great deal of traffic which, we think, ought not to 
be reduced. The National Industrial Traffic League 
ought to endorse this view, because its members are in- 
terested, not only in the free movement of traffic, but also 
in an efficient transportation machine; and the way to 
accomplish these two objects is to reduce rates where 
they are so high as to prevent free movement, but not 
to reduce, or even to raise, the rates on other business 
which is easily able to afford it and still move freely. 
This would include the class rates and certain commod- 
ity rates on valuable articles, and, generally speaking, 
all rates on short hauls where the amount of the freight 
charge does not tend to restrict free movement.” 

Our answer to this is that our correspondent may be 
right in his theory of rates, but the immediate problem is 
to reduce the level of freight rates just as soon as the 
operating expenses of the carriers will permit. If this 
reduction could be accomplished scientifically without 
the delay that would attend an investigation to deter- 
mine the proper relationship between class and com- 
modity rates, we should say that that relationship ought 
to be determined now while-the question of general 
reductions is up for settlement. 1n other words, the 
question raised by our correspondent is one that presents 
no different aspect now, because of the increases under 
Ex Parte 74 and the demand for reductions, from that 
it has presented for years. It is one that should be 
answered, but would not an attempt to answer it now in- 
volve a much longér delay than the demands of the time 
seem to justify? There is nothing, of course, to prevent 
the carriers from presenting this view to the Commis- 
sion in the present general rate inquiry, but would not 
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| Gulf, Mobile | 
& Northern R.R. 
Daily Fast Through F reight Schedules 


POINTS in the EAST, NORTH, and WEST, 

: AND 

South, Southwest, Mexico, California Terminals 

and Gulf Ports 

in connection with I. C. R. R., L. & N. R. R., M. & O. R. R., N. C. 
& St. L. Ry., via Jackson, Tenn., Southern Ry. via Middleton, Tenn., 
and Laurel, Miss., Frisco Lines via New Albany, Miss., A. & V.-V. 8. 
& P. Rys., via Newton. Miss., Vicksburg, Miss., and Shreveport, La., 


/ G. & S. I. R. R., via Laurel, Miss., diverging rail and steamship lines 
-| via Mobile and New Orleans. 













SOUTHBOUND .- NORTHBOUND 
Miles 


4:30 p. m. @ Lv. Jackson, Tenn. Ar. 8:00 a. m. 2nd day 
12:30 a. m. 83 Lv. New Albany,Miss. Ar. 12:30 a. m. 2nd day 
12:47 p. m. next day 247 Ar. Newton, Miss. Lv. 11:55 a. m. 

3:25 p. m. next day 261 Ar. Meridian, Miss. Lv. 7:35 a. m. 

4:20 p. m. next day 298 Ar. Laurel, Miss. Lv. 8:45 a. m. 

4:10 a. m. 2nd day 410 Ar. Mobile, Ala. Lv. 10:00 p. m. 

5:40 a. m. 2nd day 448 Ar. New Orleans, La. Lv. 9:40 p. m. 

2:30 a. m. 2nd day 356 Ar. Vicksburg, Miss. Lv. 5:00 a. m. 

5:30 p. m. 2nd day 529 Ar. Shreveport, La. Lv. 3:00 p. m. 













Southbound deliveries from New Albany to Newton, Meridian and 
Laurel are made same day, to other points next day. Northbound, 
from Laurel, Meridian and Newton to New Albany, next day, from 
other points 2nd day. 

Daily through merchandise car service from Chicago and St. Louis 
to Meridian, Miss., Laurel, Miss., and Mobile, Ala., ALSO weekly 
through refrigerator car service from Chicago to same points of 
‘ destination, making third afternoon deliveries at Meridian and Laurel 
and fourth morning at Mobile from Chicago, second afternoon and 
third morning from St. Louis. 

Special attention given to the handling of IMPORT, EXPORT and 
INTERCOASTAL traffic through the ports of Gulfport, Mobile and 
New Orleans. 


“THE ROAD OF SERVICE” 


Mississippi Central Railroad Company 
Louisiana & Arkansas Railway Company 


MR. SHIPPER :— 


If you are moving freight between SOUTHEASTERN and SOUTH- 
WESTERN points it will pay you to investigate the new NATCHEZ ROUTE. 


Excellent roadbed, equipment and schedules, which are co-ordinated 


with those of connecting lines and are reliably maintained, enable us to give 
you the kind of service you want. 


ROUTE FROM THE WEST VIA SHREVEPORT, LA., STAMPS 
OR HOPE, ARK., CARE NATCHEZ ROUTE. 


ROUTE FROM THE EAST VIA MOBILE OR HATTIESBURG, 
CARE NATCHEZ ROUTE. 


H. R. Wilson, B. S. Atkinson, 
Traffic Manager, Mississippi Central R. R., Traffic Manager, Louisiana & Arkansas Ry., 
Hattiesburg, Miss. Texarkana, Ark. 
Traffic Department Representatives: 
Carroll H. Smith, Cc. G. Lang, W. S. Cornell, H. R. Whiting, R. E. McGrath, 
General Agent, Commercial Agent, General Agent, General Agent, Commercial Agent, 
419 Palmer Bldg. 902 City Bank Bldg. 511 Insurance Bldg. 622 Insurance Bldg. 330 Ry. Exchange Bldg. 
Atlanta, Ga. Mobile, Ala. Dallas, Tex. Oklahoma, Okla. Kansas City, Mo. 
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the effect of such a presentation be to delay a finding 
much longer than will be the case if the inquiry is con- 
ducted without going into this phase of the matter, and 
is not the business need now for a speedy decision and 
some sort of settled condition? 

We should say that the proper course to pursue 
now would be to attempt to get operating costs down 
and to translate immediately any reductions in such 
costs into reductions in rates, those rate reductions to be 
made by the general percentage method. Even admit- 
ting that the relationship of class and commodity rates 
is improper, we think that this is another story and 
should be settled in another proceeding. We say this, 
realizing that if the class rates are once brought down 
in a general rate reduction it will be difficult to get them 
up again, as the result of an investigation as to their 
relationship with commodity rates; but it will be no more 
difficult than to attempt to have the relationship properly 
adjusted now. Besides, to attempt to have it adjusted 
now would interfere with and delay the more important 
purpose of getting the general rate level down as soon 
as it can properly be brought down. 


RATE COMMITTEE DOCKETS 

The situation with respect to publication of the 
dockets of the railroad rate committees in the Traffic 
Bulletin and the Daily Traffic World is exactly the 
same as it was last week—that is, we are still publish- 
ing the dockets of certain committees that have asked 
for a little time in which to make up their minds what 
to do, and have discontinued the dockets of other com- 
mittees that have not asked for more time or signified 
in any other formal way that they are thinking of mak- 
ing a change in their method of procedure. We make 
this statement for the benefit of our subscribers who are 
vitally interested in these dockets and who, having for- 
merly depended on us for them, must now make some 
other arrangement to get them, or go without them— 
unless the carriers make some arrangement with us that 
will enable us to publish them. We may say for the 
benefit of these subscribers that we consider it likely 
that at least some of the committees—perhaps all— 
will decide either to give us their dockets and pay part 
of the cost of printing them, or will make us their ex- 
clusive medium so that we can afford to publish them 
as a means of obtaining circulation that will justify 
the expense of publication. 

A few of our subscribers seem to feel aggrieved that 
we have withdrawn from the field. There is no good 
reason for such feeling. We have no obligation to either 
the carrier or the shipper in this matter and neither has 
any right to depend on us for distribution of the dockets 
except under some such. arrangement as may seem to 
us profitable. We are not a charity organization society 
but a corporation engaged in trying to make a living. 
We undertook publication of these dockets at the 
time the carriers decided to issue them, as a means of 
giving service to shippers at a profit to ourselves. We 
found we could not do it and we decided to stop it, 
unless the carriers could see their way clear to adopt 
one of the methods we suggested as a means of making 
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it possible for us to continue. ‘That is all there is to it. 
We are here and if carriers and shippers can make use 
of us in this matter we shall be glad to help—but not 
at any great expense to ourselves. 

Whatever is done, it seems to us, the carriers must 
adopt some plan by which all accredited shippers may 
have all the dockets in which they are interested. The 
distribution of the dockets by them has no other purpose 
than to give information to shippers. That being true, 
they should not discriminate among shippers—to say 
to one shipper, for instance, that he must belong to a 
commercial organization in order to get the docket 
through that organization, or to another that he cannot 
have the docket of a certain regional committee because 
his plant is not in that region. The carriers, it seems 
to us, if they wish to continue issuing rate dockets, and 
to do it with adequacy and without discrimination, must 
either send their dockets to all shippers desiring them 
(perhaps with a charge for the service); or they must 
adopt some official, exclusive medium, like the Traffic 
Bulletin, in which to publish the dockets where inter- 
ested shippers may find them; or they might combine 
the two plans, helping us defray the cost of publication 
if they desire us to print them, in addition to whatever 
other means of distribution may seem wise to them. 


STATE LEGISLATION VAGARIES 

A recent example of the peculiarities and vicious- 
ness of state transportation legislation is a law that has 
just become operative in Alabama, under which the 
state commission audits freight bills for shippers and 
takes its pay in ten per cent of any money refunded by 
the railroads as a result of its investigations. If none 
is refunded the shipper pays nothing. The commission 
is urging that all freight bills for the last six years be 
sent to it for auditing, and it has organized a depart- 
ment for doing this work. 

At first thought, this piece of legislation might only 
be considered ridiculous, and some might even think it 
a convenient thing for shippers, which, of course, it is. 
But the law is positively vicious and is illustrative of 
that lack of appreciation of propriety that is character- 
istic of so many of our law makers and administrators. 
The state commission is the regulator of the railroads. 
Its word, within its jurisdiction, is law for them. They, 
naturally, are not inclined to run counter to it, except 
where absolutely necessary. Suppose, then, a state com- 
mission finds that a certain railroad owes a certain ship- 
per a certain sum of money collected by an alleged 
overcharge. Will the railroad pay the claim or fight it? 
Obviously it will be inclined to pay it, regardless of the 
merits of the case. Thus, the shippers of Alabama have 
a good thing and the railroads hold the bag. 


CANAL PU RCHASE RECOMMENDED 


Purchase by the government of the Cape Cod Canal in 
Massachusetts was urged before the House committee on inter- 
state and foreign commerce this week by Secretary of War 
Weeks, Secretary of Commerce Hoover, and Secretary of Navy 
Denby. The hearing was on the bill, introduced by Representa- 
tive Winslow, chairman of the committee, providing for the pur- 
chase at $11,500,000 through the payment of $5,500,000 and the 
assumption of $6,000,000 of bonds. The three secretaries consti- 
tuted a committee which investigated the property with a view 
to purchase by the government. 
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SUBSIDIZED COMPETITION 


(The Galveston News) 


The Mississippi Barge Line Service transports freight be- 
tween all points on that stream, from St. Louis to New Orleans, 
at rates that are 20 per cent lower than those charged by the 
railroads. The reason given to justify that differential is in 
the assertion that the barge line can move freight that much 
more cheaply than the railroads can. The assertion lacks some- 
thing of being a justification of that differential, for the suffi- 
cient and ample reason that it does not fit the fact. The Mis- 
sissippi Barge Line Service is owned and operated by the 
government. Hence it pays no taxes, no interest on the capital 
that has been invested in its barges, and nothing toward the 
cost of making the Mississippi a navigable stream and of main- 
taining it as such. Moreover, it is only within the last year 
that it has earned its operating expenses, having but barely 
done it within that time and having failed even to do that pre- 
viously to that time. It is evident, therefore, that the differ- 
ential made in its favor is economically unsound, since its lower 
rates do not enable it to earn all the expenses that are properly 
chargeable against the service. The service even now costs 
more than those who are the recipients of it pay for it, and 
the deficiency is made up with money put into the United States 
Treasury by the taxpayers of the country, as well those living 
thousands of miles from the Mississippi as those who live along 
its banks. It is, in other words, a subsidized transportation 


service to which the railroads traversing the Mississippi Valley 
are subject. 


Notwithstanding the differential is thus as indefensible in 
equity as it is uneconomical as a policy, it is now proposed to 
give it virtually a nation-wide application. For there is pend- 
ing on the docket of the Interstate Commerce Commission a 
petition to require the railroads to publish joint rail and water 
rates from practically all points in the country to points along 
the Mississippi, from St. Louis to New Orleans, that shall be 
about 20 per cent lower than existing rail rates between those 
inland points and those points along the Mississippi. If that 
were done, grain and cotton could be shipped from virtually all 
points above the northern boundary of Texas more cheaply to 
New Orleans than to Galveston or any Texas port, and this 
notwithstanding the rail haul to the nearest Mississippi River 
point would, in all instances, be practically as long as the rail 
haul to Galveston or some other Texas port, and, in some in- 
stances, longer. As an example, the rail haul from Denver to 
Memphis would be 1,124 miles and to Galveston 1,123 miles. 
Yet, notwithstanding the rail haul to Galveston is shorter by 
a single mile than to Memphis, wheat could be shipped from 
Denver to New Orleans via Memphis at 4 cents per 100 pounds 
less than it could to Galveston. 


The figures themselves expose the inequity of that proposal 
more clearly than words could be made to do. They make it 
manifest beyond all denial that the granting of this petition 
would inflict a ruinous injustice not only on the port of Gal- 
veston and all ports west of the Mississippi, but an equal one 
as well on the railroads which have lines to those ports, but 
which do not have lines to Mississippi River points. Again to 
explain by means of example, the Santa Fe would be put to 
the necessity either of reducing its rates to Galveston to the 
equivalent of the joint rail-and-water rates to New Orleans on 
all grain, cotton and other export commodities originating on 
its lines above the Texas border or turning over all such traffic 
to the first connecting road that has a line into Memphis. What 
it would do if confronted by that alternative it is not necessary 
to consider. It is sufficient to observe that it could keep export 
traffic originating on its lines to its Galveston terminus only 
by competing with the barge line service on the Mississippi 
from St. Louis to New Orleans. 


Whether it would be either just or expedient to subject it 
and the other railroads like circumstanced to the competition 
of the barge line service, even if the barge line rates were com- 
pensatory, would itself be a debatable question. But since the 
barge line rates are not compensatory, in that the barge line 
does not earn all the costs of service that are chargeable to 
it, the injustice and inexpedience of doing so are so manifest 
as to move one to marvel at the audacity of those who have 
presented the petition referred to to the Interstate Commerce 
Commisison. For what they propose is that the railroads serv- 
ing ports west of the Mississippi be made to compete with a 
subsidized barge line service and with a service which gets its 
subsidy out of the United States Treasury. It is a proposal which, 
if adopted, must have the effect either of’ depriving ports west of 
the Mississippi of sea-borne commerce for which they are the 
nearest’ and most convenient gateway, and so well-nigh ruin them, 
or of enabling them to retain it at the expense of the railroads 


which would have to compete with a subsidized barge: line 
service. 


There could be no valid complaint perhaps if barge line 
rates were maintained at a level that made the traffic they 
carry pay the entire cost of the service. Commerce should be 
allowed, and even made, to move through the most natural and 
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economical channels. But the channels which would be created 
by the adoption of this proposal would be neither the most nat- 
ural nor the most economical ones They would be artificial 
channels, made so by the charging of rates that would not de- 
fray the cost of service through them. Instead of being more 
economical, the movemnt of commerce through those artificial 
channels would be more expensive, for to the transportation 
charge that it would be made to bear there would have to be 
added that part of the barge line’s expenses which the federal 
government is made to bear. 

It can hardly be thought possible that the Interstate Com- 
merce Commission will do the thing that it has been asked to 
do. It requires no strained reading of the law it administers 
to find an absolute legal inhibition of the proposal that has 
been made to it. But even if there were no such inhibition, it 
must find in the most elemental considerations of justice and 
national expedience imperative reasons for denying the petition 
that has been presented in the name of the common welfare, but 
in the selfish interest of a relatively very small community. 


COMMISSION ORDERS 


The Northwestern Lumbermen’s Association has been per- 
mitted to intervene in No 13314, West Coast Lumbermen’s Asso- 
ciation vs. Abilene & Southern et al. 

Petition filed on behalf of Takata & Co., intervener, for 
rehearing in No. 11168, D. Nagase & Co., Ltd., vs. Director- 
General, Great Northern et al., has been denied. 

On petition of the American Railway Express Company, the 
Commission has reopened. for further hearing No. 4662, In the 
matter of the issuance and use of passes, franks and free pas- 
senger sérvice. 

Defendants’ petition for modification of the order entered 
September 28, 1921, in No, 11910, James A. Coad vs. Chicago, 
St. Paul Minneapolis & Omaha Railway, Director-General et al., 
has been denied. 

Petition for reargument in No. 11739, Omaha Chamber of 
Commerce, Traffic Bureau vs. C. B. & Q, et al., filed by com- 
plainant, has been denied. 

Armour & Co. has been permitted to intervene in No. 13222, 
American Salt & Coal Co. vs. A. T. & S. F. et al., No. 13222, 
Sub No. 1, Bevis Rock Salt Co. vs. A. T. & S. F. et al., and 
No °“**? Roval Salt Co. vs. A. T. & S. F. et al. 

The Dubuque Shippers’ Association, Clinton Manufacturers’ 
and Shippers’ Association, Davenport Chamber of Commerce, 
Keokuk Chamber of Commerce and Muscatine Shippers’ Associa- 
tion have been permitted to intervene in No. 13181, Burlington 
Shippers’ Association et al. vs. A. C. & Y. et al. 

On petition of respondents the Commission has reopened 
for further hearing I. and S. No. 1320, Oil from Texas ports to 
Sulphur Mine, La. 

The Military Tract Shippers of Livestock Association has 
been permitted to intervene in No. 12630, the National Live 
Stock Exchange vs. A. T. & S. F. et al. 

On petition of complainant, the Commission has reopened 
for further hearing No. 11541, Arizona Corporation Commission 
et al. vs. Arizona Eastern et al. 

On petition of defendants, the Commission has reopened for 
further hearing No. 11130, Indian Packing Corporation vs. Do- 
rector-General, Ann Arbor et al. The effective date of the 
order entered September 1, 1921, has been postponed until the 
further order of the Commission. 

The State of Louisiana, Louisiana Public Service Commis- 
sion and State Highway Department of Louisiana have been 
permitted to intervene in No. 13183, the National Association 
of Sand & Gravel Producers vs. Southern Railway .et al. 

Upon petition of complainants the Commission has reopened 
for further hearing No. 11481, The Certain-teed Products Cor- 
poration et al. vs. A. T. & S. F. et al. This case will be heard 
in connection with I. and S. 1468, building and roofing paper, be- 
tween Western Trunk Line points. 

The Commission has denied the Director-General’s motion 
to dismiss the complaint in No. 13294, Pacific Grain Co. vs. Di- 
rector-General, and has directed that the complaint be assigned 
for hearing for the purpose of determining the administrative 
question. 

Motion to dismiss the complaint in No. 13149, Pennsylvania 
Power & Light Co, vs. Director-General, and Lehigh & New Eng- 
land, filed by the Director-General, has ben denied. 

The Chamber of Commerce of Kansas City, Mo., has been 
permitted to intervene in No. 13098, Arbuckle Brothers et al. 
vs. Ann Arbor et al. 

The Iola Cement Mills Traffic Association, the Great West- 
ern Portland Cement Company of Kansas, the Monarch Cement 
Company, Ash Grove Lime ‘& Portland Cement Company, the 
Fredonia Portland Cement Company, the Western States Port- 
land Cement Company, Dewey Portland Cement Company and 
Bonner Portland Cement Company have been permitted to inter- 
vene in No. 12701, the Atlas Portland Cement Co. vs. C. B. & 
Q. et al., and No. 12702, same vs. same. 

The Cape Girardeau Portland Cement Company has been 
permitted to intervene in No, 13387, Missouri Portland Cement 
Co. et al. vs. A. T. & S. F. et al. 
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Current Topics 
in Washington 





Geographical Selection of Commissioners.—Growls by 
southern senators against the fact that President Harding, ‘thus 
far, has not given the South any representation on the Commis- 
sion, evoked some sympathetic utterances from men who do busi- 
ness with the Commission. The great majority of the men of 
that class, however, had to pucker their brows in an effort to 
recall the states whence the various Commissioners came. In 
other words, geography, up to this time, has meant nothing to 
those having business with the Commission. About the only 
references to geography that are to be found in any of the 
reports of the Commission are the statements, in a few cases, 
that such and such a Commissioner did not participate in such 
and such a case. Such lines, however, have a geographic mean- 
ing only to those who have taken the trouble to recall, if they 
ever knew, the home state of the commissioner who excused 
himself, and the locale of the case in which such a line may have 
been used. Memory says such a line has been used in connection 
with the names of Commissioners Campbell and Aitchison. They 
meant that Aitchison, as a member of the Oregon commission, 
had had something to do with the matter, or that Campbell, as 
a practicing commerce counsel, was interested in the case. At 
the time Senator Trammell criticized Aitchison, the Southern 
Hardwood Traffic Association case had not been disposed. of. It 
was common gossip around the Commission, however, - that 
Commissioner Cox, a Jerseyman, who heard the case, Chief Ex- 
aminer Quirk, a Missourian, who sat with Commissioner Cox, 
and Commissioner Campbell, a Washington state man, were 
of the opinion that the hardwood men had made out a case. If 
geography had had anything to do with the case, it is suggested, 
the three men would not have dared to hold such an opinion, if, 
as might be inferred, what the South favored the rest of the 
country would not think good. 

It is notorious that there is seldom a disagreement among 
traffic men based on state or sectional lines. Such disagree- 
ments might be possible were the railroads under one control, 
but they are not. Therefore, it is more frequently the case that 
the shippers and railroads of one section will be in a combination 
for the accomplishment of a specific purpose, while the railroads 
of some other section will be opposing them, without the help, 
as a rule, of the shippers in that section. In the negotiations 
between the southern lumbermen for lower rates: they have 
had the support of a considerable number of southern railroads. 
According, however, to reports given out before the Southern 
Hardwood Traffic Association case was filed, the opposition to 
reductions came, not from western lumbermen, but from north- 
ern and eastern railroads. Eastern and northern traffic.men op- 
posed reductions from both the West and South, not because 
the northern and eastern lumbermen urged them to, but because 
they said the reductions proposed would simply result in losses 
of revenue without help to the lumbermen. Southern traffic men 
frequently have suggested that a southern man should be on 
the Commission, but, so far as can be recalled, not one of them 
has ever suggested that he had lost a good case-because there 
was not a man from the far South on the Commission. Chairman 
McChord is from Kentucky. Cynically inclined: men suggest: that 
forced selection of commissioners from the different. sectiors 
of the country would be almost:equivalent to a command: to the 
man selected from a given section that in all cases he ‘should 
be prepared to paraphrase the toast, “My country, may it es 
be right, but right or wrong, my country. ‘a 





To Whom May One Not Sell?—The Supreme Court, January 
9, gave. the “tired business man” another decision to think about. 
By a division of five to four, it upheld the Federal Trade Com- 
nission’s order in the Beech-Nut Packing Company case, with 
modifications. The trade body ordered the packing company to 
quit its efforts to prevent its goods falling into the. hands of 
price-cutters, wholesale or retail. The court reiterated the right 
of a manufacturer to pick his customers, but apparently it said 
he might not make a list. of the ones to whom he would not sell, 
nor employ salesmen to drum up trade for the wholesalers who 
had signified their intention of maintaining prices suggested by 
him. The packing company had made up a list of wholesalers 
and retailers to whom it would not sell. It also employed men 
to check up on retailers to see that they observed prices sug- 
gested by it. To enable it to make its check more certain, it 
marked its goods in such a way that it could trace them down 
to the retailer. All such things, the Trade Commission said, 


constituted an unfair method of competition. 

Associate Justice Holmes, in a dissenting opinion, suggested 
that the law already gives the Beech-Nut people a monopoly in 
the making and selling of the kind of goods offered under its 
—— and brand. No other maker of catsup and things of that 

ind, Mr. 


Holmes suggested, has the right to claim his wares 
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to be the product of the Beech-Nut company; that it can create 
an absolute monopoly in the sale of its goods by confining its 
sales to one vendee. He could not see any unfairness in the 
method used by the respondent in marketing its goods. The 
court, however, saw in its practices a “dangerous tendency un- 
duly to hinder competition or create monopoly.” It said the 
Beech-Nut system of merchandising went far beyond the simple 
refusal to sell goods to men who would not sell at stated prices, 
which, in the Colgate case, was held to be within the legal right 
of the producer; that the system used by it constituted a scheme 
which restrained the natural flow of commerce and the freedom 
of competition in the channels of interstate trade, which it said 
it has been the purpose of all anti-trust acts to maintain. If a 
manufacturer.can take all the decisions of the courts under 
the anti-trust and Federal Trade Commission laws and tell what 
he has a right to.do and what he may not do, it has been sug- 
gested, he will know more than 90 per cent of the lawyers who 
claim to be experts in that line of cases. Under the Colgate 
case, he is told he has a right to refuse to sell. Under the 
Beech-Nut case, he is again told the same thing; but, apparently, 
it is unlawful for him. to gather information on which he can 
base an intelligent judgment as to those to whom, in the con- 
servation of his interests, he should not sell, because their acts 
tended to destroy the market he had created for his wares. 





Settling Railroad Matters Out of Court.—The Harding admin- 
istration has done more than any of its predecessors to have 
questions pertaining to transportation “settled out of court.” It 
has encouraged, if not commanded, moves such as resulted in 
the 10 per cent reduction on the agricultural list. Now Secretary 
Hoover is trying to persuade the railroad and labor heads to 
come to an understanding so as to avoid the Railroad Labor 
Board.. The administration’s efforts have attracted the atten- 
tion of men who have no trouble in recalling that the country 
has spent something. like $40,000,000, the price of one first-rate 
battleship at present prices, in setting up and maintaining the 
Commission to pass on the very question whether, in the interest 
of the whole country, it was right that the railroads should make 
By implication, 
the Commission approved that reduction because it allowed the 
tariffs to go into effect—in fact, permitted them to go into effect 
on short notice. The Commission, in a conference to which 
the public was not invited, discussed the questions growing out 
of the proposal to cut off:10 per cent with the railroad execu- 
tives, without permitting any other interest to come in and make 
a showing, if possible, that to give so much relief to agriculture 
would deprive some other industry of an opportunity to obtain 
anything. 

President Wilson was criticized, in 1914, for daring express 
the hope that the Commission would see its way clear to make 
a 5 per cent increase in rates. According to practically every 
report, administration officials did everything they could to 
coerce the railroad executives to give the 10 per cent reduction, 
but. there has not been much outspoken criticism of its acts. 
The only difference in facts, it has been pointed out in discussion, 
is that Wilson made his suggestion while a formal application 
for permission to make the increase was before the Commission, 
while the Harding efforts were put forth when the only case 
before the Commission that related, in any way, to the rates on 
agricultural products, was the western grain rate case. 

’. : 2° FS 4 2 ; t 

' Petroleum Decision Needed.—Unless the Commission hurries, 
it- may -not be able-to get out its decision. in No. 10511,. Western 
Petroleum Refiners’ Association vs. Director-General et al., be- 
fore the rates under attack have been sent to the scrap pile by 
the acts of the carriers in the Southwest: The things that have 
already been done to the rates have put the nerves of all the 
traffic managérs, both ‘railrodd and shipper, more or less on 
edge. The Commission stepped in with a suspension order 
holding up the 16.5-cent export rate proposed from Shreveport 
to New Orleans and Baton Rouge Later it suspended the 14-cent 
proportional ‘to Natchez. But-those are not the only things the 
carriers -have done. or propose: to do. Hacking at the. oil rates 
in that part of. the country has been ‘one of the regular occupa- 
tions, apparently, of railroad traffic. men. The Commission, to 
permit some. of the carriers to meet truck competition, allowed 
some reductions to be made. -The case mentioned was submitted 
.more than: two years ago.. Much water has passed over the dam 
and under the bridge: since that time, not‘to mention ‘the dis- 
covery of several oil fields. The complaint of the Western Pe- 
troleum Refiners’ Association was intended to bring about a 
better relationship in rates. It is taken for granted by those 
interested in it that a decision will be made in time to be of 
benefit to them, but it is admitted that the introduction of new 
factors in the problem has not tended to simplify it. 








Competition and Joint Directors.—It is believed the orders 
of the Commission with regard to interlocking directorates 
show that. it intends applying the principles of the anti-trust 
laws to situations of that kind. That is to say, it will not allow 
a man to. serve on the boards of. directors of roads that compete. 
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even when the competition is only such as takes place between 
the Illinois Central and the Baltimore & Ohio in southern Illinois. 
That competition may be in the carrying of coal for short dis- 
tances. There is something of competition in the carrying of 
grain, the Illinois Central competing for grain to be sent out of 
the country through the Gulf ports, and the Baltimore & Ohio 


the two carriers, however, are so carefully supervised, it is 
believed the ordinary man might have trouble in seeing the 
competition clearly, or in discovering how one man serving on 
the boards of the two roads could dictate the policy of both. In 
the case of J. Ogden Armour the Commission, in effect, said he 
had not proved that his continuance on two boards would not 
adversely affect either public or private interests. The orders 
of the Commission are formal and are not backed up by reports, 
such as the law says it shall make with regard to the rate cases 
decided by it, so the reasons for what it does are to be obtained 
only by deductions drawn from the facts set out in the appli- 
cations of the men which are denied or granted in the alternative, 
which alternative is only possible in the case the applicant de- 
sires to serve on the boards of three or more carriers, or be an 
official of three or more. The orders thus far, however, have 
not suggested that the Commission, in denying any application, 
was influenced by any consideration other than that the applicant 
desired to serve on the boards of competing railroads. 





Hoover as a Peacemaker.—The coal operators of the country 
are watching Secretary Hoover’s efforts to assure peace in the 
transportation world with probably greater interest than some 
railroad men. It is understood they hope he will succeed in 
averting trouble in the transportation part of the country’s in- 
dustry, but, generally speaking, they are understood to be op- 
posed to success on the basis of special treatment for the 
railroads. They do not want a settlement that might be used 
as a precedent for a “national” settlement of the issues between 
the miners, and the operators. They.would regard such a settle- 
ment as practically equivalent to a resumption of government 
control over the coal industry, and that they do not want. In 
fact, they have not, as a rule, taken kindly to the suggestions 
of President Harding for handling the questior by methods 
other than direct negotiations between the miners and the op- 
erators. They are not wishing, it is said, as a body, for any 
such settlement as was forced on the hard coal industry by 
President Roosevelt in 1902, the year of the big hard coal strike. 
In that year a national commission, in effect, told the operators 
what they would have to do. The body appointed as a result 
of Roosevelt getting into the case, to all intents and purposes, 
made a national settlement. It was not nation-wide, for the 
simple reason that the occurrence of hard coal is restricted, 
while soft coal occurs in practically every part, under conditions 
that vary as widely as the conditions that cause and justify varia- 
tions in rail rates. The tendency on the part of railroad labor 
is to insist on national agreements, settlements, and so forth, 
and if Hoover negotiates a settlement of that kind, the operators 
will be inclined to regard it as making their trouble greater than 
if nothing of the kinds were done. Hoover is also trying to pre- 
vent any trouble between the miners and the operators. The 
crisis in the railroad relations will take place March 1, and in 
coal mining, one month later. x. i. 


AGRICULTURE AND FREIGHT RATES 


(From the address of Henry C. Wallace, secretary of Agriculture, be- 
fore the Traffic Club of Philadelphia, January 9.) 


It would be unfair to say that the unprecedented depression 
in which we find agriculture today is due wholly to the very 
large increases in freight rates which have been imposed during 
the past three years, but it is fair to say that these increased 
freight charges are a large factor in retarding agricultural] re- 
covery. If prices now received by farmers-for their crops were 
such as prevailed in 1919 and the earlier part of 1920. they could 
pay the increased freight rates without serious inconvenience. 
But farmers are not receiving such prices. Instead they are 
compelled to take prices no more on the average than the pre- 
war normal, and in the case of some crops considerably below. 
In Iowa, for example, the farmers are receiving for their corn 
a price equal to but 65 per cent of the prewar normal, for their 
oats but 61 per cent of the prewar normal, and for their cattle 
and hogs somewhat less than the prewar normal. They are 
paying their hands 132 per cent of the prewar normal, are pay- 
ing rent on land values 160 per cent of the prewar normal, and 
even since the late reductions are paying freight rates 150 per 
cent of the prewar normal. Practically everything the farmer 
buys is well above the prewar normal at the point of production 
and to these higher prices must also be added the higher freight 
rates to farms. It is this condition which makes the present 
state of agriculture so serious. In times past we have seen 
lower prices for farm crops, but in those times the cost of 
things the farmers bought were low in proportion. The trouble 
now is that whereas the prices the farmer receives for his crops 
are lower than before the war, the price he pays for the things 
he needs are from twenty-five to seventy-five per cent above the 


TRAFFIC WORLD 


Vol. XXIX, No. 2 


prewar prices. Hence the purchasing power of the major farm 
crops is probably lower than at any time in our history, and 
this has very much to do with the nation-wide industrial and 
business depression. 


While, as I have said, we cannot hold the increase in freight 


‘rates solely responsible for the troubles of the farmer, they 
for dispatch through Baltimore or Philadelphia. The rates of © 


contribute very much to these troubles. I would go further and 
say that it is doubtful whether agriculture can make a complete 
recovery for many years unless the normal ratio between the 
prices the farmer receives for his crops and the freight rates 
he pays both on what he sells and what he buys is re-established 
very soon. Unless this normal ratio is restored there must 
come a prolonged period of both agricultural and industria! 
readjustment which will have a profound effect upon transporta- 
tion as well. 

In thus insisting upon the necessity of still further reduc- 
tions in freight rates to meet the present agricultural situation, 
I am not unmindful of the imperative need of railroad revenues 
adequate to cover operating and maintenance costs and make 
possible first-class service. Neither am I unmindful of the seri- 
ous difficulties under which the railroads have labored in recent 
years. For a time they experienced exactly the same sort of 
trouble the farmer is experiencing now. They were compelled 
to accept large advances in costs of operation and maintenance 
without corresponding advances in revenue. It was natural that 
they should try to meet such condition by securing increases 
in freight rates. At the time no doubt that seemed to be the 
only solution of the difficulty. And at the time also prices of 
other things were correspondingly high and the increases could 
be justified. But that time has gone by. Agriculture urgently 
needs the adjustment of freight rates on farm products to a 
point at which they bear about the same ratio to the price the 
farmer received for those products as prevailed before the war. 
If there are obstacles which stand in the way of such adjust- 
ment, some way must be found to remove them. Deficits must 
be met by reductions in operating costs rather than by ad- 
vances in rates’. It would be far better for all of us if during 
this reconstruction period a general price level about sixty per 
cent above the prewar normal could be established. It would 
be better if farm prices could come up to this level rather than 
that other prices be forced down to it. But since, either because 
of world-wide disturbances or because we do not know enough, 
this seems impossible at present at least, other prices must 
come down as agricultural prices come up until the normal rela- 
tion is restored. Forty per cent of our people are directly 
dependent upon what they grow from the soil, and the purchas- 
ing power of that forty per cent cannot long continue so seri- 
ously out of relation to the purchasing power of the other 
sixty per cent. If we do not recognize the national danger 
in this condition and take prompt measures to cure it, the 
cure will come through the operation of brutal economic forces 
which will lay upon the sixty per cent who do not live on 
the farms a burden heavy as that which the farmers are 
now bearing, and a burden which will cause them even greater 
suffering, 

The relation between agriculture and transportation is so 
very intimate and dependent that neither can afford to acquiesce 
in a condition which seriously affects the other. They must 
work together in harmony and understanding. They are neces- 
Sary to one another. In general, what hurts one hurts the other. 
When one prospers the other should prosper. They are alike 
indispensable to our national well being. Co-operation between 
these two great industries is all the more needed ncw as we 
wear through this period of economic disorder at home end 
abroad and enter a new era in our national life. Heretofore 


we have grown rapidly and without conscious plan in a large 
way. 


LUMBER COMPLAINT FILED 


The Trafic World Washington Bureau 


The Southern Pine Association has submitted to the Commis- 
sion for fiiling a complaint against the adjustment of rates on 
lumber from its points of origin to all destinations, alleging viola- 
tions of the first three sections, alleging that the rates charged 
are higher, mileage and service considered, than the rates 
charged competitors with mills in Kentucky, Tennessee, Wiscon- 
sin, Michigan, Minnesota, Montana, Idaho, Oregon and Wash- 
ington. It alleges that the rates charged are excessive, unrea- 
sonable and unjust, as well as unduly preferential and unduly 
prejudicial. 


LOCOMOTIVES IN BAD REPAIR 


Out of 64,791 locomotives on line December 15, according to 
a report by the car service division of the American Railway As- 
sociation, 12,509 or 19.3 per cent were.in need of repairs requir- 
ing 24 hours or longer, and 3,423 or 5.8 per cent were in need 
of repairs requiring less than 24 hours. The number of service 
able locomotives stored was 6,151. Of the number of locomotives 
in need of repairs requiring more than 24 hours, 2,864 were pas 
senger, 7,364 were freight, and 2,281 were switch engines. 
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BILL OF LADING CHANGES 


In a report on the application of the committee representing 
carriers in Official Classification territory, the Commission has 
modified its report on No. 4844, domestic bill of lading and live 
stock contract. The original report is to be found in 64 I. C. C. 
357. This report, modifying the original outgiving, was put 
out in mimeographed form, without opinion or page numbers. 

Two changes are authorized. They are in accordance with 
the application mentioned in The Traffic World, January 7, p. 
44, The first is a change in the language of the first sentence of 
section 7 of the conditions of the domestic bill of lading, so as 
to make it certain that the consignee has not been relieved of 
the duty of paying charges. The second removes the word “dupli- 
cate” from in front of the word “original” on the face of the 
domestic bill of lading and inserts it in front of the word “orig- 
inal” in the live stock contract. That was done because, the 
committee suggested, the use of the word “duplicate” in con- 
nection with the domestic bill, would interfere with the negotia- 
bility of the bill. 

The Commission said there was no intention on its part to 
attempt to relieve the consignee from obligations imposed upon 
them by law. As to the word “duplicate” il said its attention 
was not called to any objections to its use, when it used it in 
the original report on the matter. 

As modified, by the words placed within quotation marks, 
section 7 will read as follows: 


“The owner or consignee shall pay the freight and average, if 
any, and all other lawful charges accruing on said property; but,’’ 
except in those instances where it may lawfully be authorized to 
do so, ne carrier by railroad shall deliver or relinquish possession 
at destination of the property covered by this bill of lading until 
all tariff rates and charges thereon have been paid. 


REPARATION ON LUMBER 


Awards of reparation have been made on numerous ship- 
ments of lumber from points in Alabama to destinations in 
northern and eastern states, started in December, 1917, and for- 
warded on the Louisville combination, in Na. 11003, McGowin 
Lumber & Export Company et al. vs. Director-General, Gulf, 
Florida & Alabama et al., opinion No. 7314, 64 I. C. C. 694-8. 
The Commission found that some of the shipments had been 
misrouted, causing overcharges and that others had been plain 
overcharged; also that demurrage was assessed on cars held at 
Louisville and Chattanooga without tariff authority, because em- 
bargoes had been laid against the destinations in the northern 
and eastern states. 

The trouble arose over shipments via Louisville and junc- 
tions other than Cincinnati, the usual gateway. The shipments 
were started out for the junctions and reconsignment orders 
were sent forward at the same time. The defendants contended 
that the combinations did not apply via Louisville, thence over 
the Baltimore & Ohio via Cincinnati to final destinations, but 
the Commission said their contentions on that point was dis- 
posed of in an earlier case brought by the same company and 
disposed of in 59 I. C. C. 238, in which the Commission said 
there were no restrictions on the routing. 

Demurrage was illegally assessed, the Commission said, be- 
cause, when the shipments moved, the tariffs did not forbid re- 
consignment to embargoed points. 


DISTRIBUTION OF GRAIN CARS 


The Commission has dismissed No. 12662 Farmers Grain 
Company vs. Chicago, Rock Island & Pacific, opinion No. 7319, 
64 I. C. C. 780-1, holding that the Rock Island did not discrim- 
inate against the complainant in the distribution of empty grain 
cars for loading at Prairie Home, Neb., between August 2 and 
September 21, 1920. The complainant was given four cars and 
its competitor double that number. 

According to the Commission’s report the Rock Island’s 
rule was based on the Commission’s decision in Farmers Eleva- 
tor Co. vs. C. M. & St. P., 47 I. C. C. 475, in which it sug- 
gested a rule based on ability to load promptly. The complain- 
ant’s elevator had a capacity of 5,000 bushels. Its competitor 
could hold 14,000 but usually contained only 10,000. The com- 
Plainant averred that the Rock Island erred in not taking into 
consideration the fact that it had substantially 5,000 bushels in 
the country adjacent to its elevator, which could have been 
loaded, and the fact that in each of the two years preceding 
1920 the complainant shipped as many cars as its competitor, 
so that on the score of visible supply of grain and performance 
in other years, it was on a footing of equality with its competi- 
tor and should therefore have been given as many cars. 

The record showed that the Nebraska commission advised 
the complainant that the amount of grain actually on hand ready 


Decisions of Interstate Commerce Commission 








for shipment was the test to be applied in the distribution of 
cars. 


RATE ON CRUDE PETROLEUM 


Although a proportional rate of 11 cents was established, 
voluntarily after the shipments moved, the Commission, in a re- 
port on No. 12035, National Refining Company vs. Director-Gen- 
eral, Louisville & Nashville et al., opinion No. 7317, 64 I. C. C., 
704-8, held unreasonable a rate of 47.5 cents on crude oil from 
Beattyville, Ky., to Cincinnati only to the extent that it exceeded 
16.5 and ordered reparation to that basis on 37 carloads of crude 
oil shipped from Beattyville to Findlay, O., between December 
5, 1918, and January 14, 1919. The 11-cent rate was established 
the day after the last mentioned date and the complainant tried 
to obtain reparation to the basis of that rate. 


While the 1l-cent rate was established voluntarily by the 
Director-General, his lawyers, in defending him against the com- 
plaint, asserted that the rate was sub-normal and established 
without regard to traffic or operating conditions such as are 
usually considered for experimental purposes. 


‘Commissioner Potter dissented on the ground that the com- 
ponent from Beattyville should not have exceeded 11 cents not- 
withstanding the allegation that it was made for experimental 
purposes and notwithstanding the fact that in many other cases 
the Commission had said that owing to a lesser density of traffic 
rates south of the Ohio River might exceed those north thereof. 
That argument about what the Commission had said about rates 
south of the Ohio was made by the Director-General to show why 
the complainant in this case should not have reparation to the 
basis of the 1l-cent rate when it was shown that the component 
from Cincinnati to Findlay for a slightly longer haul was 15.5 
cents. 


‘Combination rates of 43.5 and 65.5 cents were imposed on the 
shipments without tariff authority, the legally applicable rate 
having been 63 cents. 

The Commission ordered reparation to the basis of a rate 
of 32 cents, composed of 16.5 from Beattyville to Cincinnati and 
15.5 beyond. The combination of 11 and 15.5 cents yielded ton- 
mile of 14.1 mills and a car-mile of 37.2 cents. 


ALLOWANCE FOR CAR SPOTTING 


Reiterating what had been said in many other industrial 
railway cases, the Commission, in a report, written by Commis- 
sioner Aitchison, free from the multiplicity of detail that usually 
marks reports prepared in accordance with the form set for 
examiners, has dismissed No. 10906, Cambria Steel Co. vs. 
Director-General, Pennsylvania Railroad Co. et al., opinion No. 
7321, 64 I. C. C. 7387-43, holding that the denial of the defend- 
ants to complainant of an allowance for spotting cars within 
its plant at Johnstown, Pa., equal to the cost of such service 
to complainant, had not been shown to have subjected the steel 
company to the payment of unreasonable rates, or to undue 
preference, or to damage. 

In June, 1914, the Pennsylvania and Baltimore & Ohio 
agreed to pay the steel company the cost of doing that work, but 
not more than $2.19 per car. In twenty-three of the twenty-five 
months covered by the cost study of the steel company the 
cost of performing that common carrier service was shown to 
have been in excess of the allowance, running as high as $4 
per car. The steel company showed that costs on its railroad, 
like costs on the trunk lines, had gone up, but the Commission 
said that it has not power to direct the payment of an allowance 
and therefore it has no power to direct an increase in the allow- 
ance. 


At the conclusion of the hearing counsel for the trunk lines 
made the usual offer to do the spotting if the steel company 
would allow them to do it in their own way at their own time 
and without interference on the part of the industry. They 
contended that under such an arrangement they would be per- 
forming their whole legal duty. The complainants said that it 
would be impracticable to have the spotting and the interplant 
services performed without some co-ordination under one direct- 
ing head, for which the offer of the trunk lines did not provide. 

The railroad equipment of the complaining company con- 
sists of nearly 86 miles of standard gauge track and 14 miles 
of narrow gauge, the latter being used in the plants. 

The steel company has 43 standard-gauge locomotives, 1,194 
cars, 30 narrow-gauge engines and 150 narrow-gauge cars, with 
a complete railroad staff to operate its railroad system, which 
embraces four classification yards. They handled, in 1918, the 
year in which the cost studies were made, 251,785 cars. Bills 
for inbound freight that year, paid by the complainant, amounted 
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to $6,284,223.15. In disposing of the case Commissioner Aitchison 
said: . 


This complaint is brought upon the theory that the transportation 
service covered by the line-haul rates to and from Johnstown is not 
completed at the interchange tracks, but includes the entire move- 
ment between those tracks and the various points of loading and un- 
loading within the plant; and that defendants have employed com- 
plainant to perform that: part of the movement which is beyond the 
interchange tracks. That a carrier may thus by contract employ the 
owner of property transported to perform a portion of the transporta- 
tion service is recognized by Section 15 of the interstate commerce 
act. The effect of such a contract with the carrier is to determine, 
as between the parties thereto, the amount to be paid for the services 
rendered. Our duty, under Section 15, is to take care lest the amount 
paid become so large as to amount, in effect, to an unlawful con- 
cession to a shipper from the transportation rate. We may, under 
that section, determine what is a reasonable charge as the maximum 
to be paid by the carrier, and fix the same by appropriate order. The 

. Supreme Court has said, in Atchison Railway Co. vs. United States, 
232 U. S., 199, that whatever transportation service or facility the 
law requires the carriers to supply they have the right to furnish. If 
the shipper becomes dissatisfied with his bargain he may cease to 
render the service, and defendants must then provide for service to 
the extent of their legal obligation. We are without power to require 
earriers to pay allowances to shippers for spotting. Buckeye Steel 
Castings Co. vs. H. V. Ry. Co., 58 I. C. C., 500. A fortiori, we cannot 
compel a carrier to increase an allowance of this kind on the sole 
ground that it is inadequate to cover the cost to the shipper whom it 
has employed to perform the particular service. 

The complaint includes an allegation that by reason of the in- 
adequacy of the allowance complainant has been subjected to the 
payment of unreasonable and excessive rates to and from Johnstown, 
in violation of Section 1 of the act. Our decisions in National Malle- 
able Castings Co. vs. P. & L. E. R. R. Co., 51 I. C. C., 587, and Sharon 
Steel Hoop Co. vs. Pa. Co., 51 I. C. C., 545, are cited. ‘These cases 
are clearly distinguishable from the instant case in this particular, 
that there the allowance out of the locality rate had been entirely 
discontinued for a time, thus, in effect, increasing the line-haul rate. 
In this case the allowance agreed upon has been regularly paid by 
defendants and accepted by complainant. Complainant is now re- 
ceiving the same service in return for the Johnstown rate as when 
the allowance was first established. If the allowance paid it for per- 
forming a part of the total service covered by the line-haul rates, viz., 
the terminal services, is now less than the out-of-pocket cost, that 
fact no more demonstrates the unreasonableness of the Johnstown 
rates than if defendant carriers had employed some third party to do 
the work at a price which he found to be unremunerative. 

The practices of ‘defendants must not transgress either Sections 
1 or 3 of the act. The charge of undue prejudice is based on the 
allegation that at the plants of certain of complainant’s competitors, 
located in Pittsburgh and Youngstown districts and at other points, 
the ‘‘locality’’ rate covers the switching and spotting. service on in- 
bound and outbound ‘shipments to and from the points of receipt and 
delivery within the plants, this service being performed either directly 
by defendants or by common carrier or noncommon-carrier industrial 
railways, which are reimbursed through divisions, absorptions, or 
allowances paid by defendants out of the locality rate. Defendants 
pay to the Union Railroad, a common-carrier industrial railroad which 
serves various plants of the Carnegie Steel Company in the Pittsburgh 
district, 10 cents per ton on traffic of that industry. The same amount 
is paid to the South Buffalo Railroad, a common-carrier industrial line 
operating at the plant of the Lackawanna Steel Company at Lacka- 
wanna, N. Y. The magnitude of the services covered by these pay- 
ments does not clearly appear of record. Nor does it appear. whether 
such payments exceed, are equal to, or are less than the cost incurred 
by these industrial common carriers in performing the service shown: 
In any event a division out of a point rate or an absorption of the 
charges of a common-carrier industrial line is essentially different 
from the allowance contemplated by Section 15 of the act. It is not 
claimed that the proprietary industries, complainant’s competitors, 
are receiving from defendants, through the common-carrier industrial 
railways. the eauivalent of any greater terminal service than they are 
entitled to receive in return for the transportation rates paid by them 
to defendants. 

Allowances are paid to noncommon-carrier industrial railways 
operated by complainant’s competitors at various points. . These 
allowances range in amount from 66’cents per car to 4.33 cents per 
ton. In a majority of instances. they are less than that received -by 
complainant. Exhibits purporting to set forth all cases of compensa- 
tion paid for spotting cars in trunk line and central freight asso- 
ciation ‘territories on both the common-carrier basis and the plant- 
facility. basis indicate that fourteen divisions. or absorptions are 
granted to industrial common carriers, and 63 allowances to plant- 
facility railways. Practically all the allowances on the plant-facility 
basis were fixed at the same time and by: the methods applied in 
determining “the compensation to be paid to complainant... At 56 iron 
and steel industries located on the Pennsylvania -Railroad, and 35 
located on the Baltimore & Ohio Railroad, it appears that the terminal 
switching is performed by the industry without any allowance what- 
ever. 

At certain competing steel and iron mills’ at Youngstown and 
Warren, O., including the Republic Iron and Steel Co., Youngstown 
Sheet and Tube Co., Brier Hill Steel Co., and ‘Trumbull Steel: Co.. 
these defendants and other carriers have for many years delivered 
inbound .shipments at the usual points of unloading. and: removed 
outbound shipments from the usual points of loading with- 
in the plant. without any charge in addition to the  line- 
haul rates. . This service was and is. performed with pooled power; 
that is, a single carrier does all of the switching and spotting at one 
plant for.the account of all the carriers serving ’stich plant, and all 
movements’ within the plant are pérformed under the direction of the 
plant superintendent in order that they may be co-ordinated with. the 
purely plant service performed with plant power. Whether the com- 
pensation paid by the carriers for services performed by these ship- 
pers is relatively more favorable than that before us is not clear; 
hence the allegation of undue prejudice is not sustained. 

While complainant is in active competition with tle plants at 
Youngstown and Warren in the sale of its products, it does not ap- 
pear that during the period covered by this complaint the prices of 
the products were fixed by such competitors, nor that complainant 
would have made any more money if such competitors had not en- 
joved the spotting service accorded them. It cannot be said upon 
this record. that complainant was damaged by reason thereof. 


RATE ON REFINED OIL 


In a report on No. 12053, Pure Oil Company vs. Director- 
yeneral, as agent, Chesapeake & Ohio et al., opinion No. 7313, 
64 1. C. C. 688-90,. the Commission. made short work of the 
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Railroad Administration’s contention that the complainant was 
not entitled to reparation on account of an unreasonable rate 
on refined oil from Cabin Creek Junction, W. Va., to Bowling 
Green, Ky., because it had elected, for the purpose of holding 
a customer at Bowling Green, to refund to him the difference 
in the rates on such refined oil from Cabin Creek, the shipping 
station of the complainant, and Falling Rock, a competing re- 
fining point, from which place the rate was four cents lower, at 
the time of the transportation, December 20,'1918. Prior to 
that time the rate from Cabin Creek was half a cent lower 
than the rate from Falling Rock. Cabin Creek Junction is 
a trifle nearer Bowling Green than Falling Rock. One refinery 
is northeast and the other southeast of Charleston, W. Va., 
from which point the shipments of the two refineries follow 
the same route. One of the quirks created by General Order 
No. 28 caused the rate from Cabin: Creek to go up more than 
the rate from Falling Rock, the Cabin Creek rate becoming 
41 cents and the Falling Rock rate 37. The Commission said 
that 36.5 cents would have been the reasonable rate from Cabin 
Creek and ordered reparation to that basis. That is, it applied 
only one increase of 4.5 cents per 100 instead of two. 

In arguing the case attorneys for the Director-General con- 
tended that because “complainant was not required to pay this 
amount nor was it paid as freight charges * * * any loss 
which complainant may have suffered was not in consequence 
of any violation of the provisions of the interstate commerce 
act, but was wilful on the part of the complainant.” 

“This contention,’ the Commission said, “is not sound. 
Complainant was a party to the transportation record and it is 
not disputed that it actually bore the burden of the freight 
charges over and above what would have been charged had 
the rate been 36.5 cents. Whether it was legally obliged to 
do so or was actuated solely by considerations of commercial 
policy is immaterial. On the facts shown complainant is the 
only person to whom reparation could legally be awarded.” 


RATES ON COAL AND BRICK 


An order to make reparation on account of an overcharge 
has been made in No. 11665, Madison Lumber & Mill Company 
vs. Director-General, Camas Prairie et al., opinion No. 7315, 64 
I. C. C. 699-702. As to rates on coal and brick from points in 
Utah, Idaho and Wyoming to Cottonwood and Nezperce, Ida., it 
said the rates were not unreasonable. It found the overcharge 
on a shipment of coal from Storrs, Utah, to Nezperce and ordered 
reparation. 


LUMBER CAR DISTRIBUTION 


A rule for the distribution of cars, during periods of short- 
age, for loading with lumber, based almost wholly on perform- 
ance records made during periods of adequate supply, has been 
approved in a report on No. 11961, Wausau Lumber Co. vs. 
Gulf & Ship Island et al., opinion No. 7320, 64 I. C. C. 732-6. 
The Commission dismissed that complaint, holding that the 
practices of the defendant carriers at Laurel, Miss., since Sep- 
tember, 1919, have not been unduly prejudicial, nor unjustly 
discriminatory. ; 

The complainant contended for a rule based upon ability 
to load promptly, as determined by production and accumulated 
stock on hand. Its loading tracks would hold from 35 to 40 
cars. It claimed that with an ample supply of lumber and 
labor it could load from 15 to 20 cars per day. ‘The Commis- 
sion, however, called attention to the fact that its maximum 
loading, which was in 1914, was 400 cars. 

The defendants, in their arguments, contended that if cars 
were distributed under such a rule, shippers might gain an 
advantage by accumulating stocks; not shipping when the sup- 
ply of cars was adequate; and then offering large accumula- 
tions during periods of car shortage. Under such a rule, they 
claimed a shipper might obtain virtually all available equip- 
ment, thus working discrimination against the mills of small 
storage capacity. Another point they made against the pro- 
posed rule was that they have no accurate way for determining 
the quantity of accumulated stocks on hand, whereas under 
the existing method they have a way for checking the ratings 
of the various mills in the form of records of what was done 
when. the car supply was adequate. 

The decision seems to-be practically the reverse of that 
made in Farmers Elevator Co. vs. C. M. & St. P., 47 I. C. C. 
475, in which grain on hand and ability to load promptly were 
made tests. It said that it would not understake to say, on 
this record, whether a different rule should be applied on lum- 
ber. Continuing, the Commission said: 


It is the duty of a carrier to furnish transportation upon reason- 
able request therefor, and not to uniustly discriminate as between 
shippers in the distribution of cars. This duty, however, only applies 
when thé commodity tendered for shipment is actually on hand and 
conveniently located for prompt loading. It is entirely conceivable 
that either current output or accumulated stock might not be tendered 
for shipment at all. Further, it is well known, and the record shows. 
that not all lumber can be shipped green. A large portion must be 
either air dried or kiln dried before shipping. | 

Any rule of car distribution established at Laurel must of neces- 
‘sity be extended to include other lumber shippers located on the 
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lines of the defendant carriers in the same general district. If this 
be not done, the relationship as between shippers at Laurel and ship- 
pers at other points will be disarranged. It is just as necessary to 
maintain a proper relationship for car distribution between shipping 
points, districts, and railroad divisions as it is to maintain a proper 
relationship between individual shippers. The witnesses appearing 
in this case were not competent to testify as to conditions or prac- 
tices at other shipping points than Laurel. Nor does the record con- 
tain sufficient information to warrant us in prescribing a general or 
inelastic rule for car distribution to lumber shippers. In fact, no 
necessity appears for such action. 


RATE ON PARAFFIN WAX 


A holding of unreasonableness and an award of reparation 
have been in No. 11588, Atlantic Refining Company vs. Director- 
General, Louisiana Railway & Navigation Co. et al., opinion No. 
7316, 64 I. C. C. 702-3, on account of a joint fifth class rate of 60 
cents on 80 carloads of paraffin wax from North Baton Rouge, 
La., to Point Breeze, Pa., shipped January 31 and February 28, 
1920. Prior to February 3, 1920, the available combination was 
51.5 cents and after that day one-tenth of a cent less. At pres- 
ent, owing to the increase of August, 1920, the joint rate is 80 
cents and the available combination is 62.5 cents. 


CEMENT, CALIFORNIA TO ARIZONA 


An order to revise rates on cement from California points 
of production to destinations in Arizona, not later than March 13, 
was issued in a report on No. 11505, Arizona Corporation Com- 
mission et al. vs. Arizona Eastern et al., opinion No. 7327, 64 I. 
C. C., 758-64, based on a holding that the existing rates are un- 
reasonable and unduly prejudicial. There was no proof that ship- 
ments had been made. Therefore the Commission denied rep- 
aration. 

The rates to be established, subject to the inflations allowed 
by Ex Parte No. 74, are not to exceed the following: 


Cotten, Call... 10 PROCES, BPii ike icc ccievceevicceseces 28c per 100 Ibs. 
Colton, Calif., to Yuma, AriZ......-cccccccscsesccces 24c per 100 lbs. 
Colton, Callf., to EIaStAVaIipa, ATI .o.660000sceeccces 3le per 100 lbs. 


Oro Grande and Victorville, Calif., to Phoenix, Ariz.. 


30.5¢c per 100 lbs. 
Oro Grande and Victorville, Cali., to Yuma, Ariz... 


26.5¢e per 100 lbs. 


The order was confined to the points specifically mentioned 
in the third paragraph of the complaint. No rates were pre- 
scribed to El Paso because, the Commission said, not all the car- 
riers had been made parties to the complaint, nor to destinations 
on the Santa Fe because of a lack of satisfactory evidence. 

In a dissent, Commissioner Hall said there was no proof of 
undue prejudice, although there was a finding to that effect, 
without any specification as to the sufferer, whether the con- 
signor, consignee or some locality. Nor, said he, does the re- 
port require the removal of undue prejudice. Therefore, he said, 
the finding is but brutum fulmen. 


ILLINOIS RATE CASES 


On further consideration, the Commission has said that the 
differentials found reasonable by it in No. 10783, Coal Trade 
Bureau of Illinois vs. Chicago, Burlington & Quincy, Director- 
General, et al., and the cases grouped with it (commonly known 
as the Illinois Coal Cases of 1920), opinion No. 7324, 64 I. C. C., 
751-2, are to be the maximum and minimum differentials to be 
observed by the carriers in the making of rates. The Commis- 
sion said “the defendants should establish differentials no 
greater nor less than the differentials herein found to be just 
and reasonable.” 

This further consideration was brought about by a question 
as to whether the differentials indicated were to be considered 
as maximum and minimum, or whether the intention was to 
“restore the relative adjustments of coal rates” in effect August 
25, 1920, “in conformity with out decision in Increased Rates, 
1920, 58 I. C. C., 220, 248.” With a view to getting the facts 
Clearly before the carriers and the coal men, the Commission 
made a restatement of its prior report, saying: 


In our original report herein at page 750, we said that the differ- 
entials of 70, 30 and 10 cents from the Third Vein, Springfield and 
Belleville districts, respectively, in rates to the northwest under the 
rates from southern Illinois are not unreasonable or otherwise unlaw- 
ful; and at page 751, with respect to the rates from the Fulton-Peoria 
district to points in Iowa, we said that the reasons for the departure 
from the differential basis of 40 and 70 cents theretofore existing had 
disappeared. With respect to the rates from the Belleville district to 
points in Missouri and Iowa, except Missouri River cities, we stated 
at page 755 that to much of this territory the rates are based on 
rates to and from St. Louis and reflect the differentials in effect at the 
latter point. The differential from the Belleville district to points in 
Missouri and southern Iowa, except Missouri River points, of 22.5 cents 
under the rates from southern Illinois, was the same as that found 
non-prejudicial by us on traffic to St. Louis. : 

Upon further consideration we find that the differentials found 
lawful in our original report herein are and for the future will be 
just and reasonable maximum and minimum differentials. The 
defendants should establish differentials no greater nor less than the 
differentials herein found to be just and reasonable. 


LUMBER ROUTING RESTRICTIONS 


In a mimeographed report, without page or opinion numbers, 
on I. & S. No. 1401, routing restrictions on lumber from Haw- 
ley and Truckee group points, the Commission has found not 
justified proposed increased rates on lumber and forest products, 








from the Hawley and Truckee groups in California and Nevada 
to interstate destinations east thereof, and has ordered the sus- 
pended schedules canceled on or before February 11. By sched- 
ules which the Commission suspended until February 12, the 
Atchison, Topeka & Santa Fe, Gulf, Colorado & Santa Fe, and 
Pan Handle & Santa Fe proposed to withdraw from participation 
in joint commodity rates on lumber and forest products from 
Hawley and Truckee group points to interstate destinations 
east thereof. These schedules were filed to become effective 
September 15, 1921. 

By schedules filed to become effective October 15, 1921, the 
carriers proposed, in lieu of withdrawing from participation in 
the joint rates, which would have brought about violations of 
the long-and-short-haul provisions of the fourth section, to in- 
crease the joint rates from these groups over routes including 
their lines to the coast group basis. The protestants were the 
California White & Sugar Pine Manufacturers’ Association, the 
Red River Lumber Co., and the F. S. Murphy Lumber Co. Both 
schedules were suspended until February 12. 

The Commission said evidence submitted by the protestants 
indicated that the car-mile earnings under the present rates were 
reasonably high, and that if the suspended schedules became 
effective a substantial volume of traffic would be affected. The 
shippers of lumber and forest products from the Hawley and 
Truckee groups, who are in competition with shippers from 
southwestern points such as Albuquerque, N. Mex., and Flag: 
staff and Williams, Ariz., would be seriously handicapped, it 
said. The Commission also said the cancellation of the present 
joint rates could not be justified on the ground that the respond- 
ents’ divisions thereof were unsatisfactory. It said if satisfac- 
tory divisions could not be agreed upon between the respondents 
and their connections, that matter might be brought to its at- 
tention in an appropriate proceeding. 


RATES ON FRUITS AND VEGETABLES 


The Commission has condemned, in a report on I. and S. 
No. 1424, fruits and vegetables to Hastings and Grand Island, 
Neb., opinion No. 7323, 64 I. C. C. 748-50, the proposal of the 
carriers to increase the rates on berries, cantaloupes, in straight 
carloads, and cantaloupes mixed with watermelons, and vege- 
tables from Texas, by placing them on the usual combination 
basis. At present the traffic moves on joint through rates which 
are on the Omaha-Davenport basis. Why that basis was ap- 
plied, the report says, was not explained in the record made in 
this case. The carriers suggested the change of basis on the 
ground that the Commission had allowed them in other cases, to 
restore the combination basis. The Commission said there was 
no reason for any restoration in this case because the varying 
percentage increases had not disturbed the rate situation at Grand 
Island and Hastings. 


JOHNSON CITY RATE CASE 


In a third report on No. 7865, Chamber of Commerce of 
Johnson City, Tenn., vs. Southern Railway Company, Director- 
General, et al., opinion No. 7318, 64 I. C. C., 709-30, written by 
Commissioner Hall, the Commission has prescribed class rates 
for the removal of the undue prejudice against Johnson City 
and the undue preference for Bristol found in the original report, 
46 I. C. C., 527, and reaffirmed in the second report, 50 I. C. C., 
605. It has also indicated how commodity rates are to be 
constructed and, in fourth section order No. 8126, given relief 
to the circuitous lines. The new rates are to be operative not 
later than March 31. 

The first order was one requiring the removal of undue 
prejudice. In compliance therewith the carriers were at liberty 
to reduce the rates to Johnson‘City or increase those to Bristol. 
After the reaffirmation of the original finding they elected to re- 
move the undue prejudice by raising the rates to Bristol to the 
level of the rates at Johnson City. 

In this third report on the case, the Commission held that 
they had not justified their proposal to increase the Bristol rates 
to the level of those at Johnson City. It held that the undue 
prejudice could be removed by the establishment of class rates 
in accordance with typical ones set forth by it in its order, con- 
siderably less, than the rates in effect at Johnson City, but in 
line with the rates prescribed in the Nashville case, 61 I. C. C., 
308, and in Rates to, from and Between Points South of the 
Ohio River, 64 I. C. C., 107. 

In the matter of the percentage relationship of the lower 
classes to first class it ordered that the relationship prescribed 
by it in the two cases before mentioned be established in the 
revised class rates they are to establish in compliance with this 
order. 

The proposal to apply the existing Johnson City rates to 
Bristol, the Commission said, would have the effect of trans- 
ferring the cause for Johnson City’s complaint to Bristol and 
the creation of a rate situation in that part of the southeast 
which is greatly influenced by the adjustment in Official Classifi- 
cation territory. It said the backing up of the Johnson City rates 
to Bristol and the grading of them back from Bristol, would cre- 
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ate an unreasonable rate situation as a whole, regardless of 
whether it was prepared or not to say that the Johnson City 
rates were unreasonable as maximum to be applied to that point 
alone. 

Another observation of the Commission was that the pro- 
posal of the carriers did not give sufficient recognition of Bris- 
tol’s proximity to Virginia Cities. It further said that rates to 
Virginia Cities had been increased forty per cent in recognition 
of the low level of rates in that eastern group. Use of the basis 
proposed by the carriers, the Commission said, would produce 
a factor of 65 cents for an average haul to Bristol and Johnson 
City, of 78.5 miles from St. Paul, Va., and 122.5 miles from 
Walton, Va., applicable as a proportional rate on traffic trans- 
ported several hundred miles before reaching those points. 

How severe a disapproval the Commission gave that proposal 
can be inferred from the fact that instead of allowing the pro- 
portional rate from St. Paul and Walton that would be made by 
the application of the rules and principles that would govern 
in the event it approved the scheme, the proportional from St. 
Paul and Walton is to be only 30 cents instead of 65. 

In the findings, on this third hearing, on a case originally de- 
cided July 17, 1917, the Commission omitted the conclusion that 
the rates to Johnson City were not unreasonable. It confined 
itself to a finding of undue prejudice against Johnson City and 
undue preference for Bristol, the findings being as follows: 

“Upon consideration of the entire record in this case we re- 
affirm our original findings that under the existing rate adjust- 
ment there is undue prejudice to Johnson City and undue prefer- 
ence of Bristol. 


“We further find that defendants’ proposed plan for equaliz- 
ing the rates to Johnson City and Bristol, and for revising rates 
to intermediate and related destinations, has not been justified; 
and that defendants should establish class rates applicable to 
interstate traffic constructed in accordance with the bases shown 
below, which we find will remove the undue prejudice to John- 
son City and undue preference of Bristol found to exist, and will 
be just and reasonable maximum rates: 


“Class Rates: To both Johnson City and Bristol the class 
rates, governed by the Southern Classification, shall be upon 
scales beginning with the following rates on first class, which 
include the increases authorized by us on July 29, 1920: 


Average dis- First-class 


To Johnson City and Bristol from— tance, miles. rate. 
NR NR re er ee ee eee re 363.5 $1.42 
i ag ce asap ab Amida cevtar iC ghee ah WW Sm I ct 505.5 1.62 
I ro diene grat noreai > arahalelaig-ak oie eather eahivare 633 1.85 
MNEs. 25s ots alga) OO a a eralee nda se ceenaeds 539.5 1.62 
a a a ea deg ctigh il pai ih: Grgibr Maman w eth elarkte 335 1.37 
I Oo 20) cic oh os fltae al ha net Ad Bl due ewe @talocelaxe aia alle 252 1.20 
I FR ota 25 etal ik aes ving Slla a olulg. vane a ware win ween 542.5 *1.60 
RN RE, Si a lg Gig: Rslemarcielale Gao Me ae ew Wiehe a weeew eee 122.5 + 20 
SE ECE. a 2 5s ar avenin's ake Pada eaeualele VRE ete ev cela 78.5 7 .30 

*If a lower rate may be obtained on any article by the use of the 
rate to Roanoke, Va., plus a differential on scale of 50 cents first class 
and the lower classes graded down in accordance with the percentages 


given below. governed by the Southern Classification, such lower rate 
shall be applied. 
+Proportional. 


“Rates from all other points of origin under consideration 
shall be constructed with relation to the foregoing. But this 
finding must not be construed as approving the present grouping 
of points taking Buffalo-Pittsburgh territory rates. 

“The lower classes of the rates so revised shall be con- 
structed in conformity with the following percentages of first 
class: 


ER ey roar y senna 1 2 3 4 5 6 


A BC D 
Percentages 


ee IO RS eb is C6 100 86 76 64 52 43 29 35 27 24 


“In computing and applying the rates prescribed herein 
fractions of less than 0.25 cent shall be omitted; fractions of 
0.25 cent or greater but less than 0.75 cent shall be stated as 
0.5 cent; and fractions of 0.75 cent or greater shall be increased 
to the next whole cent. 

“Commodity rates: With respect to the territories and 
points of origin under consideration from which joint or indi- 
vidual commodity rates are published to Johnson City and/or 
Bristol: 

“The record affords no satisfactory basis for determining 
lawful commodity rates. Detailed treatment of such rates is 
practically confined to those from Cincinnati, and to the pro- 
portional rates from St. Paul and Walton. We think that com- 
modity rates should be established in harmony with the revision 
of class rates herein prescribed, and that from each point of 
origin they should be substantially the average of the com- 
modity rates now in effect from that point to Johnson City and 
Bristol, respectively. In cases where commodity rates are not 
maintained both to Johnson City and to Bristol, the commodity 
rate to each should be substantially the average of the com- 
modity rate now in effect to the one destination and the class 
rate to the other as revised in accordance with our foregoing 
findings. In no instance should any commodity rate exceed such 
‘revised class rate. Defendants will be expected to promptly 
revise their commodity rates accordingly, and to file tariffs with 
us containing the rates so revised within 120 days after the 
service of this report. If this is not done, the matter may be 
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brought to our attention for appropriate action. No order will 
be entered in respect of commodity rates at this time.” 

“Destinations other than Johnson City and Bristol: Class 
and commodity rates to destinations described in defendants’ 
plan, other than Johnson City and Bristol, shall be revised in 
accordance with the bases prescribed for Johnson City and Bris- 
tol, using distance as a guide. To such points intermediate to 
Johnson City and to Bristol the proportional rates prescribed 
from St. Paul and Walton to Johnson City and ‘Bristol shall be 
graded down with the lessening distance to destination. 

“This prescription of the general bases for rates to John- 
son City, Bristol, and other destinations embraced in defend- 
ants‘ plan, carries with it no approval of any specific rate which 
may be published in purported compliance therewith. 

“We further find that defendants are entitled to relief from 
the long-and-short-haul provision of the fourth section of the 
interstate commerce act on traffic to Bristol and Johnson City, 
and to destinations on the Southern between those points, mov- 
ing over the Norfolk & Western via Walton, subject to the con- 
dition that this relief shall not include intermediate points as to 
which the haul in connection with the Norfolk & Western is less 
than the haul between the competitive points over the direct 
route.” 

Owing to the fact that he was president of the Carolina, 
Clinchfield & Ohio at the time the case was brought, Commis- 
sioner Potter did not participate in it. The Carolina, Clinchfield 
& Ohio, during the time the railroads were trying to adjust the 
rates in accordance with the Commission’s order, expressed a 
willingness to apply Bristol rates to Johnson City. 


CHARGES FOR LIVE POULTRY CARS 


Representatives of several organizations of poultry ship- 
pers appeared at the hearing on I. and S. 1451, deposit of $10 
for each live poultry car ordered, in Chicago, January 9, to 
protest against the tariffs containing the rule involving the 
deposit mentioned in the title of the case, which contemplated 
forfeiting the deposit when live poultry cars are ordered and 
not used, and when loading of cars furnished is not begun 
within 48 hours after they arrive at the loading point. 

E. B. Wilkerson, speaking for the Live Poultry and Dairy 
Shippers’ Association, and W. M. O’Keefe, for the National 
Poultry, Butter and Egg Association, said that the penalty pro- 
posed by the carriers, in L. & N. tariff I. C. C. No. 15096 and 
N. C. & St. L. I. C. C. No 1980-A, would create a discrimina- 
tion against shippers of live poultry as against shippers of 
other traffic, and that the rule as contained in the tariff was 
one-sided, because it provided a penalty for holding a live 
poultry car over 48 hours before beginning to load, while not 
naming a penalty for the carrier for not having cars on hand 
the day specified in the order. 

The rule, as explained by J. K. Dent, assistant to the vice 
president of the L. & N., and W. L. Nichol, assistant general 
freight agent of the N. C. & St. L., was originally designed to 
put a stop to the ordering of live poultry cars by itinerant 
poultry buyers only to have the order canceled when the car 
arrived. The $10 penalty contemplated, they said, was not a 
revenue measure, for it would not begin to cover the clerical 
and transportation expense for hauling a car an average of 
180 miles empty, to have it canceled when it arrived. Mr. 
Dent said that the cars were owned by an outside company 
and that the railroads paid 11% cents a mile, empty and loaded, 
for their use. He introduced records of 45 cars which had 
been ordered and canceled during the first 11 months of 1921 
on the lines of the L. & N. 

Both the carriers’ witnesses agreed that the 48-hour pen- 
alty provision might prove a hardship on the bona fide ship- 
per, who could not, for some legitimate reason, begin loading 
within 48 hours, and expressed themselves willing to modify it 
to eliminate its application in such cases. Demurrage charges, 
they said, would cover those situations. On the cars canceled, 
however, they said, the clause was necessary in order to give 
the carrier the right to remove the car should the orderer disap- 
pear without leaving instructions for its disposition. The 48 
hours, they added, might well be extended to 72. 


The poultry shippers complained that the poultry rates 
were now too high in the territory involved, and said that a 
formal complaint had been filed against them; to which the 
carriers replied by pointing to the 10 per cent reduction which 
had been made effective January 1, 1922. 


0. S. L. BONDS. 


The Oregon Short Line Railroad Co. has been authorized by 
the Commission to issue $16,424,000 of consolidated first mortgage 
5 per cent gold bonds which are to be sold at not less than 91 
per cent of par and accrued interest. The proceeds will be used 
to retire maturing bonds. The Union Pacific, of which the Oregon 
is a subsidiary, was authorized to guarantee the bonds and to 
issue temporary certificates of interim receipts pending the 
preparation of the bonds in definite form. Kuhn, Loeb & Co. of 
New York, will buy the bonds at 91 per cent of par and accrued 
interest. 
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RATES ON LUMBER FROM WEST 


Examiner H. J. Wagner has recommended the dismissal of 
No. 13928, Pioneer Lumber Co. et al. vs. Director-General, North- 
ern Pacific et al., on a holding that the legally applicable rates 
on four carloads of lumber and shingles from points in Wash- 
ington to Duluth, or beyond, reconsigned at Minnesota Trans- 
fer were not unreasonable, but that the shipments were over- 
charged. The shipments moved between May 23, 1918, and 
October 2, 1919. The shipments were charged a combination of 
rates to and from Minnesota Transfer. The Railroad Adminis- 
tration claimed that inasmuch as the cars were held on the 
tracks of the Minnesota Transfer Railway, the reconsignment 
offered by the tariffs of the Northern Pacific could not be made. 
The examiner said the Commission should hold that even if the 
cars were held on the tracks mentioned they were held for the 
convenience of the Northern Pacific and that the through rates 
named in Northern Pacific tariffs should be applied. 


RATES ON PACKING HOUSE PRODUCTS 


Attorney-Examiner Charles F. Gerry, in a proposed report on 
No. 12357, Ogden Packing & Provision Company vs. Denver & 
Rio Grande, Director-General, et al., said the Commission should 
hold that commodity rates on fresh meat and packing house 
products, from Ogden, Utah, to Sacramento, San Francisco, Los 
Angeles and Pasadena, Cal., and commodity rates on those com- 
modities and live stock by-products from Reno, Nev., to destina- 
tions on the rails of the Southern Pacific and the Western Pa- 
cific in California, were and are not unreasonable or unjustly 
discriminatory. The proposed report also covers No. 12741, 
Nevada Packing Co. vs. Southern Pacific et al. 

In essence, the complaint was that the rates on the products 
of slaughter, from the packing houses at Ogden and Reno to Cali- 
fornia, were and are unreasonable and unjustly discriminatory in 
comparison with the rates on live stock from points of origin to 
the competing packing houses in California. In other words, 
that the California packers, by reason of the limitation of in- 
creases on live stock and by reason of no limitation on the prod- 
ucts of slaughter, had an undue advantage in the marketing of 
their fresh meat and packing house products. The Ogden com- 
pany filed its complaint first. The Reno company came in to 
suggest what should be done in the event that the Commission 
agreed with the Ogden complainant. The latter suggested that 
rates on fresh meats should be 135 per cent of the rates on cat- 
tle and 75 per cent of the hog rate on packing house products. It 
asked for reparation amounting to $62,245. 

Gerry, in his report, called attention to the fact that the 
complainant was in the hands of a creditors’ committee and that 
it had lost something like $190,000 in the operation of its branch 
houses in California, and that the loss on California business was 
more than $50,000 greater than the amount claimed as repara- 
tion on account of the alleged unreasonable rates. His conclu- 
sion, therefore, was that it was not the rates that caused its 
misfortune. 


TELEGRAPH PRESS RATE 


Assistant Chief Examiner Ulysses Butler, in a proposed 
report on No. 12159, Consolidated Press Association vs. Western 
Union Telegraph Company, has recommended a holding that the 
press rate was applicable to a message tendered by the com- 
plainant to the telegraph company for transmission, notwith- 
standing that the so-called query contained a laudatory notice 
of work that had been done by the correspondent whose stuff 
was offered for sale and notwithstanding the fact that the price 
to be charged for the services that were being tendered was 
mentioned in the telegram of inquiry. 

The message which the Western Union declined to forward 
J the press rate, addressed to the Times Union at Albany, 
mM. Y., Bee: 


Bob Small, who traveled with Taft and recently went with Cox, 
will cover Harding for Consolidated Press, beginning December 13. 
Pittsburgh Leader, St. Louis Post-Dispatch, Philadelphia Bulletin, 
Buffalo News and other leading newspapers have ordered service. 
Price is fifteen dollars weekly press rates collect from New York. 
Suggest that as territory being closed rapidly and this offer: sent 
ar to other Albany newspapers you’ wire decision 
Promptly. 


The question for Butler to consider was as to the meaning 
of Rule 68 saying: 


Queries are messages in plain language (not in code or cypher) 
ordering or relating strictly to newspaper specials transmitted or to 
€ transmitted over Western Union lines. 


Another rule, No. 69, to be considered is the one which 
Says that commercial rates will be charged for advertisements 
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and for business messages of newspapers, their representatives 
or correspondents not containing news matter for publication. 

The Western Union contended that the message tendered 
by the Consolidated Press Association was not a query within 
the meaning of the rule but in the nature of an advertisement 
or a message of negotiation concerning future business relations. 
To overcome the argument made by the Western Union the 
complainant exhibited messages which that company had 
accepted as queries, notwithstanding the fact that the price to 
be paid for the service was mentioned therein and also the name 
of the writer of the article that was being offered. 

“A newspaper may send and receive many messages which 
do not concern the gathering and publishing of news and by 
reading defendant’s rules together it is manifest that Rule 69 
was designed to cover such messages,” said Mr. Butler. “Press 
dispatches are accorded lower rates than commercial messages 
because the dissemination of news is in the interest of the puble. 
Queries are for the purpose of facilitating the selling of news. 
The fact that a news bureau obtains compensation for the news 
it has gathered and transmits to a newspaper does not make 
that news of less public interest than if it were distributed free. 
To say that the press rates would not be applied to a press dis- 
patch because it quotes the price of the dispatch is to close 
one’s eyes to the fact that news bureaus are organized for the 
purpose of gathering news and selling it at a profit. Whether 
or not the price is quoted in the message does not alter the fact 
that the message is an offer of news for sale.” 


STEEL PLATES AND TANK MATERIAL 


An order of dismissal has been recommended by Examiner 
H. W. Archer, in a report on No. 12549, Gulf Refining Co. of 
Louisiana vs. Director-General, Pennsylvania et al., on the 
ground that the rates on steel plates and tank material, from 
Leetsdale, Pa., to Dubberly- and Mansfield, La., in December, 
1919, and January, 1920, were not unreasonable. Sixty-nine 
cents were collected on thirty-three carloads of steel plates and 
knocked down tank material sent to Dubberly, and 89 cents on 
seven carloads of plates and four of knocked down tank mate- 
rial to Mansfield. The complaint was based on the use of the 
25 cent. class differential over St. Louis instead of the com- 
modity differential on stuff from Pittsburgh territory, in which 
Leetsdale is situated. The complainant contended that, through 
an oversight, rule 39 of the consolidated classification was not 
adopted so as to cover the commodity differential of 19 cents. 
The examiner said that contention was not tenable, even if the 
carriers were willing to change the tariffs so as to nave the 19 
cents commodity differential apply instead of the 25 cent class 
differential. 


RATES ON COAL IN INDIANA 


In a tentative report on No. 12553, Indiana Board & Filler 
Company vs. Director General, as agent, Baltimore & Ohio, et al., 
Examiner J. Edgar Smith has recommended that 50 cents per 
ton be fixed as the maximum rate on coal for intrastate applica- 
tion in Indiana, during federal control, for 5 miles or less. That 
recommendation was made in No. 12654, Terre Haute, Indian- 
apolis & Eastern Traction Company vs. Director General et al., 
which is one of the cases heard with the complaint of the board 
and filler company. In that case the coal moved from mines 1 
to 28 miles away into Terre Haute and rates of 60, 65, and 70 
cents were imposed. Smith recommended cutting off all the ex- 
cess above 50 cents for hauls of 5 miles or less. In the main 
case and its sub-number, brought by the same complainant, the 
hauls were more than 5 miles long, so if the Commission adopts 
the 50 cents for 5 miles recommendation, there will be no rep- 
aration except as to shipments which were hauled for 5 miles or 
less on rates higher than 50 cents, 


MIXED CAR RULE 


Attorney-Examiner Arthur R. Mackley, in a report on No. 
12460, the Oklahoma National Live Stock Exchange et al. vs. 
Abilene & Southern, Director-General et al., has recommended 
condemnation, as unreasonable, of the mixed-car rule as carried 
in the tariffs for application to mixed carloads of calves and 
cattle. The rule provides for the application of the highest 
rate and minimum of any species of animal in the mixture. As 
construed by Mackley, the highest rate and the highest mini- 
mum are to be imposed on a shipment of calves and cattle. 

But that has not been the practice. A majority of the lines 
in the southwest, the examiner said, apply the calf rate and the 
cattle minimum. He recommended that the rule, as construed 
by him, be held unreasonable because under it the charges 
that would be collected on a carload of calves and cattle are 








72 THE TRAFFIC WORLD 


greater than on a carload of calves or on a carload of cattle. 
He suggested that the practice of the carriers indicated that 
they recognized the unreasonableness of a rule that would work 
out in that way. 

He suggested that the line to divide cattle and calves be 
based on age, because weight would not do. The weight basis 
would not do, because cattle from Mexico, three or four years 
old, frequently weigh less than calves of eight months, con- 
centrated at some of the Texas markets. 

He recommended that the Commission authorize the waiving 
of undercharges resulting from the application of the rule as 
construed by him, accomplishing reparation in that way. 

The report also covers No. 12757, Texas Live Stock Ship- 
pers’ Protective League et al. vs. Director-General, St. Louis 
Southwestern et al. 


RATES ON GRINDING BALLS 


In a report on further hearing in No. 10339, Los Angeles 


Foundry Company vs. Director-General, Arizona & New Mexico - 


et al., Examiner Leo J. Flynn recommended a reiteration of the 
Commission’s decision in 57 I. C. C. 184; and the issuance of 
an order citing the carriers interested to show cause, within 
thirty days, why the Commission should not issue an order re- 
quiring them to remove the undue preference for competitors of 
the complainants at Chicago, Columbus, O., and Chrome, N. J., 
by establishing rates on grinding balls from Los Angeles to 
destinations in Arizona, New Mexico, Utah and other western 
states, which shall be less than the rates from Chicago to the 
same destinations by amounts equal to the difference between 
the respective rates shown in the exhibits as proposed rates 
from Los Angeles and Chicago to the destinations in question; 
from Columbus and Chrome, which shall preserve the existing 
relationship; and that the existing rates from Los Angeles shall 
be preserved as maxima. 


CHARGES ON STEEL PLATES 


A finding of illegality as to charges imposed on steel plates 
between February 26, and August 18, 1920, from Claymont, Del., 
Coatesville, Johnstown and Pittsburgh, Pa., and Gary, Ind., to 
Portland, Ore., has been proposed by Examiner Leo J. Flynn, 
in a report on No. 12428, Willamette Iron and Steel Works et al. 
vs. Director-General, B. & O. et al. The commodity which moved 
was stuff of No. 11 gauge or heavier. Commodity rates rang- 
ing from $1.125 at Gary to $1.375 from the most eastern points 
of destination, were imposed. They were the rates on structural 
iron and steel, 50,000 pounds minimum. The complainant con- 
tended for the lower rates on ship plates ranging from 90 cents 
from Gary to $1.10 at Coatesville and other eastern points of 
origin. The rates last mentioned applied specifically to ship 
plates, a term never used in the tariffs prior to February 25, 
1920. The examiner said the term had no specific meaning in 
the iron and steel industry. The examiner said the Commission 
should hold that the lower commodity rates established under 
the terms “plates, ship,” should have been accorded on the traffic 
in question. He said the intention was to limit the application 
to plates used in building ships but that that intention could 
not govern in construing the tariffs. 


PEANUT AND COTTONSEED OIL 


An extensive revision of rates on peanut and cottonseed oil 
from the southeast to the southwest is proposed by Examiner 
C. I. Kephart, in a report on No. 11117, Magnolia Provision Com- 
pany vs. Atlantic Coast Line, Director-General et al. In his 
report Kephart said the Commission should hold unreasonable 
the present rates on peanut and cottonseed oils to Houston, San 
Antonio, Dallas and Sherman, Tex., to the extent that they ex- 
ceed the following from points east of the Mississippi from the 
territories defined in Leland’s I. C. C. No. 1331: Memphis terri- 
tory, 47.5 cents; St. Louis territory, 59.5 cents; Nashville terri- 
tory, 65 cents, and Macon territory, 68 cents. 

A further holding recommended is from mill points in Louis- 
iana and Arkansas to the Texas cities mentioned shall be made 
on the mileage scale prescribed by the Commission in Procter & 
Gamble vs. A. C. R. R., 64 I. C. C. 213, and that reparation be 
made on the shipments involved in the case be made to the 
bases indicated as reasonable for the future. 

In the main the recommendations are in accordance with 
the suggestions of the complainants, which filed two cases, the 
other, also covered by this report being No. 11495, Same vs. 
Abilene & Southern et al. The basic allegations were that the 
rates were unreasonable and unduly preferential of refiners of 
peanut and cottonseed oils of competitors of the complainant, 
with refineries at New Orleans, Memphis, Chicago, and points on 
and north of the Ohio River. They asked, broadly speaking, 
that they be given rates on the two classes of oils from the 
southeast the same as the rates on the oils in the opposite 
direction, made by combination on St. Louis. The key rate on 
the oils in question in the reverse direction is 59.5 cents with 
rates to points beyond made fifth class differentials over or under 
St. Louis. The examiner said that application of fourth class 
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differentials would give a better balanced rate structure. He 
pointed out that use of the fourth class differentials would give 
rates from the Macon territory exactly the same as were granted 
as emergency rates by the Railroad Administration in 1919 and 
1920, when the Texas refiners thought they needed oils from 
the southeast to use in blending with the oils produced from 
peanuts and cottonseed grown in their territory. 

The examiner said that on the record as made he could not 
determine the questions of unjust discrimination and undue 
prejudice in connection with rates to the mills of competitors in 
the Official and Wéstern Classification territories. 


BEAUMONT SWITCHING CASE 


Application of intra-city switching rates on traffic between 
Beaumont and Chaison, Tex., during the whole of federal con- 
trol, and reparation to the basis of such rates has been recom- 
mended by Examiner C. I. Kephart, in a report on No, 12100, 
Beaumont Chamber of Commerce vs. Director-General, as agent, 
Beaumont Wharf and Terminal Company et al. The report also 
covers sub number 1, same vs. same. 

Chaison is a suburb of Beaumont. The service to and from 
it is by switching crews. The hauls, according to the examiner, 
are no longer than other intra-city switching hauls. The Rail- 
road Labor Board a short time ago refused to revise the wages 
of the crews employed in that service to the road-haul hasis, 
notwithstanding the fact that the charges to and from Chaison 
are published in road-haul tariffs. Kephart said the question 
was not to be determined by the description, but by the actual 
character of the service, and his conclusion on that point is 
indicated by his recommendation, before mentioned. He said 
the trouble all resulted from the application to the rates in 
effect when General Order No. 28 became operative, of varying 
rules for increasing rates, instead of the straight 25 per cent 
addition to the switching rate of $5 per car. The $15 per car 
minimum rule and the 4.5-cent commutation rule respecting 
petroleum and its products were all used, so that charges on 
some cars went as high as $43 and considerably above class 
rates for equal distances. 

Efforts to persuade the Railroad Administration to make 
an adjustment that would be satisfactory, Kephart said, failed, 
but the railroads themselves changed the situation soon after 
the end of federal control. : 


RATES ON BRAKE FABRIC, ETC, 


Examiner John T. Money, in a tentative report on No, 12933, 
Multibestos Company vs. Southern Pacific et al., has recom- 
mended dismissal of the complaint on a finding that freight 
charges on brake lining fabric, brake linings, metal signs and 
advertising printed matter, in carloads, from San Francisco, Cal., 
to Kansas City, Mo., collected at the joint third-class rate of 
$3.665 governed by the western classification, plus a $2.50 re- 
consigning charge not in issue, were not unreasonable, unjustly 
discriminatory or unduly prejudicial. The shipment moved Jan- 
uary 20, 1921. The complainant contended that its brake lining 
fabric was friction fabric, consisting of woven asbestos and wire, 
and that the rate charged was unreasonable to the extent that 
it exceeded the westbound commodity rate of $1.665. The de- 
fendants denied that complainant’s brake lining fabric, if moved 
westbound, would be entitled to the commodity rate applicable 
on friction fabric, and said that the shipment in controversy was 
the only carload moved they could discover. The examiner said 
the record was clear that the shipment in question was an iso- 
lated one and that there was no warrant on the record for the 
establishment of a commodity rate. 


RATES ON COTTON PIECE GOODS 


An award of reparation has been recommended by Examiner 
J. T. Money, in a tentative report on No. 12888, H. D, Lee Mer- 
cantile Co. vs. Boston & Maine et al., on a holding that rates 
on cotton piece goods in less than carloads, from New York, 
N. Y., and points in New England to Kansas City, Mo., were 
unreasonable and unlawful, to the extent that they exceeded the 
aggregate of the intermediate rates based on Memphis, Tenn. 
The shipments moved during the last half of 1917. 

The shipments moved to north Atlantic ports over either 
the Boston & Maine or the New York, New Haven & Hartford, 
thence Ocean Steamship Co. to Savannah, Ga., and the Central 
of Georgia and St. Louis-San Francisco through Memphis to 
destination, the examiner said. Charges were collected at the 
applicable joint rates based on factors to and from Chicago or 
the Mississippi river crossings of $1.07 or $1.04, composed on the 
R-25 rates, 85 per cent of second class and not less than third 
class, under the official classification, plus commodity rates or 
third-class rates, under exceptions to the western classification, 
beyond. 

“When the shipments moved,” the examiner said, “the ag: 
gregate of the intermediate rates over the route of movement 
was $1, composed of the fourth class rate of 50 cents governed 
by the southern classification to Memphis, and a commodity 
rate of 50 cents from Memphis to Kansas City. This departure 
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from the provisions of the fourth section was neither authorized 
py the Commission nor protected by an appropriate application 
and was unlawful. Effective October 10, 1919, the through rates 
based on Chicago or the Mississippi River crossings were reduced 
to the combination of the local rates to and from Memphis, 
thus correcting the fourth section departure. The issues here 
presented are the same as those in Burnham-Munger-Root Dry 
Goods vs. Director-General, 58 I. C. C., 73, wherein the Commis- 
sion awarded reparation on cotton piece goods, from the Atlantic 
seaboard and New England territories to Kansas City, to the 
basis of the aggregate of the intermediate rates to and from 
Memphis.” 


RATES ON BEET SUGAR MOLASSES 


A recommendation that they be condemned as being un- 
reasonable has been made as to rates of 36.5 and 21.5 cents 
on beet sugar final molasses, from Worland, Wyo., to Billings, 
Mont., and Lowell, Wyo., during federal control, by Examiner 
H. J. Wagner, in a report on No. 13021, Wyoming Sugar 
Company vs, C., B. & Q. et al. The complainant contended the 


rates were unreasonable to the extent they exceeded the subse- - 


quently established rates of 12 cents and 6.5 cents, and the ex- 
aminer agreed to that. The complainant asked for the 12.5 cent 
rate several months prior to the shipment of any of the refuse 
molasses. The examiner recommended reparation. 


RATE ON BILLETS 

An award of reparation on account of an unreasonable rate 
on billets from Allenport to McKees Rocks, Pa., during federal 
control, has been recommended by Examiner R. L. Shanafelt in 
a report on No. 13065, Pittsburgh Steel Company vs. Director- 
General, Pennsylvania Railroad Company et al. Sixth class of 
$3.10 was imposed on 63 carloads shipped between January 15 
and July 30, 1919. After the movement a commodity rate of $1 
was established. Shanafelt recommended reparation to the basis 
of that rate. 


SECOND CONCENTRATION OF COTTON 

Attorney-Examiner William B. Hunter, in a report on No. 
12574, Spinnler & Co. vs. Director-General, G. H. & S. A. et al., 
has recommended a holding of unreasonableness, a denial 
of reparation and a dismissal of the complaint because the proof 
did not show that the complaining firm had succeeded to any 
claim for reparation of its predecessor. The shipments were 
made by Spinnler & Hafner, but apparently the freight was paid 
by consignees at Fall River, Mass. The unreasonableness con- 
sisted of the failure of the carriers to permit second concentra- 
tion of cotton at Galveston in November, 1918. The failure to 
accord second concentration caused the imposition of two 15- 
cent advances, whereas if the cotton had been concentrated a 
second time at Houston there would have been but one increase 
of 15 cents and a second concentration fee of 3 cents. Later 
in the same year the charge at Galveston was made the same 
as at Houston, but on account of the failure of the proof, Hunter 
had to recommend denial of reparation and dismissal of the 
complaint. 


RATES ON SAW LOGS 


An award of reparation on a holding of unreasonableness 
has been advised by Examiner H. J. Wagner, in a report on 
No. 13062, Clear Cedar Shingle Company vs. Director-General, 
0.-W. R. R. & N. Co., as to rates on saw logs, from Vader to 
Helsing Junction, Wash., during federal control He said the 
Commission should hold the rates unreasonable to the extent 
that they exceeded $2 per thousand feet, minimum 7,000 feet, 
and award reparation to that basis. On account of flood con- 
ditions the complainant shipped before the $2 rate was estab- 
lished. The combination of rates per thousand feet and cents 
per hundred pounds yielded car earnings of about $63.70 for a 
haul of about 36 miles. 


WOODEN TANK STAVES AND HEADING 

In a tentative report on No. 12138, Parkersburg Rig & Reel 
Co. vs. Missouri, Kansas & Texas et al., Examiner Henry C. 
Keene suggested a holding of unreasonableness as to rates on 
wooden tank staves and heading, including iron and steel fix- 
tures (the weight of the iron and steel not to be more than 20 
per cent of the total weight) from Ranger, Tex., and Tulsa, 
Okla., to Bowling Green and Winchester, Ky. An additional 
recommendation is that the rates on the same commodities 
from Albany, Tex., to the Kentucky destination mentioned are 
and were not unreasonable or otherwise unlawful. His affirma- 
tive recommendation for the future is that rates on such com- 
modities from Ranger and Tulsa be made no more than 10 per 
cent higher than the contemporaneous rates on lumber and that 
Teparation be awarded. 


RATES ON PHOSPHATE OF LIME 


Attorney-examiner Charles F. Gerry, in a report on No. 
12871, Wilckes, Martin & Wilckes Company vs. Director-General, 
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B. & O. et al., recommended dismissal on a holding that fourth 
class rates on phosphate of lime from Camden and Cooper’s 
Point, N. J., to Chicago, St. Louis and Kansas City, had not 
been shown to be unreasonable, unjustly discriminatory or un- 
duly prejudicial. The complainant alleged they were unreason- 
able, etc., because and to the extent that they exceeded the 
equivalent of sixth class. The commodity is rated fourth, fifth 
and sixth in official, western aud southern classification terri- 
tories and the variation in the rating was one of the grounds 
of the complaint. Another was that phosphate of lime, an in- 
gredient in baking powder, was rated as high as the finished 
product, while sodic aluminum sulphate, also used for the same 
purpose, is sixth class, as are other products of alum. The ex- 
aminer said that baking powder is a mechanical and not a 
chemical mixture, so that it is rated the same as the bighest 
rated ingredient in it. 


RATE ON COAL FROM LANDON, PA. 

Dismissal of the complaint in No. 12928, W. H. Warner & 
Co, vs. Director-General, as agent, Pittsburgh & Lake Erie, has 
been recommended by Examiner Myron Witters on a proposed 
finding that a rate of 60 cents per net ton, charged on 147 car- 
loads of bituminous slack coal, shipped during the months of 
January to May, 1919, inclusive, from Landon, Pa., to Ros- 
traver, Pa., and Monessen, Pa., was not unreasonable or other- 
wise unlawful. The complainant sought reparation to the basis 
of a rate of 40 cents. : 


RATES ON SAW LOGS IN MICHIGAN 


Rates on saw logs from various points in Michigan to Bay 
City, Mich., during the period of federal control, were not 
unreasonable, in the opinion of Examiner Bronson Jewell, and 
he has recommended dismissal of No. 12373, Kneeland-Bigelow 
Co., et al. vs. Director-General, as agent, and Michigan Central, 
the case in which the rates were brought into issue. The ex- 
aminer said the rates attacked compared favorably, distances 
considered, with Michigan intrastate distance rates maintained 
by the Minneapolis, St. Paul & Sault Ste, Marie and the Detroit 
& Mackinac, and that they did not appear excessive when come 
pared with interstate mileage rates of the Chicago & North 
Western and of the Chicago, Milwaukee & St. Paul. They are 
substantially lower, he said, distances considered,. than Michi- 
gan intrastate rates maintained by the Grand Rapids & Indiana. 


DEMURRAGE ON FROZEN SHIPMENTS 


An order of dismissal has been recommended by Examiner 
John A. McQuillan in a report on No. 12660, Missouri Valley As- 
sociation of Sand and Gravel Producers vs. Arkansas Valley In- 
terurban Railway Company et al. on a holding that the rule gov- 
erning demurrage on frozen shipments is not unreasonable. The 
rule under attack is that applied by steam railroad, making writ- 
ten notice a prerequisite to the extension of free time. When 
such notice is given the free time is extended to four days, after 
which demurrage begins running, no matter how long the ship- 
ment remains frozen. The complainants asked for the restora- 
tion of the rule under which, by making efforts to unload the 
cars, the consignee could obtain an extension of the free time 
until the lading thawed. The examiner said the rule was not un- 
reasonable because the shipper knows that loading wet sand in 
the winter is likely to cause delay in return of cars and there- 
fore he should be prepared to pay, if the lading does freeze. 


DEMURRAGE DURING STRIKE 


Attorney-Examiner Charles F. Gerry has advised the Com- 
mission to dismiss No. 12672. Barber Asphalt Paving Company 
vs. Lehigh Valley, on a holding that demurrage which aecrued 
on cars of various commodities at Maurer, N. J., in the latter 
part of June, 1920, were not illegal, unreasonable, unjustly dis- 
criminatory or unduly prejudicial. The cars accumulated during 
the strike of yardmen and later a strike in the plant of the com- 
plainant. Gerry thinks the facts brought forward by the com- 
plainant are not heavy enough to cause any remission of the 
demurrage. 


COTTON RAIL AND WATER RATES 


Examiner C. I. Kephart, in a report on No. 12409, H. W. 
Garrow & Co. et al. vs. Director-General, G. H. & S. A. et al., has 
recommended a holding of unreasonableness as to rail-and-water 
rates on cotton from Houston via Galveston to New York for 
export in August, September and October, 1918 He said the 
Commission should hold unreasonable the combination of 70.5 
cents to the extent that the rail factor from Houston to Galveston 
‘exceeded 12 cents. It was 21 cents. 


HORSES AND MULES FOR EXPORT 
Examiner Richard T. Eddy has recommended the dismissal 
of No. 12861, Le Prestre, Miller & Co., Inc., vs. Erie, on the 
ground that the yardage and terminal charges assessed on 
shipments of horses and mules from Goshen, N. Y., to Jersey 
City and New York for export, between December 2, 1916, 
and April 6, 1917, were not unreasonable. The complainant 
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raised a question as to the applicability of the rates assessed, as 
well as their reasonableness. Eddy thinks the Commission 
should hold against it on both questions. 


RATES ON VALVES UNREASONABLE 


A holding that rates on iron valves, in L. C. L. quantities, 
from Homestead, Pa., to Everett, Seattle and Tacoma, Wash., 
and Los Angeles and San Francisco between April 20, 1917, and 
December 30, 1919, were unreasonable has been recommended 
by Examiner H. W. Archer, in a report on No. 12607, Home- 
stead Valve Manufacturing Co. vs. Director-General, Pittsburgh 
& Lake Erie et al. He said the Commission should hold them 
unreasonable to the extent they exceeded $2.30 from April 20, 
1917, to June 24, 1918, and $2.875 since that date. In April, 
1917, the rating was increased from fourth to third class and 
the rate, to the terminal points, went up from $2.20 to $2.60. 
December 31, 1919, iron valves were raised to the same rates as 
brass valves. 


ILLINOIS CEMENT RATES 


One of the factors to be taken into account in considering 
the difference in the bases of cement rates, as in effect from 
Buffington, Ind., to Illinois destinations on the one hand and 
intrastate in Illinois on the other, was the transportation 
of cement by automobile truck from Buffington to Chicago, said 
E. S. Gubernator, traffic manager for the Lehigh Portland Ce- 
ment Company, at the hearing on No. 13061, Universal Portland 
Cement Co. vs. A. T. & S. F. et al., before Examiner Keeler 
in Chicago, January 6. He said that truck competition was one 
of the factors usually taken into account in fixing rates, but 
that the use of automobiles for hauling cement from Buffington 
to Chicago was of such recent development as not to have been 
reflected in the intrastate rates, which were fixed some years ago. 

“We secured some bids from private truck interests,” said 
Mr. Gubernator, “without making any promises as to tonnage 
or regularity. These were sometimes as low as 17 cents a bar- 
rel and included hauling direct to the job. Contrasted to this is 
the 34-cent rate from LaSalle, to which must be added cartage 
from the nearest team track. And under the tariffs we often 
have to pay a local rate in order to get to the team track nearest 
to the job.” 

The witness said that for these reasons and for other traffic 
reasons intrastate rates to Chicago might properly be on a some- 
what lower basis than to the rest of the state, and he asked 
the Commission not to disturb that rate, even if it saw fit to 
order. a revision in the intrastate rates generally. “To raise 
the Chicago rate even slightly,” he said, “would shut the Illinois 
producers out of that market entirely.” 

H. M. Slater, rate expert for the Illinois commission, took 
the stand for a few minutes to make a general protest against 
any raise in the Illinois rates. “They really ought to be re- 
vised downward,” he said “We figure that the freight cost on 
all the materials for making one mile of highway amounts to 
$6,500. Other states have had general reductions in the rates 
on sand, gravel and crushed stone, but none have been made 
in Illinois. We would, therefore, feel any raise in cement rates 
all the more keenly.” ; 

Mr. Slater also pleaded against any raise in the intrastate 
rates on the finding of discrimination by the Commission. To 
do so, he said, would “freeze” the rates, because, being Com- 
mission-made, the Illinois commission could not reduce them 
in the future and the Interstate Commerce Commission, unless 
the question of discrimination were again raised, would also 
be unable to order a reduction. He insisted that nothing short 
of a revision of the act would make it possible to make future 
adjustments in the intrastate cement rates, were the Commis- 
sion to order them raised. 

An indefinite adjournment was taken on the fourth day of 
the hearing. January 7, when it became apparent that it could 
not be completed last week. T. E. Bond, assistant traffic man- 
ager for the Elgin, Joliet & Eastern, was on the stand most of 
the day, first as witness for the intervening Illinois cement in- 
terests, and later as witness for the carriers. In the latter ca- 
pacity his evidence was directed chiefly toward the reasonable- 
ness of the present interstate rates on cement from Buffington, 
Ind., to destinations in Illinois. 

The interveners sought to find out from Mr. Bond, while he 
was on the stand as their witness, what the corporate relation- 
ship of the E. J. & E. and the Universal Portland Cement Co. 
was. It was their contention that both were proprietary inter- 
ests of the United States Steel Corporation. This relationship, 
according to Mr. Burchmore, might mean that the E. J. & E. was 
getting excessive divisions out of the rates from Buffington to 
Illinois destinations, thus making the alleged discrimination 
against the Indiana point one of divisions rather than one of 
rates. 

“It seems queer,” he said, “that of the many industries lo- 
cated on the tracks of the E. J. & E. it should be just this one 
that brought this complaint.” 

Mr. Burchmore contended that the divisions in the rates 
were based on percentages of actual mileage rather than on the 
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theoretical mileage used to determine the rates in accordance 
with the order in No. 8182; but Mr. Bond insisted that the divi- 
sions were matters of individual agreement and were not based 
on mileage at all. Mr. Burchmore thereupon asked that the 
carriers be required to furnish a list of divisions for the record. 
The request was taken under advisement. 

W. Young, speaking for the Atlas Portland Cement Co., sug- 
gested that instead of the proposal of the carriers to put into 


effect, interstate and intrastate, a scale based on the 8182 No. 2 


scale plus 2 cents and 35 per cent, a basis of rates be agreed 
upon, based on the No. 1 scale in the same case plus the same 
increases. He said that the No. 1 scale was approximately 20 
per cent less than the No. 2, and that it was originally proposed 
by the Commission for application in Illinois, but that before its 


effective date it was consolidated with scale No. 2 by a supple- 
mental order. 


STORAGE CHARGES ON AUTOMOBILES 


A charge of $1,125 for storage on three automobiles, held at 
the unloading platform of the New York Central, at 23rd Street, 


‘Chicago, from August 11, 1920, to February 17, 1921, was unrea- 


sonable, according to Wm. E. Huffman, president of the complain- 
ing company, who testified at the hearing on No. 12955, Huffman 
Brothers Motor Co. vs. N. Y. C., before Examiner Keeler, in Chi- 
cago, January 11. Mr. Huffman said the first notice his company 
had on non-delivery of the automobiles, which were shipped 
order-notify, was the advertisement of them for sale as unclaimed 
freight. He contended that, in any case, the automobiles should 
have been removed to a public warehouse where they could 
have been stored for a maximum of $10 a car a month, instead 
of the $2 a day assessed by the railroad for storage in what he 
termed an unsuitable shed, Eventually, he said, the automobiles 
had to be sold at a sacrifice, owing to the exposure they had 
undergone. 

The automobiles were shipped from the complainant’s fac- 
tory at Elkhart, Ind., July 24, 1920, and arrived in Chicago, 
August 2. Consignees refused to accept the shipment, according 
to the witness, and the draft in payment for them, which was 
turned over to an Ohio tire company, was returned after some 
months, unpaid. Representatives of the carriers argued that the 
shipper had some legal recourse on the consignee because the 
automobiles were shipped on contract. They said the consignee 
was notified at the time the automobiles arrived in Chicago and 
that he said he would accept them if he could persuade the Huff- 
man company to make some price concession. This he evidently 
could not do, for the automobiles remained at the unloading shed. 

According to records of the railroad, introduced as exhibits, 
the shippers were notified by the agent at Elkhart, and also by 
letter from Chicago, that the cars remained undelivered. The 
storage charges assessed were those contained in Fairbanks’ 
tariff, L. P. Day, attorney for the New York Central, said, and as 
such were more in the nature of a penalty for non-removal of 
the goods than a reasonable charge for storage. He said the New 
York Central did not hold itself out as a warehouseman. Counsel 
for the complainant contended that although the charges’ as as- 
sessed might have operated as a penalty during the first ten or 
twenty days, after the elapse of such time the railroad did, in 
fact, become a warehouseman and should have assessed only 
reasonable storage charges against the automobiles. 





VALUATION CASES 


The Traffic World Washington Bureau 


Final arguments in the Kansas City Southern and San Pedro, 
Los Angeles & Salt Lake valuation cases have been concluded 
before the Commission and unless the Commission decides to 
reopen either case, the announcement of the final values of 
these properties will be the next step in the procedings. These 
are the first of the valuation cases to reach an advanced stage 
and if the Commission disposes of them before any of the nother 
cases pending before it, the final values announced will be the 
first to be fixed by the Commission in any of the valuation cases. 
The Commission has announced tentative final valuations in a 
number of cases, but since the Kansas City Southern mandamus 
decision by the Supreme Court directing the Ccemmission to 
follow the valuation law with respect to ascertaining the cost 
of reproduction of carrier lands, no final value has been an- 
nounced. 

Representatives of the carriers contended in the arguments 
that the tentative final values fixed were inadequate and that 
they should have been based on the earning power of the prop- 
erties, present and prospective. Counsel for the state commis- 
sions and the American Farm Bureau Federation argued in 
support of the Commission’s valuations. 





MILEAGE BOOK BILL 


The Senate did not take up the mileage book bill January 
11, as had been agreed on December 22, because the Newberry 
election case had not been disposed of. Senator Robinson, how- 
ever, obtained another agreement to take the bill up January 18, 
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GENERAL RATE INQUIRY 


The Trafic World Washington Bureau 


A surprising lack of interest—at least that could be measured 
by means of the number of letters—was noted in the general rate 
inquiry (Docket No. 13293), right on the eve of the resumption of 
that inquiry, January 11. In the recess for the holidays Chief 
Examiner Quirk tried to obtain an idea as to how much time ship- 
pers of various kinds of commodities would desire, when their 
opportunity to be heard should come. Up to Jan, 10 his schedule 
contained one important commodity, listed in the circular letter 
he had sent out on the subject, as to which only one hour had 
been asked, up to January 10. 

It was surmised that this appearance of indifference could be 
attributed to a conclusion, on the part of the counsel of various 
shippers, that they could make arrangements to be heard after 
they arrived in Washington. If that was the idea, the result was 
disappointing to the members of the Commission’s staff who had 
been detailed to find out, from shippers, the amount of time they 
thought necessary for the proper presentation of their views. The 
object in sending out the circular letter was to appraise the 
strength of the demand for time, so as to make an approximate 
distribution of time available, before the hearings should be 
resumed. 

At the time the hearings were resumed the answer tothe 
Commission’s query on that point was not in hand, except in 
the most sketchy form. The railroad men had also failed to indi- 
cate clearly what they intended doing. The state commissioners 
were represented in force at the office of John E. Benton, their 
Washington representative. but they, like the shippers and the 
railroad men, had not given altogether definite indication of what 
they intended doing and the time they thought they would need 
for doing it. 

In the year ended September 30, 1921, only 13 of the 174 
class I railroads, covered by statistics submitted in the Com- 
mission’s general rate inquiry, had incomes in excess of 6 per 
cent on the value of their property devoted to transportation, 
and therefore subject to that part of the transportation act 
providing for the recapture of earnings. The Union Pacific, 
Delaware & Lackawanna, and the Michigan Central are the 
only ones among the 13 whose names are well known to the 
public. Seven of the 13 are in the eastern district and 6 in 
the territory west of the Mississippi. The southern district 
showed not one road earning in excess of 6 per cent, 

Thirty-eight roads had operating deficits, 11 in the eastern 
district and 6 in the territory west of the Mississippi. The 
southern district showed not one road earning in excess of 
6 per cent. 

Thirty-eight roads had operating deficits, 11 in the eastern 
district, 17 in the western and 12 in the southern. Taking the 
railroads as a whole, by groups, they fell far short of the income 
Congress, by the legislation of 1920, indicated would be rea- 
sonable. 

The foregoing are among the facts put before Commissioner 
Esch and Lewis, who presided January 11 at the resumed hear- 
ing in the Commission’s general inquiry into the rates of car- 
riers. The failure of the Senate to confirm the nominations of 
H. C. Hall and C. B. Aitchison, left only two members of the 
division appointed to hear the testimony qualified to continue 
their service. 

At the beginning of the resumed hearing arrangement was 
made to have Secretary Hoover, of the Department of Commerce, 
take the stand, as the representative of the commerce of the 
country, to testify generally on the subject The Chamber of 
the Commerce of the United States asked that Mr. Hoover be 
called. Richard Waterman, chairman of the transportation com- 
mittee of the chamber, read a letter from President DeFrees of 
that body asking that Mr. Hoover be called. Commissioner Esch 
said that would be done. 

When that had been done, accounting officers for the rail- 
roads were put on the stand to show, by figures, that the rail- 
roads had not achieved an income of 6 per cent, as intended by 
the law, and that therefore they could not stand any further 
reductions in rates. 

D. S. Brigham, assistant to the president of the Boston & 
Maine, appeared for the New England lines; George M. Shriver, 
vice president of the Baltimore & Ohio in charge of accounting, 
spoke for the eastern lines other than those of New England; 
L. E, Wettling, for the western lines, and J. W. Lamb, for the 
southern. Their figures were in continuance of the picture they 
were painting when the Commission took a recess for holidays, 
and because the accounting officers had run out of material with 
which to answer the questions asked by the Commission in its 
circulars indicating what it desired to learn from them. In a 
large measure the exhibits were cumulative. They showed in 
detail what had been shown in the earlier exhibits for the rail- 
roads as groups; that is, the financial result for each road was 
set forth so as to bring out the fact that only 13 railroads had 
achieved a return of more than 6 per cent. The roads, other 

than those already mentioned, that attained that dignity are: 

Chicago, Indianapolis & Western; Cincinnati Northern; 
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Detroit & Toledo Shore Line; Lehigh & New England, and Per- 
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kiomen in the east. 
Worth & Denver City; Gulf, Colorado & Santa Fe; Louisiana 
Western, and St. Louis, Brownsville & Mexico, in the west. 

In the first eight months of the year ended September 30, 


Beaumont, Sour Lake & Western; Fort 


1921, the New England lines had a deficit. In the last four 
months they had an income of 2.3 per cent. Their shortage 
under six per cent amounted to $57,370,953. That fact was pre- 
sented by Mr. Brigham. Similar facts for the groups of roads 
for which they were speaking were presented by the other 
accounting officers. The exhibits also showed the trend of 
prices for materials and supplies, Mr. Shriver showing a reduc- 
tion of 28.6 per cent, in comparing material prices October 1, 
1921, with those of September 1, 1920, when the peak in prices 
of the post war boom was reached, 

American railroads, at this time, are not prepared, in the 
event tonnage in the volume it was running in 1920 should be 
offered, to handle it, Daniel Willard, president of the Baltimore 
& Ohio, told the Commission at the afternoon session, January 
11. Their equipment is not in condition to haul the peak tonnage 
offered in that year. 

At all times in 1920, R. H. Aishton, president of the American 
Railway Association, told the Commission during the same ses- 
sion, the railroads had cars and engines enough to take care 
of all the business offered. According to the last car surplus 
report prepared by the association of which he is the head, he 
said, the railroads had 470,516 idle cars that were in fit condition 
for use in the event any one should offer lading. 

In the opinion of Mr. Willard, there are many economies 
which the railroads could make if they had the money. Using 
the Baltimore & Ohio, because he considered it typical, Mr. 
Willard said that at the present time it is using small and less 
economical engines because it feels unwarranted in repairing 
larger and more modern engines. 

The railroads, by means of divisions and committees of the 
association are always trying to standardize railway equip- 
ment and materials, said Mr. Aishton. He did not go into the 
question of rates. As to the efficiency of railroads he said it was 
hard to undertake an answer to that. “First,” he asked, “with 
what can they be compared.” He said it was difficult to compare 
railroads because there are conditions:on each railroad the like 
of which are not to be found on other. roads. It is even diffi- 
cult, he said, to compare two divisions of the same railroad. 
But he said the fact that they are always at work trying to cut 
down expenses led him to the conclusion that they are efficient. 
He submitted 68 exhibits, each being a study of some phase 
of railroading, although he said he hated statistics and seldom 
used them except in the simplest form. One ray of illumination, 
he said, could be found in the tables submitted by him. That 
was to be found in the unit cost of materials and supplies per 
train mile prepared by the Commission. That was 59.5 cents 
in 1920 and the same in 1921. Yet he said the same statistics 
showed the cost of coal had risen from $3.91 to $4.26 per ton. 
The only possible conclusion to be drawn from that, he said, 
was that the coal had been more economically used. 

As to whether the railroads, by the unification of terminals 
or the routing of traffic regardless of the ownership of rails, 
achieve greater economies, he said that during the 26 months 
of federal control, the empty mileage amounted to 31.6 per cent. 
In the 15 years of private control and operation preceding 1920, 
the empty mileage was only 31.4 per cent. That is to say, empty 
cars were hauled more miles while the railroads were unified 
than when they were not. 

Shippers showed unusual interest in the testimony of Mr. 
Aishton when he began dealing with claims for loss and damage. 
Mr. Aishton said their great complaint was that claims were 
being held up. He said that in August and September the new 
claims received and those disposed of almost exactly balanced 
each other. From that he drew the conclusion that last fall, 
at least, the claims were being disposed of in an average of 
30 days. 

At present, he said, cars are not being loaded as heavily as 
at the time of great shortage, but he ascribed that to the fact 
that shippers, in times of stress, order minimum loads. 

The declaration of Mr. Willard that, as they are now situated, 
the railroads could not handle the tonnage they handled in 1920 
was not part of his prepared statement. He made that assertion 
of opinion to show that their lack of revenue has put them 
into a condition which would not be to the liking of shippers 
were business to revive with a jump. His statement, in part 
was as follows: 


There are no doubt many large economies which the railroads could 
and would inaugurate if financially able to do so. Perhaps a further 
reference to the Baltimore & Ohio Railroad in this connection will 
serve to illustrate what I have in mind: 

That company has today laid up and in first-class condition and 
ready for immediate service 175 heavy modern freight engines of the 
most approved type. This situation is due, of course, to the depression 
in business. At the same time we are running in daily freight service 
on several hundred miles of line a large number of smaller and less 
economic locomotives. We are not able to substitute the heavier ones 
for the lighter, although we have them available, because the bridges 
on the part of the line referred to were not designed to carry an engine 
po the heaviest weight. To replace the bridges with stronger ones, 

we will do when we are able, would cost at present prices more 
then $8,000,000, and we are not in position to assume such an expendi- 
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ture, although I am convinced the economy that could be effected in 
te Seneenes would show a large return upon the necessary new 
capital, 

The case related is typical. I could enumerate many more. I 
do not think the Baltimore & Ohio in this respect differs materially 
from other companies. I am, in fact, using the Baltimore & Ohio as 
an illustration because I believe it to be typical. 

To the extent that further co-operation between the carriers in 
the use of terminals would effect economies, I agree with Walker D. 
Hines that such co-ordination should be encouraged so far as is con- 
sistent with a fair adaptation of the competitive system. But in that 
connection my study leads me to the following conclusions: 

The economies to be so effected have been very greatly over- 
estimated, and further, any considerable change in the use and 
methods of operating our larger terminals would probably require pre- 
liminary expenditure of a substantial amount of new capital. 

At the present time, when railway managers are so hard pressed 
between the forces that tend to keep up the operating costs on the 
one hand, and those who seek to bring down rates and charges on 
the other, I cannot believe they are neglecting to seek economies in 
any and every direction. 

Referring specifically to question 11, in I. C. C. Order 13293, I 
should say that at this time no one can fix the limit of the extent to 
which net earnings can be increased by enhanced economy and efficiency 
in management, but that the economies in that direction which will have 
a real and controlling influence on the situation can only be made 
effective by expenditure of large sums of new capital, and the rail- 
2 ge A as a whole are not in position to make such expenditures at 
this time. 

Once more I wish to repeat that I do not seek to minimize the 
possibilities of economy in various small ways and with facilities as 
they already are. I only wish to be understood as saying that in my 
opinion the solution of our present problems is not to be found in 
that direction. 

In question 13, the Commission asks: ‘‘What should be the rate 
of return after March 1, 1922?” 


The Congress after a most searching inquiry decided that 5% 
per cent should be the minimum return as conditions were at the time 
of passage of the transportation act, with an additional one-half per 
cent in the discretion of the Commission. Many believed that the 
rate fixed by the Congress was too low. I thought so then and I 
think so now. While there has been some slight change in the finan- 
cial situation since the transportation act was passed, nothing has 
happened which in my opinion would justify reducing the rate of 
return, providing, of course, it is still desired that the carriers shall 
endeavor to keep facilities sufficient to furnish the public with ade- 
quate transportation at reasonable rates. It is my judgment, there- 
fore, that not less than 6 per cent would, under conditions now ex- 
‘eo constitute a fair return, to be effective from and after March 


When Congress specified the rate of return now in the transpor- 
tation act, it did so for the purpose of stabilizing railroad credit. 
Unfortunately; because of conditions which were not foreseen—nor 
could they have been foreseen—by Congress, the results, hoped for 
in this connection have not yet been realized. It is essential, how- 
ever, that the credit of the railroads should be stabilized on a proper 
basis in order to restore the purchasing power of the railroads and 
put them in position not only to properly maintain their existing fa- 
cilities, but to provide the additional facilties necessary in the public 
interest, and it is much more important to the public as a whole that 
there should be adequate transportation facilities with satisfactory 
service, than that there should be lower rates. Lower rates will come, 
but they should come only as and when the railroads are clearly in 
position to grant them without impairing their ability to render ade- 
quate and satisfactory service. 


Rate adjustments have already been made to correct disarrange- 
ments as to localities and some dislocations as to commodities, and 
in a few instances adjustments have been made for purely economic 
reasons, as in the case of certain export rates revised in an effort 
to stimulate competition in world markets, and more recently with 
reference to agricultural products which perhaps have more widely 
and more completely been forced downward to a pre-war basis. More 
in this direction, however, the railroads cannot advisedly do at this 
time. Rates having generally been advanced on a uniform or per- 
centage basis, it would seem desirable, in fact necessary, that when 
general reductions are made, they should be made in the same 
way. Adjustments, of course, must of necessity be made whenever 
it can be shown that existing relationships are clearly out of line. 
Certainly the carriers in the eastern region cannot make a general 
percentage reduction now of such an amount as to be definitely 
helpful, and it is doubtful if any substantial reduction could be jus- 
tified with reference to any one commodity or class of traffic. 


It is a matter of record that for several years before the war 
the tendency of the net earnings of the carriers in the eastern region 
was steadily downward. 


This Commission itself found that the tendency so observed was 
not in the best public interest, and the conclusion of the Commission 
finds its sufficient support in the fact that because of diminishing net 
income the carriers were not able to provide additional facilities 
needed in the public interest. 

During federal control brought about by the war, railroad oper- 
ating costs, in common with all other costs, mounted rapidly but 
without corresponding advances in rates, and during the same period 
the fixed charges of the carriers were also increased by additions 
and betterments made at high costs, and largely (particularly in the 
eastern district) to meet war emergencies. Because of war and other 
conditions the properties were not fully maintained, and were returned 
to their owners in less effective condition than when taken over. 

Congress, responsive to the expressed desire of the people, pro- 
vided for the termination of federal control and for the future opera- 
tion of the railroads under the terms of the transportation act. 

This Commission, responsive to the terms of the act, proceeded 
immediately to authorize and order such increase in rates, fares and 
charges as it believed would carry out the purpose of the act. 

Even before the inauguration of the higher rates and charges, 
the industrial and economic readjustments which were world-wide and 
which were a natural and inevitable sequence of the war, had begun, 
and some months later were reflected in this country in a sharp and 
sustained decline in business. 

The carriers, subject as they are to regulation by the govern- 
mental agencies of the states and nation, were not able to promptly 
reduce their expenditures in keeping with their declining revenues, and 
this in turn served to shrink the net earnings of the carriers so 
seriously that they were compelled, in order to maintain their finan- 
cial integrity, to resort to forced economies in all directions, which 
= on meant fewer men employed and less material used and pur- 
chased, 

This enforced policy on the part of the railroads contributed in 
measurable degree towards accentuating the business depression. 

The carriers, unable to provide from earnings in the past reserves 
such as contemplated in the transportation act, are not now in position 
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to make a general rate reduction in anticipation of possible lower op- 
erating costs to follow. i 

While the present condition of affairs in the country and the rest 
of the world is difficult and trying, it is the logical sequence to the 
war and must be borne until, by means of orderly and well-considered 
processes, a more normal condition can be brought about. 

For the reasons enumerated, I do not think the best interest of 
the public would be promoted at this time by action of any kind 
which would tend to immediately reduce the revenue of the carriers. 

Rates will eventually come down, but to unduly hasten the move- 
ment would, in my opinion, be unwise and would not tend to promote 
the larger public interest. 


The hearing was adjourned from the afternoon of January 
11 until the afternoon of January 12 because S. W. Felton could 
not get here in time for a morning session January 12. 


TRANSPORTATION INQUIRY 


The Trafic World Washington Bureau 


Representative Reece, of Tennessee, has introduced House 
concurrent resolution No. 41, providing for a joint commission 
of transportation inquiry to conduct a general inquiry into the 
transportation situation and to make a report within 60 days 
after passage of the resolution. The resolution was referred to 
the committee on rules. It is as follows: 


_ That a joint commission is hereby created, to be known as the 
Joint Commission of Transportation Inquiry, which shall consist of 
three Senators, two of whom shall be members of the majority party 
and one of whom shall be a member of the minority party, to be 
appointed by the President of the Senate, and three Representatives, 
two of whom shall be members of the majority party and one of whom 
sally a member of the minority party, to be appointed by the 

peaker. 

Said commission shall conduct a general inquiry into the trans- 
portation situation and report to Congress, within sixty days after 
the passage of this resolution, its recommendations for legislation 
or regulations which will tend to remedy the existing conditions 
caused by high transportation rates. 

The commission, or any subcommittee of its members, is author- 
ized to sit during the sessions or recesses of Congress, in the District 
of Columbia or elsewhere, to send for persons and paper, to admin- 
ister oaths, to summon and compel the attendance of witnesses, and 
to employ such personal services and incur such expenses as may be 
necessary, to be paid from the contingent funds of the Senate and 
the House of Representatives in equal proportions upon vouchers 
authorized by the committee and signed by the chairman thereof. 


In the event the resolution should be adopted, there would 
be in progress no less than five investigations of the transpor- 
tation situation in one form or another—the general inquiry by 
the Commission, the investigation of the congressional joint com- 
mission of agricultural inquiry, the Cummins investigation, the 
conference on agriculture to be held by Secretary Wallace of the 
Department of Agriculture, and the proposed congressional in- 
vestigation. 

Cummins Investigation 


Senator Cummins began preparations January 9 to close the 
general railroad investigation which was started last May and 
in which sessions have been held intermittently. Among those 
to be invited to appear as witnesses are W. G. McAdoo, W. D. 
Hines and Henry Hunt, former member of the Labor Board. 
Other witnesses on the schedule are Nathan L. Amster of the 
Citizens National Railroads League; James Emery, counsel of 
the National Manufacturers’ Association; J. G. Luhrsen, repre- 
senting the train dispatchers; Charles G. Poirier, representing 
supervisory officials; H. J. Chapman, representing railway clerks; 
W. Jett Lauck, of the railway employes’ department, Federa- 
tion of Labor, and E. J. Manion, for the telegraphhers. Hear- 
ings probably will be resumed some time next week and an 
effort will be made to close the inquiry as soon as possible. 


FOR PERCENTAGE DECREASE 


The following resolutions have been adopted by the direc- 
tors of the Associated Industries of New York State, Inc.: 


Whereas, The. return of business to normalcy depends largely on 
the satisfactory ———_ of the transportation problem; and the 
transportation problem cannot be adjusted except by recognizing as 
the fundamental element the question of rates; and 


Whereas, The good faith of the shippers and the public was proved 
by their acquiescence in the proposal for a general horizontal increase 
in freight rates of forty per cent to assist the railroads in their re- 
construction from war-time strain and to furnish funds for necessary 
rehabilitation; and 


Whereas, The time has come for some adjustment of_ existing 
conditions and it is reported that the railroads are willing and anxious 
to come to some understanding with the shippers and the public, 
which will continue the amicable and co-operative relations which the 
war engendered; and 

Whereas, The board of directors of Associated Industries of New 
York State, Inc., feels that any readjustment of rates should not be 
based on any discriminatory, or preferential treatment to individual 
trade groups, but should follow the honest and generous precedents 
established when the shippers and the public acquiesced in the general 
horizontal increase of freight rates which became effective August 26, 
1920; therefore, be it 

Resolved, That this meeting of the board of directors of the As- 
sociated Industries of New York State, Inc., go on record as request- 
ing a general horizontal decrease in freight rates in a percentage and 
amount commensurate with the moneys which the railroads have 
available for such rate reductions, and that no reduction be made in 
freight rates favoring any particular commodity or industrial group; 
and that the general counsel of the corporation be directed to appear 
at hearings with this resolution. 

Whereas, We recognize that express rates are exorbitant and we 
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believe the time has come when we should have immediate relief; 
therefore, be it 

Resolved, That the board of directors of Associated Industries of 
New York State, Inc., urges consideration of the question by the 
Interstate Commerce Commission looking toward reduction of the 
prevailing high express rates; and that such reductions be along 
horizontal lines. 


NOVEMBER RAILWAY REVENUE 


The Association of Railway Executives has issued the follow- 
ing on November earnings: 


Reports to the Interstate Commerce Commission from 200 Class 1 
railroads, with a mileage of 235,556 miles, show that, in November, 
the railroads had a net operating’ income of $65,965,382, which would 
be at the annual rate of return of 3.8 per cent on their property 
investment. 

Due largely to the fact that the volume of traffic decreased 20 
per cent the net operating income in November was approximately 
$39,488,000 below that in October, when the annua} rate of return was 
5.4 per cent. Compared with November, 1920, an increase of $15,130,- 
000, or 29.8 per cent, was reported. 

Forty-nine railroads suffered operating deficits in November, 
90 in the eastern, 8 in the southern and 21 in the western district, 
compared with a total of 30 in October. The ratio of expenses to 
operating revenues in November was 79.06 per cent, compared with 
74.20 per cent in October. This increase is due to the fact that it is 
impossible to reduce expenses as rapidly as traffic declines. 

The total operating revenues of the railroads in November 
amounted to $465,353,144, or 21.4 per cent less than during the same 
month one year ago, while operating expenses totaled $367,912,287, 
which was a reduction of 28.4 per cent compared with November, 1920 
The net operating income, which amounted to $65,965,382, fell short 
$37,168,618 of the amount contemplated by the transportation act. 

During November the railroads of the United States expended 
$166,321,423 for maintenance purposes, 25 per cent less than was spent 
during that month the previous year. 

The net operating income of the carriers during the first eleven 
months in 1921 was $561,411,608, which would be at the annual rate of 
return of 3.3 per cent on their tentative valuation fixed by the Com- 
mission for rate-making purposes. During that period they failed by 
$464,605,392, or by a little less than half, of earning the amount con- 
templated under the rates prescribed by the Commission. 

Complete reports show that the carriers in the eastern district 
had operating revenues amounting to $224,640,211 in November, 23.2 
per cent less than the total for the same month in 1920, while their 
operating expenses amounted to $178,395,419, a decrease of 30.6 per 
cent compared with the same previous month. Their net operating 
income totaled $32,675,752, or 4.8 per cent on their property invest- 
ment, and 50.9 per cent more than they earned in November the 
previous year. It was, however, $8,483,248 short of a 6 per cent return 
on their property investment. 

The railroads in _the southern district, according to complete 
reports filed with the Interstate Commerce Commission, had operating 
revenues totaling $56,814,253, a decrease of 15 per cent compared with 
November, 1920. Their operating expenses were $47,758,215, or a de- 
crease of 21.8 per cent, compared with the same months the previous 
year, while their net operating income amounted to $6,198,814, which 
would be at the annual rate of return of 3.1 per cent on their property 
investment. This amount, however, was an increase of 63.2 per 
cent over their net operating income during the same month the 
year before, but $5,917,186 below the amount necessary to be earned 
in order to secure a 6 per cent return. 

With reports complete except for the Kansas City T’erminal Co., 
the railroads in the western districts had total operating revenues of 
$183,898.680, or 20.9 per cent less than the previous November, while 
their operating expenses amounted to $141,758,653, a reduction of 
27.4 per cent, compared with November, 1920. Their net operating 
income totaled $27.090,816, which was 6.7 per cent more than during 
the same month the previous year. This amount, which is at the 
annual rate of return of 3.3 per cent, fell short $22,768,184 of a 6 
per cent return. 


RAIL AND LABOR LEADERS MEET 
The Trafic World Washington Bureau 


_ Railroad brotherhood officers and railroad executives met at 
dinner at the home of Herbert Hoover, January 1, to talk about 
questions at issue between them. Just what questions they dis- 
cussed was not made public when it was admitted they had gath- 
ered, with the Secretary of Commerce as host, to thresh out some 
of the things that have been troubling them. 

Immediately after the dinner, but before any one had been 
able to get at Mr. Hoover to ask him what took place, it was un- 
derstood that the labor leaders, through intermediaries not dis- 
closed, had asked the Harding administration to express itself, 
M some way, as favoring the continuance or re-establishment, if 
they have been broken, of national agreements. The labor lead- 
ers are said to desire such agreements so as to make it impos- 
sible for one railroad to cut rates of pay, and thereby set up com- 
petition between the railroads in the matter of cutting wages. 

Prior to the dinner it was reported that Mr. Hoover had 
called a meeting, at the request of President Harding, to whom 
the representations of the labor leaders had come. The implica- 
tion was that the President was so much impressed with the de- 
Sire of the labor leaders to have him do something for them that 
he asked Secretary Hoover to call a meeting and talk things over, 
80 as to obtain information. His supposition seemed to be that 
the views of the railroad executives would be illuminating, if 
not really necessary, as to why national agreements are neces- 
Sary, and what made it desirable for the President of the United 
States to advocate them. 

« According to incomplete reports as to the persons attending 

he dinner, the chief figures there were W. S. Stone, of the en- 
sinemen; W. A. Carter, of the firemen; W. G. Lee, of the train- 
men; and L. E, Sheppard, of the conductors, on the labor side; 

a DeWitt Cuyler, chairman of the Association of Railway ex- 

Cutives; A. H. Smith, president of the New York Central; Daniel 
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Willard, president of the Baltimore & Ohio; and W. W. Atter- 
bury, vice president of the Pennsylvania, in charge of operations. 

The fact that Atterbury was one of the guests, and the only 
one not of the highest executive rank, led to the belief that the 
report that national agreements or some other phase of the labor 
problem were under discussion was accurate. Mr. Atterbury is 
more prominently identified with labor questions just now than 
any other phase of railroading. 

Confirmation of the report that Secretary Hoover had had 
one conference with railroad and brotherhood executives and 
that he expected to hold others was obtained at the White 
House January 10. The desire is to prevent conflict or inter- 
ruption in transportation by preserving harmonious relations 
between the railroads and their employes, it was said at the 
White House. No details of the conference were given. 

Particulars as how the end is to be attained have not been 
furnished by either the White House or Secretary Hoover. 
However, reports as to the end in view, prior to the dinner 
conference, indicated that the thought, on the part of the 
brotherhood leaders, was that preservation of the nation-wide 
agreements as to wages and working agreements would pre- 
vent competition among the railroads for obtaining changes 
that would inure to the benefit of one line or another and 
furnish an excuse or a reason why some other line or lines 
would ask for similar specific consideration, without regard to 
the effect on still other railroads. 

In recent months the words “national agreements” have 
been restricted to the agreements made by Director-General 
Hines with the shop crafts. The four big brotherhoods, long 
before federal control, had agreements with railroads of such 
a character as to make it unnecessary for them to bring for- 
ward, during federal control, general negotiations along that 
line. The shop crafts and other classes of employes, however, 
had not such understandings or agreements until they were 
made by Mr. Hines. 

Whether the brotherhood leaders, in their present efforts, 
are trying to preserve the agreements made by Mr. Hines, or 
are merely generally making a drive for the principle, had not 
been developed at the time the facts about the dinner conference 
became known. 

The brotherhood leaders are said to be more concerned about 
rules and working conditions than they are about rates of wages, 
and especially the rule under which the members of the train 
operating brotherhoods are paid time and a half for overtime, 
under specified conditions. Time and a half for overtime has 
been abolished for other classes of railroad workers. The operat- 
ing brotherhoods are:represented as being fearful lest the fact 
that other classes of labor have lost that rule may be used 
against them. 

Secretary Hoover, who has not given out anything concern- 
ing the dinner conference, is represented as anxious to bring the 
labor and railroad executives together in an agreement on the 
subject so that the matter will not go to the Labor Board and 
thus run the chance of having the threat of a railroad strike 
again made in the spring. When the railroad strike was averted 
last fall he said the “settlement” did not settle anything. He ex- 
pressed the fear then that the subject would again come up in 
the spring, probably just about the time the coal miners would 
be negotiating with the operators, so there might be two threats 
of strikes at the same time. 

Some time ago Secretary Hoover undertook to bring a set- 
tlement of mining questions, but thus far he has not succeeded in 
accomplishing anything tangible. 


BOARD WORKS ON RULES 


The Labor Board, January 10, began consideration of the 
rules for general application in cases where railroads have not 
reached agreements with their clerical employes. Rules in- 
volved, which number 24, include the question of the 8-hour 
day, extra pay for overtime and Sunday work, and provisions for 
paying part-time employes. It is estimated that the work will 
be completed in about a month. 

General chairmen of the shop crafts affiliated with the Amer- 
ican Federation met in Chicago, January 10, to consider the 
changes made by the board in the rules governing that class 
of employes in decision No. 222 and addenda thereto. Dispute 
has already arisen over the application of shop craft rule No. 6, 
which specifies straight pay for men regularly employed on 
Sundays and holidays. Shop craft leaders contend that em- 
ployes called in to assist regular crews on those days should 
draw extra pay, and that employes “regularly employed” on 
Sundays and holidays should be separately classified. The car- 
riers, in general, disagree, contending that to pay occasional 
or emergency Sunday workers more than straight time would 
result in men working side by side, on the same or similar jobs, 
at varying rates of pay. 
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SOUTHERN LEAGUE PLAN 


(Summary of position of southern traffic league with respect to the 
essential provisions of the transportation act, 1920; sent to Senate 
Committee on Interstate Commerce.) 


The essential features of the Transportation Act, 1920, are: 


1. Section 15-A, embodying the idea of fixing rate-levels in 
different territories so as to yield a definite percentage of return on 
combined valuations, subject to a recapture of the excess over certain 
percentages of return on the valuations of individual lines. 

The establishment of a railroad labor board (composed of 
avowed representatives of labor and the railroads and certain men 
assumed to represent the public) for the purpose of determining 
wages, rules and working conditions. 

3. Section 13-A, the effect of which, as construed by the 
Interstate Commerce Commission and the lower federal courts, is 
to render State railroad regulation nugatory in the end. 


The foregoing essentials of the Transportation Act were 
embodied in bills which, in principle, covered the subject-mat- 
ters above described and were before the Senate and House 
committees prior to the adoption of the Transportation Act. 

As to each of those three essential provisions the position 
of the Southern Traffic League has been consistent throughout. 
Before both the Senate and House committees the Southern 
Traffic League expressed its opposition to those provisions and 
in other permissible ways sought to prevent adoption. 


Upon enactment of those provisions the Southern Traffic 
League refrained from pursuing policies which would have hin- 
dered the purpose to give the law a fair trial. Now that the 
law has been tried the League reiterates its belief that each 
of such provisions is unwise and is accomplishing more harm 
than good. 


Section 15-A 


Experience in this country (and in England where a simi- 
lar statute was passed) has demonstrated the futility of any 
law designed to bolster up a particular industry which is sub- 
jected to natural laws of economics as much as any other in- 
dustry. The after-War period of deflation, accompanied by 
sharp declines in the volume of goods produced, distributed and 
consumed, caused, in this country and England, a sharp falling 
off in the volume of traffic handled by the railroads with a con- 
sequent diminution of gross freight revenue. The inability of 
railroads to reduce certain of their expenses at all, and their 
inability to reduce others in amounts sufficient to off-set the 
declines in their gross freight revenues, has made such enact- 
ments as Section 15-A appear altogether futile and as serving 
no useful purpose whatever. 

In the face of economic conditions existing during the past 
eighteen months it was utterly impossible to give to Section 
15-A the effect which was intended. High railroad executives 
foresaw the practical difficulty, if not impossibility, of asking 
for further rate increases in order to cause their aggregate net 
revenues to equal the minimum return attempted to be pre- 
scribed by Section 15-A. Instead of increasing rates further 
the position of the railroad executives has been one designed 
to hold what rates they have and to avoid and ward off the 
pressing demand and insistence upon material reductions. 

Wrong in principle, Section 15-A has given rise to much ad- 
verse criticism throughout business circles and other classes 
of people in this country. With all business going through the 
inevitable processes of deflation and readjustment downward 
to a peace-time basis the inquiry is being made at all times as 
to what peculiar situation surrounds railroad enterprise that 
it should be singled out by the Government and a law passed 
in its favor which is designed to protect it against inevitable 
economic laws. 

Hence not only has the law proven unworkable under 
actual conditions but public sentiment, nevertheless, assails the 
law as discriminatory in character and as amounting to pure 
class legislation. 

In practice, however, the law has had truly baneful effects. 
The inability of the Interstate Commerce Commission to make 
such rates as are required by business in order to move traffic 
has been as hurtful to the railroads as to the public generally. 
The law has stood as a constant warning and obstacle against 
constructive rate-manipulation designed to assist in bringing 
about a satisfactory business condition. The matter of reduc- 
ing rates to meet business necessities has resolved itself into 
a question for the railroad executives alone to decide—the fed- 
eral Commission practically powerless to exert its own author- 
ity. Leaving it to the railroads to decide for themselves what 
reductions in rates to make has caused numerous discrimina- 
tions to be worked out which, in some measure, are clearly 
based upon supposed political expediency rather than a careful 
regard to economie facts. 

Again, Section 15-A affects the construction of other pro- 
visions in the law such, for instance, as Section 13-A. If Sec- 
tion 13-A stood alone no informed person would contend that 
the language used in that Section was designed, of itself, to 
impair State rate-making authority beyond the point estab- 
lished by Section 3 of the Interstate Commerce Act, known as 
the “Shreveport” principle. But in construing Section 13-A the 
railroads, the courts and the Interstate Commerce Commission 
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are greatly influenced by Section 15-A because, to give effect to 
Section 15-A, undoubtedly requires an invasion of State author- 
ity to such an extent as practically to abrogate it entirely. As 
a matter of fact the supporters of Section 15-A (before the 
Congressional Committees) insisted at the time that an abro- 
gation of State rate-making authority was essential to give 
Section 15-A a practical application. 

One of the arguments asserted in support of the passage 
of Section 15-A was the claim that it was a correct solution of 
the problem of the “weak” lines, especially when connected 
with the scheme of railroad consolidations. But the “recapture 
clause” of Section 15-A cannot be applied, if at all, except upon 
the basis of an accurate determination of actual value of the 
individual lines—a work that is progressing but which will not 
be completed and usable for a considerable period of time. 
Furthermore, the gravest doubts exist as to the constitution- 
ality of the “recapture” clause and it is a safe assertion that 
very few railroads in this country are seriously concerned with 
any suggestion of a practical enforcement of the “recapture” 
rule. 

It should be said further, with respect to this “recapture” 
rule, that the money supposed to be derived from its operation 
is, by statute, not made available necessarily to the “weak” 
lines but would constitute a nebulous balance available for 
loans with which to purchase equipment, etc. At the time of 
its enactment the “recapture” clause was supposed to furnish 
a means through which money might be obtained for the rail- 
roads with which to augment their then-inadequate supply of 
equipment. Today, however, there is a surplus of equipment 
and no railroad would be disposed to commit itself to substan- 
tial capital expenditures for new equipment and use govern- 
ment money therefor at the price of subjecting itself to further 
inquisition and control of its internal affairs. The, eventual 
operation of the recapture clause of Section 15-A (if such clause 
could ever be applied) would be to cause the gradual. approach 
to Government ownership through the process of a constantly 
enlarged volume of railroad securities being owned or con- 
trolled by the Government in consideration of loans made by 
the Government to the railroads out of the money realized by 
the “recapture” clause. 


The Labor Board 


At the time of its creation the Southern Traffic League 
viewed the Labor Board with disfavor. Its composition was 
false to begin with, being based on the assumption that by col- 
lecting groups of partisans a judicial determination of dis- 
puted labor problems would result. Just the contrary might 
more naturally be expected and later experience proved the 
assumption. The Labor Board, as constituted, is not a judicial 
body—it is essentially a political tribunal which, instead of pass- 
ing upon labor problems in a detached and quasi-judicial way 
has, perforce, indulged in mere bargaining and trading between 
the different elements comprising its personnel. Expediency— 
not the nice determination of right and wrong—necessarily de- 
termines the decisions of the Labor Board as now constituted. 

Perhaps, at this precise time, it would be unwise to abolish 
the Labor Board. To “swap horses while crossing a stream” 
would not be judicious. But the composition of the Board 
should be changed immediately even if the abolishment of the 
Board must be deferred. Instead of making up a Labor Board 
out of avowed representatives of labor and the railroads,. with 
a so-called “public” group left with the balance of power, there 
should, in the judgment of the Southern Traffic League, be 
substituted immediately men who owe no allegiance to either 
faction and who can determine the important issues from the 
standpoint of right and wrong regardless of expediency and 
trading. If, to do this, the law must be amended, then the law 
should be changed. Eventually the Labor Board should be 
abolished entirely and permit employe and employer to deal 
with each other directly with the force of public sentiment 
always present in their negotiations. 


Section 13-A 


Section 13-A has been construed by the courts, the Inter- 
state Commerce Commission, and the railroads, as going be 
yond the “Shreveport” principle and entitling the Interstate 
Commerce Commission to set aside an entire body of State 
made rates on the ground that such structure of rates consti- 
tutes a “burden” upon interstate commerce. Such construc 
tion, whether right or wrong, is materially aided by the pro- 
visions of Section 15-A as above pointed out. To await 4 
decision of the Supreme Court of the United States on this 
question is both unnecessary and the delay is hurtful. If, as 
would appear, a number of Senators voted for the provisions 
of the Transportation Act upon the assumption that it did not 
go beyond the “Shreveport” principle in the matter of State 
rate regulation then Congress should consider the matter 
further in the light of the construction which has been placed 
upon the language used. The vote in Congress which effec 
tuated the passage of the Transportation Act was fairly close 
and the matter of State regulation was at the forefront in the 
debates. Those who advocated the passage of ‘the Act as 
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framed urged that the bills did not violate State rights beyond 
the point that the “Shreveport” principle did so; undoubtedly 
many Senators were thus induced to cast their votes in favor 
of the passage of the bill by that argument. 

It now appears that with practical unanimity the courts 
(other than the Supreme Court) have construed Section 13-A, 
in connection with Section 15-A, as going way beyond the 
“Shreveport” principle and as virtually nullifying State rail- 
road regulation. On the basis of such authority the functions 
of the States have been virtually suspended and much impor- 
tant railroad litigation is pending as an outgrowth of this un- 
certainty. 

The majority sentiment in Congress undoubtedly was op- 
posed to going beyond the “Shreveport” principle. In practical 
application the law has been construed contrary to that real 
intent because the language used in Sections 13-A and 15-A 
was susceptible of the construction placed upon it by the 
courts and the federal Commission. It is respectfully urged 
that the matter be immediately recommitted to Congressional 
determination without awaiting a decision from the Supreme 
Court in order that the real intent of Congress may be quickly 
expressed in language free from doubt. 


Conclusion 


The foregoing memorandum has been phrased with definite- 
ness Of assertion and positiveness of conviction. The high pur- 
poses and earnestness of those who framed the Transportation 
Act are not drawn in question or doubted in the slightest. At 
the time of its enactment many thought the Transportation 
Act was the wisest solution of a vastly important and compli- 
cated problem. ; 

It now appears, however, that the problem was never sus- 
ceptible of legislative treatment. Pure economic facts domi- 
nate the railroad situation. General business is at a compara- 
tively low ebb; hence the railroads are not greatly prosperous. 
General business may and probably will, in time, resume some- 
thing like a normal volume. If so, then the railroad business 
will share in the recovery. In the meantime the railroad ex- 
ecutives now find themselves unable to cope with their prac- 
tical problems in the way other business men deal with theirs. 
With both income and a large part of the outgo regulated by 
the Government; with the hand of the Government reaching 
down into virtually every internal affair of the railroads; with 
the Interstate Commerce Commission so swamped with infinite 
detail of what really amounts to corporate management that 
the Commission itself is not functioning as was intended in 
the beginning; with public sentiment aroused against high 
freight rates and high labor costs and both being attributed to 
too much legislation; it is respectfully submitted by the South- 
ern Traffic League that the good of the country demands 
prompt revision of the Transportation Act along the lines 
above suggested. 


ATTACK ON AITCHISON 


The Trafic World Washington Bureau 


The attack which Senator Trammell of Florida made in 
the Senate on former Commissioner Aitchison, whose nomina- 
tion for reappointment is pending in the Senate, apparently grew 
out of a desire to illustrate the necessity for having the mem- 
bers of the Commission represent particular sections of the 
country. 

Senator Trammell had explained that his reason for intro- 
ducing the bill (S.2925) providing for regional appointments 
of members of the Commission, was that the “southern part of 
our country has no representation on the Commission.” He 
said he had hoped the President would distribute the appoint- 
ments of the members of the Commission so as to have as nearly 
as possible the different geographical sections of the country 
represented. He pointed out that Mr. Hall was from Colorado; 
Mr. Aitchison from Oregon; Mr. Daniels and Mr. Cox from New 
Jersey; Mr. Meyer and Mr. Esch from Wisconsin; Mr. McChord 
from Kentucky; Mr. Eastman from Massachusetts; Mr. Potter 
from New York; Mr. Campbell from Washington, and Mr. Lewis 
from Indiana. He emphasized the fact that two states had two 
representatives each on the Commission. 

“IT do not mean that the members of the Commission would 
hot feel disposed to represent the United States in general,” 
said he, “but unquestionably the commissioners, in dealing with 
Problems with which they are more familiar, are in a better 
Position to- pass upon them and make equitable adjustments 
than if they have only the information that is brought to them 
when the particular rate question is pending. We find that the 
Membership is very largely centered in two sections. Take the 
West: There is a member from Oregon, a member from Colorado, 
& member from Washington, and in the middle northwest two 
Members from Wisconsin.” 

Senator Simmons of North Carolina interjected that “there 
as been a - complaint in recent years, a very loud complaint, 
and a thoroughly justified complaint, coming up from the South, 
to the effect that the freight rates established by the Interstate 
Commerce Commission for the southern territory have been 

higher than in any other territory in the United States, and 
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that the South has been very greatly discriminated against by 
the Interstate Commerce Commission in the fixing of rates.” 

Mr. Trammell thought that what the North Carolinian said 
was true. 

“For that reason,” Mr. Simmons said, “the South has been 
insistent for a long time in asking for a member upon this 
Commission and has not succeeded, as the senator from Florida 
has stated. 

Senator Cummins pointed out that Mr. McChord came from 
Southern Classification territory. 

“But I quite agree,” he continued, “that that does not meet 
the suggestion which the senator from North Carolina and the 
senator from Florida make. This country, extending southeast 
along the Atlantic ocean, in which land transportation must 
meet the competition of ocean transportation, has its peculiar 
problems as well, and I think it would not be amiss if there 
were some member of the Commission from that country, which 
includes North Carolina, South Carolina, Georgia, Alabama and 
Florida. There are problems peculiar to that territory, possibly 
extending to Louisiana.” 

Senator Ransdell of Louisiana suggested that the states of 
Louisiana, Mississippi and Texas might be added to the south- 
eastern states, and Mr. Cummins said he thought that might 
be done. 

Reference then was made to Mr. Aitchison coming from 


Oregon, and Mr. Trammell opened up his attack on him as 
follows: 


I thank the senator from Iowa and also the senator from North 
Carolina for their contributions to the debate upon this subject. The 
Statements made by the senator from lowa clearly justity my bill 
and support the purpose of the measure. He illustrated by speaking 
of different,members of the commission having the viewpoints of 
different sections of the country. 

That is just exactly the point I have in mind. That is the 
reason I introduced the bill, because I consider that they have the 
viewpoint, whether consciously or unconsciously, of particular sections 
of the country, and I desire to mention a specific instance. 

The senator referred to Mr. Aitchison. Recently there has come 
before the Interstate Commerce Commission, formally or informally, 
the question of lumber rates. Mr. Aitchison, who is from Oregon, as 
I understand upon reliable authority, was heartily in sympathy. with 
the idea of the railroads making a voluntary reduction of about 16 
per cent in the rates on lumber from the west to the central west 
and the east; but when the question of a reduction of freight rates 
upon lumber from the southern states was raised, Mr. Aitchison, 
instead of trying to assist in bringing about a voluntary reduction or 
a forced reduction, if you please, if necessary, in freight rates, balked 
in every way possible, I am informed, the plan to secure a reduction 
in the rates upon lumber shipped from the south. ‘ 

Whether Mr. Aitchison was actuated consciously or unconsciously 
in this matter I do not know, but coming from the great lumber 
section of the west he has at least contributed his good offices, 1 am 
informed, to obtain a reduction of 16 per cent for the lumber men of 
the west, and on the other hand has used his good offices to defeat, 
or at least delay, a reduction of lumber rates on lumber shipped from 
the south, 

What is the result? The extensive lumber industry of my state, 
and of other southern states, is threatened with paralysis, because 
the great reduction given to the lumber people of the west will enable 
them to bring their lumber into the markets of the central west and 
the east, and sell it at lower prices than the lumber men of the 
south, practically only one-third of the distance away, will be able to 
obtain for their lumber—for instance, in New York, and territory in 
that vicinity. This is a concrete case illustrating the fact that the 
membership of the Interstate Commerce Commission should not be 
centralized in any one particular section of the country. 

All we want is a fair deal. All we want is for all sections of 
the country to be properly represented upon the commission, and that 
is what I am contending for. 


Senator Cummins asked whether Trammell had before him 
the record of the case to which he referred, and the latter said 
he was referring to a “voluntary reduction.” He further ex- 
plained that it was a voluntary reduction in rates on lumber 
from the West. 


“Mr. Aitchison, so I am informed,” said Senator Trammell, 
“was heartily in sympathy with the voluntary reduction in 
rates on lumber shipped from the West. They had pending what 
was Called the hardwood case. Mr. Aitchison opposed a reduc- 
tion in that case. It was understood, and the railroad executives, 
so I am informed, had stated that if the hardwood case resulted 
in a reduction they would make a similar reduction in rates on 
lumber from the southern territory. Mr. Aitchison opposed that, 
and I am told opposed even the idea of their making a voluntary 
reduction in the rates on yellow pine shipped from the South.” 

“Mr. President,” said Senator Cummins, “I shall look into 
the situation, because the senator has made a very grave charge 
against Mr. Aitchison. I know Mr. Aitchison very well, and 
have known him for many years. I look upon him as one of 
the most intelligent as well as honorable men in our public life, 
and unless the senator has some record before him, or some 
evidence, that he has been influenced in his action by the locality 
from which he comes, I hardly credit the information upon 
which the senator is acting, because there is no higher-minded 
man in this country than Mr. Aitchison.” 


“IT do not know Mr. Aitchison,” replied Senator Trammell, 
“put I had these circumstances and facts related to me by a 
gentleman connected with the lumber industry of the South, and 
until Mr. Aitchison displays some interest in getting a reduction 
in freight rates upon lumber shipped from southern territory, 
so that the business of that section will not be paralyzed by the 
existing high rates and the reduction granted the lumbermen 
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of the West, which makes the southern men unable to compete 
or even meet the prices of the western lumvermen in the eastern 
market, I will share the view of my informant that Mr. Aitchi- 
son’s viewpoint is entirely a western viewpoint; that he is willing 
to discriminate in favor of the West against the lumbermen of 
the South. What I demand on the part of my section of the coun- 
try at the hands of Mr. Aitchison or any other member of the 
Commission is that they do justice by the industries «f the south- 
ern part of this republic, even though they may not hail from 
that part of the country.” 

Senator McNary of Oregon said he felt certain Mr. Trammell 
had done Mr. Aitchison an injustice, and that his record on the 
Oregon commission and on the federal commission Gid not invite 
a suggestion that he was discriminatory, unfair or unjust. 

“The senator from Florida speaks of the white pine rates 
to the coast,” said Senator McNary. “He must know that west- 
ern pine, the Douglas fir, is raised along the coast mountains. 
The railroads there come into competition with water carriers, 
and therefore there has always been a towering of the rates 19 
those sections of the country from which all this timber moves. 
Naturally, the commission has taken that into consideration and 
has given rates to the coast which were lower than the rates 
given to towns and cities in either mountain district of the coun- 
try, which involves the question of the long-and-short haul.” 

Senator Overman of North Carolina said he had held up the 
Hall and Aitchison nominations before the holidays because 
President Harding had ignored the south. He said he had done 
the same thing with appointees of President Wilson and had 
caused vacancies on the Commission until President Harding 
came in. He said he took such action as a matter of protest. 

“T heard the other day,” he continued, “though I do not 
know whether it is true or not, that the question of freight rates 
on cotton came up before the Commission, and the question of 
lint cotton was being discussed, and it developed that there was 
not a member of the Commission who knew what lint cotton 
meant. That would seem to demonstrate why somebody ought 
to be on the Commission from this great classification territory, 
somebody who understands our conditions, who understands what 
we raise, and who would, for instance, know what lint cotton is. 

“It was for reasons of that character that I held up the ap- 
pointments simply as a protest. The senator from Florida is 
rendering a great service. If what he has said is true, it ought 
to be known. I do not know anything about it, but if the charges 
are true, Mr. Aitchison ought not to be confirmed.” 

Senator Fletcher of Florida then inquired of Mr. Trammell 
“whether or not it is true that what is known as the hardwood 
case—that is, a complaint filed in a case made up with respect 
to freight rates on hardwood from southern territory to the 
North and the East—has been pending for some time, some 
months, and whether or not that case is still undecided and un- 
determined, and whether or not the railroads have signified that 
if that case be decided in favor of the shipper—that is, in favor 
of a reduction of the rates on hardwood—they would then vol- 
untarily make similar reductions as to yellow pine and all other 
timber from the South to those markets, and therefore, whether 
it is not true that the whole question of adjusting the rates 
and putting them upon a fair basis from the South to northern 
and eastern markets, on both hardwood and yellow pine and all 
other lumber, is dependent on the decision of the hardwood 
case, and whether the Senator’s information as to that case is 
that the position of Mr. Aitchison is one of opposition to any 
reduction being made?” 

Mr. Trammell replied as follows: 


That is my information, that he is opposed to any reduction being 
made in that particular case. It is commonly known in railroad cir- 
cles and by people who are interested in the lumber industry and by 
the railroad traffic departments, that if that case is determined in 
favor of the shippers a similar reduction will be made upon yéllow 
pine from sduthern territory. I understand Mr. Aitchison is opposed 
to any reductiean being made. A few days ago, so I am informed, 
with nine members of the commission present, with five members 
probably against reducing the rateg on hardwood from southern terri- 
tory, Mr. Aitchison, who was against the rate reduction, attempted 
to force a decision in this case. Had he done so, it would have meant 
the defeat, for the present at least, of the yellow-pine lumbermen 
from the southern territory in their effort to to get a reduction which 
wore —— them to compete with the Northwest in the eastern 
markets. 


“Upon what, yellow pine or hardwood?” asked Senator 
Cummins. 


“Hardwood from southern territory,” said Trammell. 
Mr. Cummins then said: 


The senior Senator from Florida indicates that the case pending 
relates to freight rates upon hardwood. Of course, there is no com- 
petition between the West and the South on hardwood. For years 
now there has been a certain relation between freight rates from the 
western part of the country to the markets in the East on soft 
woods, pine of various kinds, and the freight rates from southern 
territory to the markets in the Middle West and the East. For 
years the southern country has had altogether the advantage, as 
it ought to have an advantage, in freight rates to the country in 
which I live. 

I would like to know whether there is any charge that the rela- 
tion between the competing lumbers from the West and from the 
South has been changed? I have not heard that the relation has 
been changed at all, although it may have been. I am not familiar 
at all with the case. ‘ 


Trammell said he was not familiar with the details. 
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“Tt seems to me,” said Cummins,” it is very far-fetched to 
charge that because Mr. Aitchison may be—I do not know that 
he is—opposed to a reduction in the rates on hardwood from 
the South, that therefore he is doing the South an injustice. I 
do not know. I think one ought to be pretty careful with re 
spect to his facts before he makes a charge that an officer hold- 
ing the position Mr. Aitchison does is consciously influenced 
because of the interest he may have in the locality from which 
he comes.” 

“I am not familiar with the details of that case,” said Tram- 
mell, “but on account of the assurance of the railroads that they 
would reduce the yellow-pine rates in an amount equal to any 
reduction that might be made upon hardwood from southern 
territory, and the two questions being so interwoven one with 
the other, it seems to me that opposition to reduction of the 
hardwood rates of course would involve the question of the rates 
upon yellow pine. 

“I do not wish to do Mr. Aitchison an injustice, but I under- 
stand that he is also opposed to a rdeuction in the yellow-pine 
rates from the South. Whether that inference has been drawn 
entirely from his position on the hardwood case I will not state. 
It might be that is true. However, I got the contrary impres- 
sion that he had probably expressly made known that he was 
opposed to the reduction in the rates on yellow pine from south- 
ern territory. That is what I am objecting to.” 


AITCHISON AND HALL APPOINTMENTS 


The Trafic World Washington Bureau 


Action by the Senate on the nominations of Henry C. Hall 
and Clyde B. Aitchison was to be deferred at least until the 
close of the Michigan senatorial case involving the right of 
Truman H. Newberry to hold his seat in the Senate. The Senate 
agreed not to hold any closed executive sessions until the New- 
berry case had been disposed of. 

Southern senators opposed to the confirmation of Hall and 
Atichison on the ground that President Harding should have 
nominated some one from the South may delay consideration of 
the nominations, but when the Republican leaders are ready to 
force a showdown, it is believed that the nominations will go 
through. 

The “dope” is that the southern senators are using the 
present nominations to bring to the attention of the President 
that the South should be represented on the Commission and 
that they do not seriously entertain the hope of having one of 
the pending nominations withdrawn and a southerner appointed 
at this time. In other words, it is believed they are laying the 
foundation for a strong demand that a southerner be ap- 
pointed when the next vacancy occurs on the Commission. 

When the Senate takes up the nominations, it is believed 
that Senator Cummins will make a specific answer to the allega- 
tions made by Senator Trammell as to Mr. Aitchison’s position 
on lumber rates from the South. If the nominations are con- 
sidered in closed executive session, as nominations usually are 
considered, there will be no record of the reply to the Trammell 
charges. It is possible, however, that in view of the fact that 
the charges were made in open session a reply may be made in 
like fashion. 


D. T. & l. NET INCOME FALLS 


The Trafic World Washington Bureau 


The Detroit, Toledo & Ironton, the Henry Ford railroad, had 
a smaller net railway operating income in November, according 
to reports filed with the Commission, than in any month since 
Mr. Ford obtained control of the. property. The net fell to $5,335 
in that month. In the preceding month the net was $15,191. In 
November, 1920, which was prior to the Ford ownership, the road 
had a deficit of $212,136. 

The revenues in November were $681,052 and the expenses 
$560,366. In the eleven months ended with November, 1921, the 
revenues were $6,634,656 and the expenses, $4,852,784. As com- 
pared with the same period in 1920, the revenues showed an in- 
crease of $1,922,719 and the expenses a decrease of $787,007. The 
ret was $892,931 as compared with a deficit of $1,309,401 in 
1920. The operating ratio dropped from 119.7 per cent in 1920 
to 73.1 per cent in the 1921 period. 

Of the reduction in expenses of $787,007, $399,656 was in 
maintenance of way; $162,408 in maintenance of equipment, 
$203,800 in transportation and $26,344 in general expenses. 


PULLMAN SURCHARGE INVESTIGATION 


Cancellation by the Railroad Commission of Georgia, under 
date of December 5, 1921, of the 50 per cent surcharge on Pull- 
man travel between points in Georgia, has resulted in the insti- 
tution by the Commission of an investigation in No. 13412, sur- 
charge for transportation of passengers in sleeping and parlor 
cars between points in the state of Georgia, to determine whether 
the charges required by the Georgia commission result in un- 
due and unreasonable prejudice and discrimination against 
interstate commerce. The order of the state commission was 
brought in issue before the Commission by the railroads oper- 
ating in Georgia. The case will be assigned for hearing later. 
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SENATE COMMITTEE HEARINGS 


The Trafic World Washington Bureau 


Concluding his statement before the Senate interstate com- 
merce committee at the afternoon session of January 5, Henry 
C, Hall said things had been “grossly exaggerated” in connec- 
tion with the intrastate rate situation. Illustrative of his con- 
clusion, he referred to the receipt recently from a South Dakota 
commercial organization of a protest against regulation of 
intrastate rates by the Commission, and he pointed out that 
the Commission had made no order with respect to intrastate 
rates in that state. 

“To a large extent this edfice of complaint against section 
15-a and section 13 is a structure of cards, said he, adding 
that the complaints were “flimsy things” and like stage settings 
were without substance. He said although the Commission had 
specifically left the way open for reconsideration of its findings, 
practically no petitions for reopening had been submitted. He 
said the Commission hoped to be able to vacate the orders that 
had been entered, meaning that such action would be taken 
as soon as the states involved had made such action possible. 
He expressed the belief that the transportation act was work- 
ing to the satisfaction of the majority of shippers and of the 
state commission. The fact that the state commission had 
joined in the attack made by a few of the commissions against 
the law was to be regarded, he believed, as a “sympathetic 
strike for the good of the order.” 

Chairman Cummins said he believed the law was func- 
tioning but that he believed it hardly could be said that the 
people were generally satisfied with it. He referred to the 
complaints against the high charges for transportation. Mr. 
Hall remarked that the railroads could not pay their employes 
with “air.” 

Senator Cummins said the theory had been advanced that if 
rates and fares were reduced, the net of the railroads would 
be increased. 

“The Commission is always open for proof,’ said Mr. Hall, 
adding than an inquiry was now under way with regard to 
existing rates. 

Commissioner Esch pointed out that there was as much 
need now for section 15-a as there was when the act was 
passed. He said the purpose of that section was to aid in the 
restoration of public confidence in railroad credit and that he 
believed the need for that was as great now as it was when the 
law was passed. Senator Cummins said it was his opinion that 
if section 15-a had not been passed, half of the railroads 
in the country would be in the hands of receivers.- 

Commissioner Campbell made a brief statement in defense 
of the transportation act, emphasizing the fact that he spoke 
from the viewpoint he had had before coming on the Commis- 
sion and not as a commissioner. Senator Cummins explained 
he had requested Mr. Campbell to appear as a witness. 

Mr. Campbell said the transportation act was the most 
progressive legislation ever enacted. He said he had said that 
when it was passed and that nothing had happened to cause 
him to change his mind. 


“It starts out and recognizes to a greater extent than ever 
before,” said he, “that transportation is a governmental func- 
tion. It do not mean that it should be operated by the govern- 
ment. I am not a government ownership man. I mean that it 
is the duty of the government to see that adequate and proper 
transportation is furnished. The transportation act is based 
on the public interest. It lays stress on the public interest. It 
would be the gravest mistake to tamper in any way with this act 
until it has had a fair trial.” 


Mr. Campbell said opinions differed as to what parts of the 
law meant but that that should not result in condemnation of 
the law. He said the primary object of section 15-a was to 
Stabilize railroad securities and to restore the confidence of 
the investing public in the railrdads. This section, he said, had 
hot brought all the ills charged to it but it simply provided 
that the carriers should have a fair return. He said it did not 
hinder the Commission in declaring rates just and reasonable 
or unjust and unreasonable but that it did mean that the Com- 
Mission should keep in mind the needs of the carriers. 


Control by the Commission over port-to-port rates in inter- 
state commerce was urged by Mr. Campbell as a necessary 
step toward co-ordination of rail and water transportation. 
He said both forms of transportation must be used and deve- 
loped. He predicted that the day would come when the rail- 
Toads and the waterways could not handle the traffic of the 
country. Senator Cummins and Commissioner Esch pointed 
out that the committees had favored complete control by the 
Commission over both rail and water rates but that opposition 
m Congress had caused them to yield on that point. Campbell 
Said he believed the sentiment of the country was overwhelming 
i favor of control of the waterways being vested in the Com- 
Mission. Either the Shipping Board must have complete control 
of both rail and water rates or the Commission must have that 
Control, he said. In closing he said, as to consolidation of rail- 
Toads, that he believed consolidation should be effected 
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with a view to cutting out competition and not with a view 
to retaining competition. He said that competiton meant the 
survival of the fittest, but that in the case of the railroads all 
must survive. 

Chairman Cummins declared the hearings on the Capper 
bill closed. He said consideration of the bill by the committee 
probably would be delayed if it appeared that the Supreme 
C.urt would pass soon on the intrastate cases before it. 

Replying to the testimony of Mr. Hall on behalf of the Com- 
mission, John E. Benton, general solicitor of the National Asso- 
ciation of Railway and Utilities Commissioners, in 4 bulletin to 
members, said the remark of Mr. Hall that the Commission 
hoped to be able, on proper application, to vacate the orders in 
the intrastate rate cases, was of particular interest because 
it was the first from the Commission bearing on the length 
of time the outstanding rate orders will be continued in force. 

Quoting a statement by Mr. Hall in the record that “the 
Commission has not concealed its hopes and intentions, as soon 
as it is recognized by the states, as well as by others, that the 
federal authority controls the relationship of rates, it has not 
concealed its hope and desire to vacate as rapidly as may be 
these state orders, so-called, in order that there may be an 
entire resumption by the states of their suthority over state 
rates, and state fares, except where these are held by state 
statutes,” Mr, Benton said: 

“It is, however, not clear whom the commissioner aad in 
mind when he said, ‘as soon as it is recognized by the states, 
as well as by others.’ It may have been the Supreme Cour‘. 
Perhaps I ought to add that the commissioner did not sustain 
his suggestion of exaggeration by pointing out any case in which 
either the facts involved, or the language of the Commission’s 
decision had been erroneously stated to the committee. Neither 
has this been done by any other opponent of the proposed 
legislation.” 


—————— 


RATES ON PETROLEUM 


The Trafic World Washington Bureau 


The Commission, in I. and S. No. 1471, promulgated Janu- 
ary 7, put a stop order on part of the ferment in rates on 
petroleum and its products, which has been disturbing the south- 
west ever since the railroads in November made an export rate 
of 50 cents on petroleum and its products from the Casper field 
to Gulf ports for export, in place of a rate of 73 cents. In 
the case created January 7 it suspended, from January 8 to 
May 7, schedules in supplements Nos. 10 and 11 to Louisiana & 
Arkansas I. C. C. No. 1172, and Louisiana Railway & Naviga- 
tion I. C. C. No. A-865, the former effective January 8 and the 
latter January 7. The suspended schedules make an export 
rate of 16.5 cents from Shreveport and group points to North 
Baton Rouge and New Orleans and intermediate points of ex- 
port. 


Schedules in those supplements proposing to establish a 
domestic proportional rate of 11 cents from Shreveport to 
Natchez, effective January 11, were not suspended. That phase 
of the subject was not touched upon in the order in I. and.S. 
No. 1471, although that rate is carried in the tariffs mentioned 
and protests were made against it as well as against the 16.5- 
cent export rate before mentioned. 

Protests against the two rates, proposed initially by the 
Louisiana & Arkansas, were made by other railroads in the south- 
west. The protests covered the 14-cent proportional rate more | 
than they did the higher export rate. The Rock Island, Kansas 
City Southern, Katy, Frisco, Missouri Pacific, and the Cotton 
Belt specifically protested that 14-cent rate. They protested not 
only against the Louisiana & Arkansas, but also the Vicksburg, 
Shreveport -& Pacific and the tariff filed in their own behalf 
by Leland. The V.S. & P. and Leland filed tariffs merely to pro- 
tect themselves in the event the 14-cent rate should be allowed 
to become operative, as proposed, from the river to the south- 
east, except Virginia. They wanted to be in position to com- 
pete for traffic in the event their protest should not constrain 
the Commission to suspend the proposed proportional rate. 

No reason for the suspension of the 16.5-cent export rate 
was assigned by the Commission in its suspension order. The 
idea, however, was that it would be too low in comparison with 
the export rate of 24.5 cents from north Texas and mid-conti- 
nent refining points, allowed to go into effect January 5, as a 
complement to the 50-cent export rate from Casper, which be- 
came operative some time before the 24-5-cent rate. That 24.5- 
cent rate was allowed to go into effect, it is believed, largely be- 
cause no one objected to it. Mid-continent refiners knew about 
the filing of the 50 cent rate, but they did not ask for its suspen- 
sion, probably because carriers serving them had promised to re- 
duce the export rate from their shipping points to a proper relation- 
ship. The 50 cent rate represented a wiping out of the increase 
of August 26, 1920. Therefore, the mid-continent lines did like- 
wise, although the export rates from the mid-continent and Texas 
fields ranged from 27.5 to 40.5 cents and the 24.5 cent rate, used 
for measuring purposes, is the one from Tulsa to the Gulf ports. 

The 16.5 suspended export rate is intended to supplant a 
rate of 22.5 cents. It creates a spread of six cents as between 
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Shreveport and the Texas and mid-continent fields. Before the 
24.5 cent rate was made operative the spread ranged from 3 to 
12.5 cents. ; 

In justification of the closely related 14 cent domestic pro- 
portional from Shreveport to Natchez, B. S. Atkinson, traffic 
manager for the Louisiana & Arkansas, suggested that the solici- 
tude of the southwestern lines for their oil rate structure should 
have been shown last August when they established a propor- 
tional rate of 19 cents, applicable from Shreveport and points 
as far west thereof as San Antonio. The distance from Shreve- 
port to Natchez, he observed, is only 206 miles, while the dis- 
tance from San Antonio is 567 miles. He suggested that a 14 
cent rate for 206 miles is not low in comparison with a rate of 
19 cents for 567 miies. Shreveport refiners suggested that Shreve- 
port was certainly entitled to a lower rate to the Mississippi 
River than shippers at San Antonio, more than twice as far from 
the river. 

An additional reason for proposing the 14 cent proportional 
rate, he said, was the fact that the local rates from Baton Rouge 
and New Orleans into the southeast are the same as the rates 
from Vicksburg and Natchez, so that, under the adjustment now 
in existence, the Shreveport refiners are charged as high a rate 
as if they were at San Antonio, 567 miles from the river, while 
New Orleans and Vicksburg pay just the same as if they were 
right at Natchez. That is to say, the Shreveport refiners have 
to pay 19 cents per 100 on business destined to the southeast 
before they can start on an equality with competitors at Baton 
Rouge and New Orleans. The Louisiana & Arkansas, Mr. At- 
kinson said, agreed with the Shreveport refiners, hence its pro- 
posal to establish the 14 cent rate. He further suggested that 
the other southwestern lines were not going to ship anything 
on that 14 cent rate and that therefore they were not in posi- 
tion to make any representations thereon. 

The Commission, January 11, announced that, in I. and S. 
No. 1472, it had suspended the Louisiana & Arkansas tariffs, ef- 
fective January 11 and February 7, and the tariffs of other car- 
riers which followed the lead of that road, until May 11, which, 
if allowed to become operative would have resulted in the reduc- 
tion of proportional rates on petroleum and its products from 
Shreveport and group points to Natchez, Vicksburg and Baton 
Rouge. The case caused by that suspension order created 
what may be called a companion piece for the suspension case 
brought into being when the Commission held up the proposal of 
the Louisiana & Arkansas to establish an export rate of 16.5 
cents, from Shreveport to Baton Rouge, New Orleans and inter- 
mediate ports. 

In and of itself, the Louisiana & Arkansas probably could 
not have materially affected the petroleum rate structure, be- 
cause it draws traffic largely from Shreveport; but all the south- 
western lines came to the conclusion, when it made the proposal 
to cut both the export and proportional rates, that they had bet- 
ter protest and suggest that the effect of such a cut would not 
be confined to Shreveport. At present Shreveport is grouped 
with other refining points. Competitors suggested that if 
Shreveport refiners were given lower export and proportional 
rates, they also should be given equal treatment. The result of 
those representations was the filing, by the Vicksburg, Shreve- 
port & Pacific, of the 14-cent rate to Vicksburg, and then the 
filing by Leland, in behalf of all the southwestern lines, of reduc- 
tions to meet the cut of the Louisiana & Arkansas. 

While the Commission made no announcement in connection 
with the suspension, it is believed one of the reasons for it was 
‘that if the southwestern lines cut rates to the Mississippi, refin- 
ers in the mid-continent field would ask for reductions via the 
crossings above Vicksburg, through which passes the bulk of 
the oil traffic from Texas, Louisiana, Arkansas and the long- 
established mid-continent field. Fear of trouble there, rather 
than the comparatively small matter at the lower Mississippi 
river crossings, it is believed, was felt by the commissioners who 
voted for suspension. 

There has been turmoil with regard to rates on oil for 
more than a year. Prices have gone down and the oil industry 
has been clamoring for a downward revision of rates. Nearly 
all oil rates are on a group basis. Shreveport, for instance, is 
at the eastern end of a group which extends as far west as San 
Antonio, and from which the proportional rate is 19 cents. 

Shreveport refiners, being only 206 miles from the Mississippi, 
thought they should have a rate less than the 19 cents which 
applied also from San Antonio, 567 miles from the Mississippi. 
The Louisiana & Arkansas agreed with them, and when it 
filed its tariff the trouble began. 


PACIFIC MAIL S. 8. SERVICE 


W. A. Young, Jr., general passenger agent of the Pacific 
Mail Steamship Company, is in New York to complete arrange- 
ments for the organization of a passenger office in connection 
with the recent inauguration of the regular passenger-and- 
cargo service between New York and San Francisco. 

Mr. Young’s visit coincides with a considerable expansion 
of the company’s New York freight office, which will have en- 
tire charge of booking and handling cargo shipments west- 
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bound. J. E. Magner has joined the staff as rate clerk to fill 
the vacancy caused by the promotion of A. C. Fels to speciali- 
zation in Central American business, and several freight solici- 
tors are being added to the staff to meet the increased local 
demand and to cover the Eastern territory tributary to the 
Port of New York. 

The first sailing westbound will be that of the Venezuela, 
February 8, this steamer being now en route from San Fran- 
cisco. 

“Establishment of a regular passenger-and-cargo service 
between New York and San Francisco via the Panama Canal is 
an event of as’ much importance to the shipper as it has 
already proved to be to the traveler,” said H. E. Stocker, 
assistant general freight agent, at New York, “for the regu- 
larity and promptness of service which are basic require- 
ments of the passenger-carrying trade, are advantages that 
business is also coming to demand for its goods. 

“Incidentally, the return of the Pacific Mail house flag to 
this port is of special historical interest to the New York 
waterfront, for it was. from New York that the side-wheeler 
California, Pacific Mail’s first steamer to get into active serv- 
ice, sailed October 6, 1848, on her long voyage out to the west 
coast via the Straits of Magellan.” 

The present schedule calls for the following sailings from 
New York: February 8, S.S. Venezuela; February 25, SS. 
Santa Ana; March 11, S.S. Ecuador; March 25, S.S. Colombia. 


MERCHANT MARINE PROGRAM 
The Trafic World Washington Bureau 


With the submission of the views of ship owners, operators, 
and builders on the ship subsidy question at a general confer- 
ence January 6, the Shipping Board and its ship subsidy com- 
mittee began work this week on the final draft of the recom- 
mendations to be made to President Harding for his use in pre 
paring the administration’s merchant marine legislative pro- 
gram. Chairman Lasker said an effort would be made to have 
the report ready within the next two or three weeks. The 
President probably will go before Congress with his recommenda- 
tions in February. 

The American Merchant Marine Joint Committee of ship 
owners, operators, and builders, in a report submitted to the 
board, approved in the main tentative recommendations made by 
the Shipping Board’s committee of experts and which were pub- 
lished in The Traffic World, December 31. 

The joint committee approved the establishment of a $100, 
000,000 loan fund, direct aid by means of a fund to be obtained 
by taking 10 per cent of the annual customs receipts and ton- 
nage taxes, sale of Shipping Board vessels at prevailing world 
market prices on liberal terms, enforcement of sections 28 and 
21 of the merchant marine act, and relief for pioneer purchasers 
of Shipping Board vessels. 

The Council of American Shipbuilders recommended enforce- 
ment of section 28 and expressed opposition to the proposed re- 
peal of section 34, which President Harding has said would not 
be enforced. 


The Shipping Board’s expert committee submitted a revised 
draft of its original recommendations but this was not made 
public. 


In the discussion which followed submission of the reports 
there was considerable support voiced for enforcement of sec- 
tion 34 of the merchant marine act. The opinion also was ex- 
pressed by some of those attending. the conference, which was 
not open to the press, that it would be best to avoid a cash sub 
sidy if possible. 


The report of the American Merchant Marine Joint Com- 
mittee was submitted by H. H.. Raymond, chairman. The recom- 
mendations with respect to direct and indirect aid are as follows: 


As consideration of the question of the national policies in aid of 
the merchant marine on the part of advisory committees of the 
Shipping Board has reached such a point of forwardness, it seems to 
the American Merchant Marine Joint Committee that our mutual 
purpose can best be served by specific expressions of opinion on the 
tentative memoranda already presented by one of the advisory com- 
mittees to the Shipping Board. These memoranda deal first with in- 
direct and then with direct aid to the merchant marine. 

Section 1 of the recommendations in question is: ne 

1. “Ship sales. The Shipping Board should sell its remaining 
fleet as rapidly as possible, at prices not to exceed the prevailing 
world market prices for similar tonnage.’’ 

This the American Merchant Marine Joint Committee approves, 
with the additional recommendation that ‘We believe that the most 
liberal terms and period of payment should be provided, and we sug- 
gest that interest be charged on the purchases at a rate of not iess 
than 2 per cent.” a 

In this connection it is our belief that many of the restrictions 
now contained in Section 5 of the Jones Act as to the method of 
making sales should be modified, in order to permit this sales policy 
to be carried into effect—for example, public sales, after advertise- 
ment, should be eliminated as unnecegsary, and there should be n0 
further restrictions as to prices than the prevailing world market 
price. Experience has amply demonstrated that these emergency- 
built ships cannot be sold at an excessive price that will of itself pre 
vent successful competition with shipowners of other nations. 

We approve the establishment of a $100,000,000 merchant ma- 
rine loan fund, under the administration of the Shipping Board, siml- 
lar to the railroad revolving fund, but we recommend that the fund 
in question be raised by a bond issue to be called the Merchant Ma- 
rine Bond Fund, and that its purpose be stated “to make loans for 
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the purpose of upbuilding the merchant marine, to shipowners, build- 
ers and operators, at not less than 2 per cent interest.” 

3. We approve Section 3 of the tentative recommendations as 
follows: 

“Income tax relief. (a) In order to create an incentive for ship- 
pers to use American flag ships and as a stimulus to our foreign 
trade, a deduction from net Federal income tax payable should be 
allowed on the basis of a small percentage of the freight paid by ex- 
porters and importers on American flag vessels. (It is left open for 
consideration whether a similar deduction should be made on pas- 
senger fares.) 

“(b) Through co-operation with the Treasury Department, or by 
legislation, a greater allowance for depreciation for income tax pur- 
poses should be made on ships, in order to make the depreciation 
allowance more accurately represent the actual depreciation of vessels 
and to give effect to the marked slump in the value of tonnage during 
the past several years.’”’ 

As to the income tax exemption, we recommend that this be made 
applicable not only to freight moneys, but also to passenger fares. 

As to increased depreciation, in view of the fact that many of the 
American companies do not have sufficient surplus or reserves from 
which to write down vessels now being carried at inflated values, it is 
recommended that companies so writing down their tonnage be per- 
mitted to reimburse themselves out of profits and/or exemption from 
taxation on earnings over a period of years after the reduction in 
capital value has been made. 

4. The fourth recommendation presented to the Shipping Board 
provides for a non-profit making corporation created by the govern- 
ment to insure its own ships at cost, and to offer hull insurance at 
cost to private owners—the corporation to be managed by its policy- 
holders who will all eventually be private shipowners. In this connec- 
tion it is proposed that the government authorize the Shipping Board 
to classify American ships for insurance purposes and to insure cargo 
in such ships when private underwriters refuse to carry the insurance 
on the basis of the board’s classification. The net effect of that, it 
is stated, will be to offer full insurance to American operators at 
about 20 per cent below the present cost, and to divert cargo to gov- 
ernment-owned ships through the elimination of the present adverse 
differential in cargo insurance rates. 

On this section the recommendation of the American Merchant 
Marine Joint Committee is: “If it is economically practicable for the 
government to broaden the insurance market and reduce rates, with- 
out injury. to the industry, we believe it should be done. However, 
we are doubtful as to the practicability of doing this, and if it is 
impracticable the greater insurance cost to American ships must be 
made up by an addition to the direct subsidy. It is the opinion of 
this committee that the government should not enter the field as a 
direct underwriter.”’ 

5. Section 5 of the recommendations is a proposal for legislation 
and regulation that would assure to American passenger steamers at 
least 50 per cent of the immigration coming into the United States. 

We approve this expedient as a valuable aid to the development 
of regular lines of the American merchant marine. 

6. Section 6 of the recommendations is: 

“License System. For the better regulation of foreign flag ship- 


ping touching our shores a bill along the lines of S. 2678, providing 


for a licensing system, should be adopted.”’ 
‘ This proposal we regard as too indefinite to be considered at this 
ime. 

7. For Section 7, which now reads, ‘‘Revision of navigation laws,’’ 
we would recommend the following substitute: ‘‘The recommendations 
of the Shipping Board committee authorized two years ago to revise 
the navigation laws and rules of the United States, including the La 
Follette seamen’s law, should be immediately approved and enacted.’’ 

. Section 8 as recommended to the board is as follows: 

“Sections 28 and 21. It is generally believed that considerable 
indirect aid will result from the making effective of Section 28 of the 
merchant marine act providing for preferential through rates only 
on American flag vessels, and Section 21 of the act extending the 
coastwise laws to our insular possessions and the Philippines on or 
about February 1. 1922.’’ 

We approve these recommendations. 

9. Section 9, dealing with the naval reserve, urges co-operation 
between the Shipping Board and the Navy Department for additional 
compensation for merchant officers and seamen enrolled in the naval 
reserve, with consideration for the recognition of vessels of desirable 
types as auxiliary naval vessels on terms that would be to the ad- 
vantage of the shipowner and of the navy. 

The American merchant marine joint committee approves this 


proposal. 
DIRECT AID. 


With regard to the forms of direct aid—a differential payment to 
American ships based, on their higher wage and subsistence cost, and 
postal subvention to regular services—the funds to be raised by the 
Teserving of one-tenth of the customs receipts and of the increased 
tonnage taxes—the American merchant marine joint committee 
heartily approves the recommendations that have been made to the 
board. Of the three proposed plans for granting the differential pay- 
ment we recommend that ‘“‘whatever legislation is passed through 
Congress should be based on the principle of the Gallinger plan of so 
much per gross ton per year—the faster passenger ships to be en- 
couraged by means of the, postal subvention.” 

.The American merchant marine joint committee believes that the 
legislation recommended should set forth the general principles upon 
which the subsidy should be granted as outlined above and that the 

ipping Board should be given authority to carry out the details in 
accordance with those general principles. 


; Homer Ferguson, president of the Council of American Ship- 
builders, submitted the following report on the attitude of the 
council toward maritime legislation: 

? 


1. The council asserts its continued attachment to the legislation 
Contained in the merchant marine act of 1920. 


The salient features of the merchant marine act, including Section 


5, providing for preferential railway rates, and Section 34, pro- 
viding for a modification of treaties impairing the freedom of 
Merican maritime legislation, were strongly urged upon Senator 
ones and the Senate commerce committee by the committee of 
American shipbuilders, which was afterwards incorporated into the 
Present council. The council would merit the contempt of Congress 
if it deserted the fundamental principles which it urged with effective 
insistence and in the faith of which it still continues. 

2. The council is opposed to the repeal of Section 28, Section 34, 
or of any other section of the merchant marine act which has not 
hitherto been put into effective operation. 

The fact that reasons of state may have hitherto prevented the 
enforcement of these sections. and that such reasons still exist, is no 
Just ground for the repeal of either. They should remain upon the 
Statute books to be instantly available when the state reasons of today 
Bive place to the state reasons of tomorrow. It may transpire that 
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other proposed measures in aid of the merchant marine will fail of 
enactment, or if enacted, may prove ineffective, and if effective, may 
be of short life. In either of these events the existing sections would 
prove invaluable. ! 

8. The council believes that the declaration of the merchant 
marine act, that the purpose of its enactment was to secure to 
American vessels the carriage of the greater portion of our own com- 
merce, expressed an aspiration so just as to disarm criticism. It be- 
lieves that the first step towards the accomplishment of this result is 
to economically exclude from our trade with all nations all ships 
except our own and those of the other party to the trade. Commerce 
between nations includes carriage. Nations stranger to the com- 
merce should not be permitted to intrude their ships therein, 

4. The merchant marine act (which the Council urged) is a Con- 
gressional recognition that the American ship cannot take or main- 
— its place upon the sea, except by effective discriminations in its 
avor. 

If reasons exist which at present prevent the discrimination from 
taking the form of preferential duties, then the less preferable form 
of discrimination, namely subsidy, must be enacted in the meantime, 
unless the Congress is prepared to sacrifice the substance to the form. 

. ‘This council does not favor subsidy as an alternative policy to 
that of the merchant marine act, or as in anywise a substitute there- 
for, but as a measure of relief until events permit discriminations 
better suited to the genius of the American people. : 

6. This council recognizes that hitherto measures beneficial to the 
merchant marine have for many years been defeated by dividing the 
friends of the merchant marine into hostile camps, each so opposed 
to the relief proposed by the other that a cause dear to both has been 
lost. Those who have favored subsidy have opposed discriminating 
duties, and those who have favored discriminating duties have opposed 
subsidy, with the natural consequence. Repetition of such a conflict 
may be expected to produce a repetition of result. 

7. This council believes that any subsidy measure passed at this 
time should (a) either avoid appropriation, or if this is necessary, 
promise continuance; (b) it should be confined to present American 
vessels of approved class, or to vessels hereafter American built; (c) 
it should not be of a character to encourage bad ships to remain in 
the trade; (d) it should provide that vessels hereafter sold by the 
poy and Board should carry subsidy or not, as might be provided in 

e sale. 

8. In the event that foreign objections are not controlling, it 
would be desirable that the measure should devote a certain fund 
to the subsidy, which would not require continual reference in the 
—= bill, thus eliminating the measure from the arena of 
politics. 

9. A term of continuance should be directly or indirectly provided 
for, otherwise the measure may ameliorate the conditions of those 
now in the business, but discourage others from entering it. 


Among those present at the conference were Commissioners 
Lasker, Chamberlain, Lissner, Thompson, Benson and Plummer; 
President Jos. W. Powell and Vice-Presidents Farley, Smull and 
Frey of the Emergency Fleet Corporation; W. S. Brown, Wash- 
ington, president of the National Marine Engineers’ Benevolent 
Association; Henry C. Wiltbank, Washington, secretary of the 
National Merchant Marine Association; W. L. Clarke and Sum- 
ner Myrick, Washington, Marine Bureau, United States Chamber 
of Commerce; Henry C. Hunter, New York, of the Council of 
American Shipbuilders; George W. Clough, New York, Secre- 
tary of the American Merchant Marine Joint Committee; H. G. 
Smith and E. R. Leonard, Bethlehem, Pa., Bethlehem Ship- 
building Corporation; C. D. Mallory, Charles H. Potter, New 
York, and Matthew Hale, Washington, members of the Amer- 
ican Merchant Marine Joint Committee; Homer L. Ferguson, 
F. P. Palen and F. J. Gauntlett, Newport News, Va., Newport 
News Shipbuilding & Dry Dock Company, of the Council of 
American Shipbuilders; Frank C. Munson, New York, president, 
Munson Lines; Winthrop L. Marvin, New York, secretary of 
the American Steamship Owners’ Association; R. S. Lavender, 
Washington, Masters, Mates & Pilots Association: E. H. Duff, 
Washington, American Steamship Owners’ Association. 


The Shipping Board Committee on Government Aid to Mer- 
chant Shipping is composed of the following: Commissioner 
Meyer Lissner, chairman; Dr. Emory R. Johnson, University 
of Pennsylvania; Winthrop L. Marvin, American Steamship 
Owners’ Association; Rear Admiral H. H. Rousseau, U. S. N.; 
Rear Admiral Clarence S. Williams, U. S. N.; Daniel H. Cox, 
special representative United States Shipping Board; Grosvenor 
M. Jones; M. B. Beecher; John Nicholson; R. T. Merrill; W. L. 
Clark, representative Admiral Line. 


Congress was represented by Senator Wesley L. Jones of 
Washington, chairman of the Senate committee on commerce; 
Representative William S. Greene, Massachusetts, and Repre- 
sentative George W. Edmonds, Pennsylvania, member of the mer- 
chant marine and fisheries committee. 





SHIPS FOR RUSSIAN GRAIN 


The Trafic World Washington Bureau 


The way was opened for private operators of American flag 
vessels to get a share of the business of carrying grain to Russia 
under the Russian relief program when Secretary Hoover and 
Chairman Lasker of the Shipping Board agreed at a conference 
pete = President Harding on January 11 on the following arrange- 
ment: 

“The Shipping Board would undertake to transport at cost, 
but American private shippers should be given priority in em- 
ployment over the Shipping Board steamers so long as they 
were willing to quote fair rates. 

“It was considered that $1.50 per ton or so above going rates 
for foreign shipping represented approximately the difference in 
costs imposed upon American shipping by American shipping 


law and American wages and that approximately this figure 
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should be used as a criterion in determining fair rates for private 
American shipping.” 

The co-operation of the majority of American ship owners 
has been assured, it was announced by Secretary Hoover after 
the conference. 

Arrangements were being made by Secretary Hoover, chair- 
man of the American organization for Russian relief, to have 
Shipping Board steamers carry the next installment of relief 
supplies because, as he viewed bids submitted by American 
ships not owned by the Board, the rates quoted by them Jan- 
uary 4, were too high. Announcement to that effect was made 
the day after the bids were opened. 

While Mr. Hoover then had not received detailed reports 
as to the rates quoted by the non-board lines, he said, they were 
approximately $8 a ton for wheat, an increase, in one week, of 
approximately $3 a ton. Under the law, none but American 
ships may be used in transporting relief supplies provided 
by money appropriated by Congress. Therefore, when the up- 
ward bulge in rates was quoted, it was a question of accepting 
them or making arrangements with the Shipping Board. The 
rate to be paid the Board ships to be established after the 
shipments move. 

Secretary Hoover, in announcing that he had begun negotia- 
tions with the Shipping Board, said no fact had been brought 
forward to show what had happened in the one week to cause 
an increase in the rate from $5 to $8 a ton, especially in view 
of the fact that the increase in the rates of foreign flag 
ships was only about one per cent in the same period. To him, 
the increase looked like an attempt to profiteer, he said. He 
said such an increase probably would make it certain that 
relief supplies bought with Russian funds, amounting to $10,- 
000,000, would be dispatched in foreign vessels. He said he 
would not blame those controlling the disbursement of the 
Russian money if they decided to give none of the. tonnage to 
hr American ships which had submitted practically identical 

8. 

Answering a suggestion that perhaps the $5 a ton rate was 
abnormally low and that the $8 a ton rate would be about 
reasonable, the secretary said that if there was such a difference 
in the cost of carrying tonnage, as between an American and a 
foreign ship, then the outlook for rehabilitation of the Ameri- 
can merchant marine was gloomy, indeed. 

Allocation of thirteen Shipping Board vessels which will be 
loaded with Russian relief grain cargoes before the end of this 
week was announced January 7 by J. Barstow Smull, vice-presi- 
dent of the Emergency Fleet Corporation in charge of charters 
and allocations. Each of the vessels will carry about 8,000 tons. 
The ships will take on their cargoes at New Orleans, Newport 
News, Baltimore, Philadelphia and New York, at which ports the 
grain was bought by the relief commission operating under the 
direction of Secretary Hoover. 


The thirteen vessels were allocated as follows: Port of 
New Orleans—Trosdal, Plant & La Fonte, 1; Lykes Bros., 2. 
Newport News—Harris, McGill & Co., 1. Baltimore—States Ma- 
rine S. S. Co., 2; W. A. Blake & Co., 1; Baltimore S. S. Co., 1, and 
J. H. Winchester, 1. Philadelphia—Export S. S. Co., 1; Black 
Diamond Line, 1, and Cosmopolitan, 1. New York—Moore & 
McCormack, 1. 

In all, thirty Shipping Board vessels were to be used in the 
Russian relief work as the result of the conclusion by Secretary 
Hoover that private owners and operators of American vessels 
were demanding too high rates for the service required. The 
plan had been to exhaust private American vessels first and 
then use Shipping Board vessels, the Shipping Board having 
agreed to transport the grain at cost through its operators under 
the managing agency agreements. 

The Emergency Fleet Corporation informed Secretary Hoover 
what the cost would be and he requested that the price be left 
to President Harding. The President, it is understood, may, in 
his discretion, have the Shipping Board do the work at less than 
actual cost, and in that event the board would have to make up 
the deficit. 

“We are going to confine the allocation of these vessels to 
active operators for the Shipping Board for the reason that they 
have been making little or no money out of Shipping Board busi- 
ness,” said Mr. Smull. “We now have 46 active operators and we 
will sprinkle the ships around as well as we can.” 

Mr. Smull emphasized the fact that the board had no choice 
as to the ports from which the vessels will sail, as it had sim- 
ply ordered the ships to proceed to the ports at which Mr. Hoover 
had bought the grain to be shipped. 

Mr. Hoover requested 15 ships for the first half of January 
and 15 ships for the last half of the month. The board has or- 
dered 25 ships prepared for service. Officials of the board fig- 
ured that even if the work were done at cost, it would cost 
more by using Shipping Board vessels than by using private 
American vessels because of the cost incidental to taking tied-up 
ships and making them ready for a voyage. But the break of 
Secretary Hoover with the private operators, who have denied 
that their charges were excessive, resulted in the Shipping Board 
vessels being called out. Mr. Hoover said the private operators 
increased their rates approximately $2.50 a ton, bringing the 
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average rate per ton to from $8.50 to $8.75. The Shipping Board 
rates, based on cost, were not made public after it had been 
ascertained that Mr. Hoover disapproved of them being given out, 
but it was indicated that the Shipping Board rate would not be 
as high as $8.75 to Baltic ports. 

Before the development with respect to the charges of 
private operators, the position of the Shipping Board, according 
to Chairman Lasker, was that under the Jones merchant marine 
act the board should not compete with ships operated under the 
American flag by private parties, and that, therefore, the busi- 
ness of transporting grain to Russian ports was to be left to 
private operators until at least their tonnage had been ex- 
hausted. It is estimated that about 500,000 tons will be moved. 

The Emergency Fleet Corporation has allocated one vessel to 
the Tampa Interocean Steamship Co., and one vessel to Trosdal, 
Plant and LaFonta, at New Orleans, for the transportation of 
grain to Russia. 


CHARGES RATES TOO HIGH TO ALASKA 
The Trafic World Washington Bureau 


Alleging that the development of Alaska is being retarded 
by excessive transportation rates from the continental United 
States to the territory, Delegate Sutherland, of Alaska, charged 
in the House this week that “the present excessive rates to 
Alaska are maintained by a transportation monopoly conducted 
by the Alaska Steamship Company and the Pacific Steamship Co.” 

“The two operating companies have for years controlled 
the water transportation from Seattle to Alaska,” said he. “There 
is no evidence of joint ownership or interlocking directorates 
in the published reports of the two organizations, but their 
harmonious work in extorting exorbitant freight rates from 
Alaskan shippers for these many years would indicate that a 
common financial interest exists somewhere, and nothing serves 
to illustrate their common interest in throttling Alaskan industry 
as the co-operative and combined work of their Washington lobby, 
whose activities are paid for indirectly by the Alaskan shipper. 
‘The small competing lines have been eliminated,’ says Gov. 
Riggs, and he, as well as the people of Alaska, know that they 
were eliminated by cooperative action on the part of the major 
companies. The Alaska Steamship Co. controls all ore ship- 
ments from Alaska, for the reason that the same interests that 
own the Alaska Steamship Co. own and control the smelter 
at Tacoma, Wash., where Alaskan ores are treated.” 

Without mentioning any names, Mr. Sutherland attacked 
the alleged “Alaskan monopoly lobby,” as follows: 


This lobby has operated here in Washington for many years, 
and although composed of two resident members, its number is 
always promptly augmented by additions from New York, Seattle, 
and even from Alaska when the S. O. S. is sent out requiring their 
presence to prevent remedial legislation for Alaska or to assist_in 
obtaining special legislation for the benefit of the monopoly. The 
two resident members are always on the job gumshoeing around the 
congressional office buildings and in the departments. The chief 
lobbyist, when appearing before committees, _introduces himself as 
an “economist,” whose interest in pending legislation is “that of the 
public.” Sometimes he claims to represent the National Merchant 
Marine Association, sometimes he announces that his presence before 
committees is “involuntary,” sometimes he arranges for an attache 
of the Shipping Board to present him to committees. 

That there is something about his work as paid lobbyist of the 
Alaskan transportation monopoly that he is ashamed of is evidenced 
by his studied efforts to prevent his real status of paid lobbyist being 
known by members of Congress. . 

He occasionally, when pressed, will admit that he holds a retainer 
from the Pacific Steamship Company, but inasmuch as he is_work- 
ing for their combined interest in the prevention of legislation for the 
benefit of Alaska, it is safe to assume that he is employed by the 
combination. ; 

My predecessor, Mr. Grigsby, in a brief presented to the House 
conference committee on the merchant marine bill in 1920, described 
this lobbyist as ‘“‘one who appeared before the Senate Commerce 
Committee as the avowed representative of the Pacific Coast Com- 
pany, and who up until recently also represented the Alaska Steam- 
ship Company.” ; 

Former Delegate Wickersham, in a brief on Alaska transortation 
filed with the Shipping Board, describes the lobbyist as “pretending 
to represent the Alaskan fishing interests, but, in fact, representing 
the Alaskan transportation monopoly.”’ 

That this fellow imposes himself on the National Merchant 
Marine Association as well as on officials of the Shipping Board in 
order to enhance his standing before committees of Congress_ there 
can be no question, for I assume that these organizations do not 
intentionally stand as sponsors for lobbyists of this type. The people 
of Alaska are today paying all the salaries and other expenses of this 
Washington lobby in the freight rates that are extorted from them. 
In other words, when the Alaskan shiper is compelled by the mon- 
opoly to pay double the rate that is paid for a haul of equal distance 
on the Pacific coast a considerable part of this tribute money is use 
in paying the lobbyists for their prevention of measures in Congress 
that might bring relief to the territory. Was there ever on earth @ 
monopoly that used more unscrupulous means to maintain its strangle 
hold on the public? Was there ever a people on earth exploited as 
as the people of Alaska are exploited by this monopoly? 

Senator Cummins and Mr. McFadden, knowing of Alaskan con- 
ditions through correspondence with friends in Alaska in whom they 
have absolute confidence, have introduced practical measures for the 
benefit of the territory. These bills provide that a few of the gov- 
ernment-owned ships now rusting at their moorings may be placed 
on a direct route between Pacific ports and Seward, the terminal port 
of the new government-owned railroad in Alaska. These bills are 
being — viciously opposed by the Washington lobby of the 
monopoly. 

The passage of the Cummins or McFadden bills would not cause 
interference with the traffic of the monopoly only to the extent = 
carrying the freight destined for interior Alaska over the governmen 
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railroad and to points intermediate, but the monopoly, through its 
lobby, says no. If the new railroad is to carry freight on a weight 
basis, the government is going to get the same deal in the matter 
of water rates that the coast shippers are now getting under the 
fraudulent weight or measurement scheme of the water transporta- 
tion companies. 


RAILROAD-STEAMSHIP CONTRACTS 


The Trafic World Washington Bureau 


Having received a number of protests from the port of 
Seattle against abrogation of the contracts which the Great 
Northern and the Chicago, Milwaukee & St. Paul have with Jap- 
anese lines and under which considerable tonnage moves in and 
out of Seattle each year, Chairman Lasker of the Shipping 
Board has concluded that before any action is taken by the 
board, an opportunity should be afforded the protestants and the 
railroads to be heard. The board has fixed the date of the hear- 
ing February 2 and has invited Chairman McChord of the In- 
terstate Commerce Commission to have the Commission repre- 
sented at the hearing. 

The port of Seattle has made quite an issue of the matter 
and the newspapers of that city have charged in effect that the 
board is trying to ruin that port by compelling abrogation of the 
contracts and making possible diversion of the tonnage to Ca- 
nadian ports and Canadian railroads. Chairman Lasker has dis- 
claimed any intention or desire on the part of the board to 
“ruin” any port. He entertains the belief, however, that some 
scheme may be worked out whereby the tonnage can be shifted 
to American flag ships without injury to the port of Seattle. 

Apparently there is some doubt as to whether the board 
could enter a valid order compelling the transcontinental lines 
involved to cancel the contracts or agreements. Whatever 
power it has along that line would be obtained under the Ship- 
ping Act of 1916. It is conceded by those who have studied the 
provisions of the act that the board has jurisdiction over the rail- 
roads if it can be held that they come within the definition in the 
act of “other person subject to this act,” which is defined as 
meaning “any person not included in the term ‘common carrier 
by water,’ carrying on the business of forwarding or furnishing 
wharfage, dock, warehouse, or other terminal facilities in con- 
nection with a common carrier by water.” 


Section 15 of the shipping act requires that all agreements 
between “every common carrier by water, or other person sub- 
ject to this act,” shall be filed with the board, which, under the 
section, has authority to “disapprove, cancel or modify any 
agreement, or any modification or cancellation thereof, whether 
or not previously approved by it, that it finds to be unjustly dis- 
criminatory or unfair as between carriers, shippers, exporters, 
importers, or ports from the United States and their foreign com- 
petitors, or to operate to the detriment of the commerce of the 
United States, or to be in violation of this act, and shall approve 
all other agreements, modifications or cancellations.” 


The joint committee of the Commission and the Shipping 
Board has held several conferences recently with reference to 
the contracts which railroads have with steamship companies 
and provisions of the merchant marine act which require co- 
operation between the two bodies. Section 28 of the act, which 
the Commission criticized in its annual report to Congress, is 
under consideration by the committee. No conclusions have been 
reached by the committee, it is understood. 


CLAIM AGAINST SHIPPING BOARD 


The Trafic World Washington Bureau 


Edward N. Hurley, of Chicago, former chairman of the 
Shipping Board, before the claims commission of that body, 
January 5, testified in the hearing of the Tampa Dock Com- 
pany against the Emergency Fleet Corporation. This is a test 
case involving approximately $6,000,000 in amortization claims 
made By wooden shipbuilders against the government, 

The wood shipbuilders have claimed that at a meeting held 
in Philadelphia, June, 1918, Mr. Hurley predicted that the war 
would last three to five years and promised them that they would 
get contracts for wood ships which would reimburse them for 
their investment in the yards. 

Mr. Hurley on the stand denied that he had made any 
predictions as to the length of the war or that he had made 
any promises such as claimed by the wood shipbuilders. He 
Stated that he told them the government would ‘treat them 
fairly in any readjustment of their contracts that might be 
necessary but that he had no idea of committing the government 


~ any obligations that were not set forth in the written con- 
racts. 





PURCHASE OF PASSENGER STEAMERS 


The American Ship & Commerce Corporation, of which 
W. A. Harriman is chairman, announces that the passenger 
steamers, Brabantia and Limburgia, of 20,000 gross tons each, 
have been purchased from the Royal Holland Lloyd Line. It 
iS planned that these vessels will be transferred to the Ameri- 
can flag at once and that they will be placed in operation in 
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the north Atlantic. The names will be changed and the new 
names announced later. 

The Brabantia and Limburgia were built in Germany, origi- 
nally to the order of the Hamburg-American Line. They were 
in the course of construction when the war broke out. Work 
on them was suspended -for a time and they were not com- 
pleted until 1920. Before the ships were finished they were 
sold to the Royal Holland Lloyd, under whose flag they first 
went into service. 


TO BOOST MERCHANT MARINE 


The Trafic World Washington Bureau 


W. J. Love, vice-president of the Emergency Fleet Corpora- 
tion, announced that, in order to stimulate interests throughout 
the South, particularly among the Gulf shippers, Capt. W. H. Stay- 
ton, of Baltimore, and Malcolm Stewart, of Cincinnati, will make 
a tour of the principal cities of Louisiana, Arkansas, Texas, and 
Tennessee. They will begin their campaign at New Orleans, Jan- 
uary 25-26, and will speak on the development and requirements 
of the American merchant marine, as well as the development of 
Southern ports for the betterment of the movement of all manu- 
factured and raw commodities through the Gulf gateway. The 
remainder of their itinerary is as follows: Houston, Texas, 
January 27; Galveston, January 28; San Antonio, January 30; 
Forth Worth, January 31; Dallas, February 1; Little Rock, Feb- 
ruary 2; and Memphis, February 3. 

Capt. Stayton is a member of the executive committee of 
the National Merchant Marine Association; he is also president 
of the Baltimore Steamship Company. 

Mr. Stewart, in addition to being chairman of the Middle 
West Mercantile Marine Committee, is also manager of the 
foreign trade bureau of the Cincinnati Chamber of Commerce. 

Both of the speakers have been prominently identified with 
the upbuilding of the American merchant marine, and their tour 
has the endorsement of the United States Shipping Board and 
the United States Shipping Board Emergency Fleet Corporation. 


ST. LAWRENCE CANAL BILL 


The Trafic World Washington Bureau 


Representative Chalmers of Ohio has introduced a Dill 
authorizing improvement of the Welland Canal and the St. Law- 
rence River to permit ocean-going vessels to pass from the 
Great Lakes to the Atlantic Ocean via the St. Lawrence, the 
United States and the Canadian government to bear equally 
the cost of the project. Mr. Chalmers believes the cost should 
be met by a bond issue guaranteed by both governments. The 
report of the International Joint Commission recommending the 
project, Mr. Chalmers said, proposes that the division of the cost 
be ascertained on the basis of known traffic for the last five 
years. He believes that the 50-50 basis he recommends would be 
the best way to allocate the costs. 

The International Joint Commission has approved the pro 
posed development of a waterway for ocean-going vessels, from 
the Great Lakes to the Atlantic via the St. Lawrence, in a report 
submitted to the Department of State. The report will be made 
public when it is submitted by the Department to Congress, 


* WAGES OF SHIP EMPLOYES 
The Trafic World Washington Bureau 


Wages of deck officers, engineers, seamen, and other ship 
employes will be cut substantially the first part of February 
by the Emergency Fleet Corporation. Notice that new wages 
will be made effective in 30 days has been sent by President 
Powell. The reductions will be approximately the same as 
those proposed by private operators, ranging from 15 to 33 
per cent. 

The private operators have proposed wage cuts varying 
from $25 to $35 a month for deck and engineer officers. Able 
seamen now get $72.50 a month and it is proposed to cut the 
wage to $47.50. Quartermasters get $75 and it is proposed to 
cut that to $52.50; firemen from $75 to $50 and messboys from 
$55 to $30. 

“We hope to make quite a reduction in proportion with 
the reduced cost of living,’ said President Powell. 

The reductions will be opposed by the marine labor organ!- 
zations. W. S. Brown, president of the National Marine Engi- 
neers’ Benevolent Association, said the position of his organi- 
zation was that further reductions in wages should not be 
made. 


COMPARATIVE SHIP PERFORMANCE 


Comparative performance of American and foreign ships 
in the Gulf and Caribbean region and the east and west coasts 
of South America is given by E. S. Gregg, chief of the trans- 
portation division of the Department of Commerce, as follows: 


Gulf and Caribbean region: Under this heading are included 
the north coast of South America, Central America, West Indies, and 
Mexico. Owing to the heavy imports of oil which, from January to 
October, 1921, inclusive, amounted to more than half our sea-borne 
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imports, the Gulf and Caribbean region ranks first in volume of 
trade with the United States. This traffic is largely a one-way affair, 
accounting for less than 10 per cent of the 40,000,000 long tons of 
exports for the first 10 months of 1921 but for 70 per cent of the 
24,000,000 tons of imports. 

“ Of the traffic during the first 10 months of 1921 between the 
Gulf and Caribbean region and the Atlantic Coast of the United 
States, American ships carried 74 per cent; between this region and 
the Gulf.Coast, 80 per cent; and between this region and the Pacific 
Coast, 61 per cent. The relative position of American and foreign 
ships in the Pacific Coast trade with this region showed consider- 
able variation from month to month. In February and August Ameri- 
= ships carried 100 per cent of the exports; in July only 6 per 
cent. 

October was the only month in which American ships carried 
less than half of the imports. There is no well-marked indication 
that American ships are either increasing or decreasing their hold 
on the trade of this region, although the percentages for the last 
five . ae are somewhat lower than those for the first five 
months. 

East Coast of South America: During the first 10 months of 1921 
foreign trade of the United States with the east coast of South 
America constituted about 5 per cent of the total. Exports to this 
region are more than twice as large as imports. 

In this region also one finds that foreign ships are carrying the 
bulk of the cargo to and from the United States. Particularly is 
this true in the case of the north and south Atlantic Coast traffic, of 
which 71 per cent was carried by foreign ships. Trade between the 
Gulf Coast ports and east coast of South America was divided be- 
tween American and foreign ships on 37 and 63 per cent basis, 
respectively. The small amount of cargo moving between Pacific ports 
and = east coast of South America was all carried in American 
vessels. 

On the whole, the share of the American ships in the trade be- 
tween the United States and the east coast of South America shows 
a downward tendency in spite of considerable irregularity from. 
month to month. 

West Coast of South America: The total volume of trade of 
the United States with the west coast of South America for the 
first 10 months of 1921 was slightly in excess of 1,000,000 long 
tons, Dg less than 2 per cent of our total volume of imports and 
exports. 

American ships make a better showing on these routes, carrying 
52 per cent of the cargo moving between our Atlantic coast and the 
west coast of South America, 69 per cent of our Gulf coast, and 
54 per cent for our Pacific coast. 


FOREIGN SHIPPING COMPETITION 
The Trafic World Washington Bureau 


The problem of the American merchant marine, with re- 
gard to foreign competition, will not be taken up at the confer- 
ence on limitation of armament. The suggestion that this be 
done was made to President Harding by Homer Ferguson, presi- 
dent of the Council of American Shipbuilders, but the suggestion, 
it was learned at the White House, did not meet with the ap- 
proval of the President. A conference with Great Britain may 
be arranged later. The President does look with favor on a con- 
ference of the leading maritime powers with respect to the mer- 
chant marine problems of the nations. 

Mr. Ferguson, it is understood, holds the belief that much 
could be accomplished through a conference with Great Britain 
and that an agreement might be reached for a division of traffic. 
Officials of the Shipping Board view the situation in a similar 
light, but Chairman Lasker says American flag ships would have 
to have a subsidy, even though such an agreement might be 
reached, because of the difference in cost of operating an Amer- 
ican vessel and a British vessel. 


MONEY FOR SHIPPING BOARD 


The Trafic World Washington Bureau 


A complete, “understandable” statement of the financial 
condition of the Shipping Board and of the amount of money 
needed by it for the ensuing fiscal year will be made available 
when the House appropriations committee reports the bill car- 
rying appropriations for the board and Emergency Fleet Cor- 
poration, according to Chairman Lasker. 

Officials of the board and of the corporation have sub- 
mitted detailed information to the committee in executive ses- 
sion and the testimony, as usual, will be made public when 
the bill is reported. This testimony, Mr. Lasker said, will cover 
the situation completely. 

The board is asking for $50,000,000 for the emergency ship- 
ping fund, $50,000,000 for claims, and authority to expend what 
is left of $55,000,000 of receipts from operations and sales of 
property. The latter item refers to an authorization of Con- 
gress permitting the board to expend up to $55,000,000 from 
receipts and the board is asking that this be continued. The 
board also has asked for a deficiency appropriation of $12,000,- 
000 for the current year to complete construction of ships. 
That amount will enable the board to wind up the war-time 
shipbuilding program, officials estimate. 

If these requests are granted, Mr. Lasker said, the board 
will be able to meet its indebtedness, aside from claims pend- 
ing in the courts. After that, he said, the board, through liqut- 
dation of the Emergency Fleet Corporation property, will be 
able to turn substantial sums into the public treasury and 
appropriations will not be required. 


PACIFIC COAST SHIP COMPANY 


A meeting will be held in San Francisco January 19 for 
the purpose of considering the proposal for the organization 
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of a company to take over the cargo-passenger vessels owned 

by the Shipping Board which are being operated out of Pacific 

coast ports. Representatives of the commercial organizations 

of the principal coast cities will participate in the conference. 

The proposal to organize such a company has the approval of 

a Harding and of Chairman Lasker, of the Shipping 
oard. 


WATERWAYS AND HARBORS 


The National Rivers and Harbors Congress has issued the 
following statement: 


The first week in March is to be ‘“‘Water Transportation Week” in 
Washington, with addresses by distinguished speakers, and dis- 
cussions of questions relating to navigation both upon inland water- 
ways and the high seas. 

On Wednesday and Thursday, March 1 and 2, the seventeenth 
convention of the National Rivers and Harbors Congress will be 
held in New Willard Hotel. This convention was postponed from the 


regular time in December because of the conference on the limita- 
tion of armament. 


On the two following days, Friday and Saturday, March 3 and 4, 
the — Merchant Marine Association will hold its annual con- 
vention. 


There is an increasing number of people in the United States 
who are interested both in the improvement and use of our water- 
ways and harkers and in the maintenance and development of an 
American merchant marine. This arrangement will enable them to 
cover both conventions with a single journey to Washington. 


RATES ON EXPORT COAL 


The Trafic World Washington Bureau 


Eastern railroads will not reduce rates on coal for export, 
either one dollar a ton or any other figure. They have written 
a letter to that effect to the Commission and to Secretary Hoover, 
R. H. Collyer having been deputed by them to give notice that 
they will not recede from the position they had taken -prior to 
the conference between them and the operators in the hearing 
room of the Commission, which was attended by representatives 
of the Commission, Secretary Hoover, and the Shipping Board, 
about the middle of December. Mr. Collyer said the executives 
had given careful consideration to the further representations 
made by the operators and Secretary Hoover as to the desira- 
bility, if not necessity, for such reductions, based on the major 
assumption that the American operators, if they desired to retain 
their markets, would have to reduce their prices to a point where 
they could meet the competition of the British. 

Under the practice of the Commission that ends the matter. 
It has never assumed that it had power to require the earriers to 
make lower rates for export traffic than for any other kind. Its 
jurisdiction over export and import rates, according to the pre- 
vailing view, is limited to the elimination or prevention of unjust 
discrimination. 

West Virginia coal operators had not given up hope of ob- 
taining a reduction in the rates on bituminous coal for export and 
will urge the railroads to reduce the rates $1 a ton, as was rec- 
ommended at the recent conference held at the Commission. The 
coal operators, through their executive committee, this week 
adopted a resolution urging that the reduction be made. 


EXPORTATION OF COAL 


The House committee on interstate and foreign commerce 
has made a favorable report to the House on Senate Joint Reso- 
lution 124, with an amendment, which authorizes the President, 
by executive order, to prohibit exportation of arms and muni- 
tions of war. The resolution, as amended, repeals Senate Joint 
Resolution 89, approved March 14, 1912, which amended the 
joint resolution to prohibit the export of coal and other ma- 
terial used in war from any seaport of the United States, which 
was approved April 22, 1898. As reported by the committee the 
proposed resolution makes no mention of coal. 


SUSPENSION OF COAL TARIFFS 


“The article appearing on page 1380 of The Traffic World for 
December 31, under the caption ‘Coal Tariffs Suspended,’ is 
likely to leave some unwarranted and unjust impressions, which 
I am sure were altogether foreign to your intentions,” said J. M. 
Dewberry, general coal and coke agent of the L. & N. Railroad. 
“The Louisville & Nashville did not object to or obstruct in any 
way the proposed reduction in rates from C. & O. mines to St. 
Louis and intermediate points, and had no part whatever in 
bringing about the suspension thereof under I. & S. 1460. In 
fact, it did more than to revise its rates to intermediate points 
along the Southern Railway so as to bring them as near as the 
long-established basis would permit to the new figures promul- 
gated by the C. & O. 


PETITIONS FOR REHEARING, ETC. 


The Director-General has asked for a rehearing in No. 11432, 
George A. Fuller Co. vs. Director-General, on the question of the 
payment and bearing of the freight charges. 

Complainant in No. 9355, John Morrell & Company vs. C. B. 
& Q. et al., has asked for a modification of the Commission's 
decision or for a rehearing or further hearing. 
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A Department for the Discussion by Readers of THE TRAFFIC WORLD of Transportation 
| Questions of Interest to Traffic Men 
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AGAINST PERCENTAGE DECREASE 
Editor The Traffic World: 

Referring to your editorial in the January 7 issue regarding 
the position of the Traffic League concerning the present general 
rate inquiry: I cannot subscribe to the League’s stand that 
“the reduction should be made in same manner that advances 
were made, namely, upon a percentage basis” (Ex Parte 74). 
We are talking about freight rates as a whole. We are dealing 
with the level of those rates as they exist today. Some may 
not be unreasonably high. Others, we know, are. Basic com- 
modities and “descriptions of traffic’ should receive such treat- 
ment as the merits in each case determine. The rates on coal, 
we may say, should not be treated the same as the rates on 
agricultural implements, although everyone knows that what- 
ever the farmer has to buy should be within his reach, both as 
to price and transportation cost, the same as a lot of other 
commodities used by other industries. 

You state: “We are now more than ever in a time when 
it is not so much merit as influence that counts.” That smacks 
of your so-called political rate-emaking which you have con- 
sistently and properly been against. Left to themselves, the 
railroads will readjust various rates in view of increasing 
betterment in their financial condition, and I may remark that 
merit in a given case or in all cases should stand a test of 
justice and fairness not only to the shipper interested but the 
carrier as well. 

Influence put section 15-a into the Esch-Cummins bill, but 
what merit it may have has failed to make a hit with the fellow 
who is paying the freight, and shippers will not have to work 
their influence overtime to secure a removal of that section from 
the act. “Adequate” railroad revenue is as much of a conun- 
drum to the average manufacturer as his own. Let it go at 
that. He will no doubt be elated if his gross receipts show 
increases. He does not ask for a law of the land to exact a 
stipulated annual net return. His salesmen must argue a meri- 
torious proposition or lie down. Influence and order-takers are 
by no means in the front rank. 

L. R. Martin, Traffic Manager, 
Oliver Chilled Plow Works. 
South Bend, Ind., Jan. 9, 1922. ' 


TWO YEAR LIMITATION CLAUSE 


Editor The Traffic World: 

Referring to article appearing in the December 24 edition of 
your publication, relative to the two-year limitation clause in 
the uniform bill of lading, the writer and Mr. Walter E. Mc- 
Cornack instituted the proceeding known as the Decker case. 
In that case Mr. McCornack, in his brief, pointed out that, in- 
asmuch as the claims on which we wished to get action were 
more than two years old, the Commission would not have juris- 
diction over these particular items, but that we were clearing 
the way for court action, and after the Commission handed 
down its decision in this case we felt that the way had been 
cleared, and fully expected to take the case into court for a 
final decisicn, but the action of the carriers in paying the claims 
after the Commission’s decision made it unnecessary to carry 
the case further. The premises we expected to take before the 
courts were: ‘ 


(1) That the conditions of the original pill of lading were filed in 
the carriers’ tariffs, and were a part of the rate, and that the inter- 
pretation of the conditions| ofthe bill of lading was a tariff matter, 
and subject to the interstate commerce act; 7 : 

3) That any modification in the terms of the bill of lading to one 
shipper, and the same modification not given to another shipper, would 
have the tendency to give more valuable service for the same rate to 
one shipper than another; , 

(3) That since the two year limitation clause as interpreted by the 
Commission in the Decker case permits the carriers to pay shippers 
after the two year limit has been reached, at its discretion, it is in 
violation of the interstate commerce act, and is null and void. 


In support of the above we have the Commission’s decision, 
page 352, I. C. C. 64, where the Commission said that the con- 
ditions of the bill of lading were a part of the rate; also rule 1, 
section 1, of the Consolidated Classification, which same provi- 
sion was in the classifications of 1918 and 1919, providing for 
a charge of 10 per cent higher than the tariff rates when ship- 
ments are not subject to the conditions of the uniform bill of 
lading. This is an admission on the carriers’ part that the con- 
ditions of the bill of lading determine the value of the service 
to the shipper. 





As to the courts’ view of discrimination under the inter- 
state commerce act’ we quote the following (Phillips vs. Grand 
Trunk, 236 U. S. 662): 


The prohibitions of the statute against unjust discrimination relate 
not only to inequality of'charges and inequality of facilities, but also 
to the giving of preference by means of consent judgments or the 
waiver of defense open to the carrier. A different view would antago- 
nize the plain policy of the act, and open the door to very abuse at 
which the act was aimed. 


G. F. & A. vs. Blish Co., 241 U, S. 190: 


% 


To permit a railroad company to plead the statute of limitations 
as against some and to waive it as against others would be to prefer 
some and discriminate against others, in violation of the terms of the 
commerce act, which forbids all devices by which such results may be 
accomplished. 


If the two-year limitation clause is in violation of the inter- 
state commerce act, the Commission could not make it lawful 
by approving of it; therefore, it is null and void. Under the 
decisions of the federal court, as quoted above, it is unlawful to 
discriminate in any manner whatsoever, and, in our opinion, the 
mere fact that the carrier, although it were permitted to pay, 
had not paid any claims for two years, and make this a strict 
policy, would not be sufficient to make lawful this rule, because 
the .carrier might at any time, at its own discretion, deviate 
from this fixed policy, and thus discriminate against a shipper 
to whom the court had previously denied relief. Therefore, it 
is apparent to us that if a carrier may pay claims after two 
years, it must pay all claims, to prevent the possibility of 
discrimination. 

It is unfortunate that the shippers are not organized to fight 
loss and damage cases to the same degree that they fight rate 
cases. Should a shipper happen to take the wrong premises in 
a case, or overlook important matters, and thus get an adverse 
decision based on the wrong premises or insufficient evidence, 
it affects all other shippers adversely. In the big cases before 
the Commission, which affect the shippers as a whole, prac- 
tically all shippers are represented in some manner or other, 
and thus all sides and angles of the case are brought out, so 
that when a decision is rendered there usually is nothing more 
to be said on the matter. 

There are today a number of decisions which the railroad 
companies consider as binding, on certain classes of loss and 
damage claims, and which the writer believes have been de- 
cided on the wrong premises, and the carriers are holding thou- 
sands of dollars which in reality belong to the shippers. 

Traffic Bureau of Pueblo Commerce Club. 


By R. L. Ellis, Mgr. 
Pueblo, Colo., Jan. 7, 1922. 


MISQUOTATION OF RATES 

Editor The Traffic World: 

I have noted a number of articles printed in recent issues 
of The Traffic World under the heading, ‘“Misquotation of Rates.” 

I think Mr. H. L. Hart, in his article printed in your issue 
of December 24, is headed in the right direction, but I would 
make it a little stronger. I would say where a carrier is found 
guilty of misquoting a rate that has not caused the party re- 
ceiving the erroneous quotation to suffer a loss it should be fined 
a sum of $25 to $50, the amount to be divided between the 
United States government and the party receiving the erroneous 
quotation. In any case where a party receiving erroneous 
quotation from the railroad lines or any carrier subject to the 
act to regulate commerce has suffered a loss, this loss should 
be made good to such party in addition to the fine as provided 
above. Such a law would tend to increase efficiency in the rate 
department of many of our carriers. 

Geo. W. Collins, 


The Peters Cartridge Co. 
Cincinnati, O., Jan. 6, 1922. 


COLOR SCHEME OF WAYBILLS 


Editor The Traffic World: 


It has been a question in the mind of the writer ever since 
the express carriers were required to undertake the inauguration 
of \a color scheme for prepaid and collect shipments, as to why 
freight carriers were not required to use the same measure in 


distinguishing between collect, prepaid, and order-notify bills of 
lading. 
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It-appears to me that the additional cost would be many 
times overbalanced by the resulting diminishment of overcharge 
claims carriers are required to handle. I am advised that ship- 
pers all over the country are having daily difficulties and enor- 
mous amounts of additional work, due to double collection of 
charges. 

Billing clerks at rebilling stations are ofttimes negligent 
in properly rebilling and the shipper or consignee consequently 
suffers. We believe that different colored waybills would ma- 
terially reduce the trouble and eliminate the cause. The matter 
of double collection of charges is no minor affair, as it is a 
great source of annoyance to both shipper and carrier, and we 
believe definite steps should be taken to alleviate conditions 
causing it. 

A great deal has been said in the last year on this par- 
ticular matter, but little action appears to have been aroused. 
It seems that from the annoyances being caused, something 
should be done to change the condition, and we believe the color 
scheme to be the cure. Probably your readers might have 
something to offer on the subject. A discussion through your 
columns might be effective. 


C. K. Smaltz, Traffic Manager, 
The Mansfield Tire & Rubber Co. 
Mansfield, O., Jan. 5, 1922. 


GOOD RAILROAD SERVICE 


Editor The Traffic World: 

I have been following with a great deal of interest the vari- 
ous articles in your publication relative to good service accordéd 
specific shipments, and wish to add my remarks. 

As the shipping public is not prone to delay any criticism, 
for which it may have just reasons, on account of serious delay 
to any shipment, we believe one good turn deserves another 
and that carriers should be given proper appreciation of any 
exceptional cases of good service. 

To come to the facts of the case: Car 49247-NP was for- 
warded from Clayton, N. M., December 22, 1921, routed C. & S., 
Pueblo, A. T. & S. F., and arrived at 5:30 a. m. on December 
27, 1921—or a total running time of 4% days. 

The total distance via this route is 823.1 miles, which re- 
sults in the almost unbelievable daily average of 182.9 miles. 
When this is compared with the approximate daily average of 
only 30 miles during federal control, we believe it to be no more 
than fair that the Santa Fe should be complimented for this 
performance. 

W. S. Traubel, Traffic Manager, 
The Mangelsdorf Seed Co. 
Atchison, Kan., Jan. 5, 1922. 





Editor The Traffic World: 

We have read with interest comments under the heading 
“Good Service” that have been brought out by Mr. Simmons’ 
letter in the issue of December 10, and we agree with him that 
our railroad friends are entitled to our boosts as well as our 
knocks. 

We believe there is another item besides service that is 
equally as important to shippers, and by that we refer to the 
payment of claims. 

We have noticed a great improvement in the promptness of 
the settlement of our claims since the roads have returned to 
private ownership, and we make special mention of some claims 
filed against the Midland Valley Railroad on the date of De- 
cember 27, and on which we received settlement today, taking 
ten days from the time the claim was filed and in consideration 
of the New Year holidays. We believe that this service is 
worthy of mention. 

We also can report favorably on the Missouri Pacific having 
received a remittance on a claim from them before the acknowl- 
edgment card was received. 

We believe that shippers appreciate this form of service. 

The Jacob Dold Packing Co., 


G. R. Graves, Traffic Department. 
Wichita, Kan., Jan. 7, 1922. 





Editor The Traffic World: 

A series of letters which ‘have been appearing in your re- 
cent, issues are certainly interesting and no doubt there is 
competition now among certain traffic managers to outdo the 
other fellow with a better move, We would like to submit a 
movement which we consider is about as good as is possible 
to make. 

We had three cars of flour coming from northwestern Can- 
ada via Fort William and the Northern Navigation Company. 
The cars were shipped in time to catch a certain steamer in 
New York and were booked for that steamer and, therefore, it 
‘was necessary to get them through. On account of some error 
in the billing they were delayed on the other side of the lakes 
so that when they arrived at Sarnia they only had three days 
to make the steamer here in New York. We took up with the 
Nortern Navigation Company to hurry the discharge of the 
cars, which they did, and then we handled with the Grand Trunk 
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Railroad, who promptly ran them into their classification yard 
and on to their train number 486. It just so happened that the 
day they handled these three cars this train was about two 
hours late coming over from Port Huron, but the cars were 
placed on it and it arrived at Suspension Bridge on time, mak- 
ing the run practically on passenger train schedule. 

At Suspension Bridge the cars were turned over to New 
York Central Railroad and were handled from that point into 
New York in about a day and a half. The big feature of the 
movement was that the total time consumed from ship’s side 
at Sarnia to ship’s side at New York, including lighterage down 
the bay, was 79 hours and, in our estimation, is about the quick- 
est movement we have ever experienced. 

We have had other frequent quick movements via the Balti- 
more & Ohio Railroad, on whose rails we are located, such as 
an overnight movement from warehouses in Baltimore to our 
warehouses here in New York, or a speedy lighterage delivery 
in the harbor when steamship sailings required it. 

I certainly agree with Mr. Simmons and others that we 
should give the railroads credit when credit is due them. 

W. P. Tanner-Gross & Co., Inc., 


; R, M. Frey, Traffic Manager. 
New York, N. Y., Jan. 5, 1922. 





Editor The Traffic World: 

I have read with considerable interest the letters published 
in The Traffic World relative to good railroad service, and, be- 
lieving that credit should be given where credit is due, wish to 
cite the following instances, which I consider illustrations of 
excellent service: 

June 2, 1921, we forwarded an L. C. L. shipment from our 
Trenton works weighing 1,550 pounds, routed via P. R. R., C. & 
N. W., U. P., Salt Lake Route, destination Los Angeles, Cal. 
I immediately got in‘:communication with the carriers involved 
in the routing and requested them to expedite movement all 
possible. The carriers kept us constantly advised regarding the 
movement of the shipment and same arrived at destination June 
17. Fifteen days from coast to coast on a small shipment such 
as this is exceptionally good time. 

December 27, 1921, we forwarded from our works at this 
place a shipment weighing 10,650 pounds, routed via P. R. R., 
Grand Trunk, destination Burlington Junction, Ontario, Canada. 
We requested carriers to follow the shipment through for prompt 
movement and December 30 were advised by our Canadian 
representative that same arrived at destination late in the after- 
noon of December 29. 

The above illustrations, to my mind, about constitute a 
record for quick transportation. In any case, they are examples 
of excellent service. 

Miles Powell, 


De Laval Steam Turbine Co. 
Trenton, N. J., Jan. 10, 1922. 


SAND AND GRAVEL RATES 


An I. and S. case, in which the cause of contention was the 
interpretation of the tariff which those under suspension were 
intended to supersede, was heard before Examiner Keeler in 
Chicago, January 13. The case, I. and S. 1464, restriction of 
sand and gravel at Chicago when originating on Wabash Rail- 
way, involved an exception in Lowrey’s tariff I. C. C. 51, naming 
Wabash tariff I. C. C. 5134 as covering shipments of sand and 
gravel from Wolcottville, Ind., to stations within the Chicago dis- 
trict. The rates proposed in this tariff were 98 cents a ton for local 
delivery, $1.26 for delivery to industries on connecting lines, and 
$1.40 for delivery to team tracks on connecting lines. The rate 
superseded was $1.12 for local delivery, it being the contention 
of the carriers that, inasmuch as no rates were published to 
points on connecting lines, full local rates or switching rates had 
to be added to the $1.12 rate in order to effect such deliveries. 
They said, therefore, that the proposed rates were, in every case, 
reductions under the present rates, and that the attempt to put 
them in was made at the request of a sand and gravel company 
located on the lines of the Wabash at Wolcottville. 

Representatives of the Northern Indiana Sand and Gravel 
Company, located on the lines of a connecting carrier at Wol- 
cottville, objected to the new rates, it being their contention that 
since no special rates were published for connecting line de- 
livery at Chicago, the $1.12 applied universally for delivery 
within the district. The record and exhibits of the hearing in 
I. and S. 1487, which involved practically the same issues, were 
introduced as exhibits. 


CIVIL SERVICE EXAMINATIONS 


The U. S. Civil Service Commission announces competitive 
examinations for positions as senior engineer, grade 2, salary, 
$2,100 to $2,700—civil, mechanical, signal, structural, telegraph, 
and telephone senior architect—to fill vacancies in the Inter- 
state Commerce Commission. Examinations are also announced 
for junior engineer, salary, $1,320 to $1,980. 


Ja 


2 January 14, 1922 THE TRAFFIC WORLD 89 








d 
1e 
rO 
re pm rt 
k- =f 
6 
Ww 6 
6 
to F 
1e i 
le 4,82 i 
" 7 é 
> _ 9 OF : 
k- “ ; = 
’ ; El Gh: 
ti- a im: Fl ee 
as 4 .. ; Fl F = 
ur wa = El el iE 
ry s El Fy Fh 
”" P (El EL iE 
El ft aH 
a! ir Ile 
, El ey ck 
pe 
; BE! 
y H & EI cz 
y SS 
, 7 mal is 
4 Lt ge 
C 
ed , A 
7 
ol a 
0 
of e# 
V4 
yur | -. 
& / 
al. 
red 
all 
the up A ag 
ine yin 
ich 


: The City within a City 


ter- 


AILROADS are like pioneers. When they enter a territory’ 


ies civilization and prosperity invariably follow closely. American 
railroads have been not only forerunners of progress but leaders in 

0. the growth and development of localities whose transportation needs 
were served. 

It was for the greater convenience of the public that the Grand 
ene Central Terminal was planned and built; yet the Engineering 
+ in News-Record gives the development larger significance: 
al . “The term ‘Grand Central’ no ‘‘The terminal area itself, because of 
= longer designates a mere railroad its attractiveness, has become the heart 
por station, but a large and impressive of a still greater development, radiating 
ho civic center. The story of its de- from it in every direction. In fact the 
tion velopment in the last twenty years whole surrounding neighborhood now 
had is a romance. Where there were te by ~ — lige i! Me entral 
= formerly smoking stacks and, four- istrict, and 1s one o tr e chief business 
ae yen build; centers of the metropolis. 
pany ry buildings, there are now “As a civic as well as a railroad de- 

handsome structures—office build- velopment, it is unique and stands as a 
_ ings, banking houses, stores, hotels, monument to the foresight of the New 
= apartments and clubs. York Central Railroad.” 
very f 
fee The Grand Gentral Terminal is the heart of a city within a city. 
en 
stive NEW YORK CENTRAL LINES 
ut i BOSTON & ALBANY ~ MICHIGAN CENTRAL ~ BIG FOUR ~ LAKE ERIE & WESTERN 
na KANAWHA & MICHIGAN ~TOLEDO & OHIO CENTRAL~ PITTSBURGH @1AKE ERIE 
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REGULATION OF COMMON: CARRIERS 
Charges During Federal Control and Readjustment Period Held 

Not Within Bond to Refund Overcharges: 

(Supreme Court of Colorado.) Where a city claiming con- 
trol over telephone rates accepted a bond obligating a telephone 
company to refund overcharges if it was finally. determined that 
the company had no right to charge increased rates prescribed 
py the State Public Utilities Commisison, and the company col- 
lected a higher rate prescribed by the Postmaster-General during 
federal control under Act Cong. July 16, 1918, and during the 
four-month readjustment period granted in surrendering control 
by Act Cong. July 11, 1919, the company continued to charge the 


higher rate, and thereafter charged a reduced rate prescribed. 


by the commission, which was adjudged illegal, the sums col- 
lected during federal control and the readjustment period were 
not within the terms of the bond, the company having. no control 
over the charges during federal control, and the readjustment 
privilege granted by Congress being paramount to the bond. 
—Mountain States Telephone & Telegraph Co. et al. vs. City 
and County of Denver, 201 P. Rep. 1024. 

Congress Not Limited by Contract Clause: 

Congress is not restricted by the clause in the Constitution 
against the impairment of contracts.—Ibid. 

Philippine Mahogany Not Within Tariff Schedule for Foreign 

Woods; “Mahogany:” 

(Supreme Court, Special Term, Erie County.) Certain lum- 
ber brought from the Philippine Islands and commonly known 
as Philippine mahogany, when in fact it was not mahogany, being 
used as a substitute for and costing less than Mexican or African 
mahogany, is not “mahogany” within the meaning of the rail- 
way tariff for foreign woods, including mahogany, such tariff 
schedule enumerating woods all of which are of tropical or sub- 
tropical nature and of high cost, and the denomination of the 
wood as Philippine mahogany is not conclusive of its character. 
—New York Cent. R. Co. vs. Warren Ross Lumber Co., 190 
N. Y. S. 835. 

Philippine Mahogany Not Within Tariff Schedule of “Foreign 

Wood:” 

By analogy to Act. Cong. Oct. 3, 1913, c. 16, sec. 4c (U. S. 
Comp. St., sec. 5294), relating to tariff on goods shipped from 
the Philippine Islands and which distinguishes between the 
Philippine Islands and foreign countries, so that “Philippine 
mahogany” is not being included in the term “foreign woods” 
of the tariff schedule, it not being an expensive wood as com- 
pared with all the other foreign woods, Philippine mahogany 
does not fall within ‘a railway rate schedule providing rates on 
“foreign woods (mahogany, etc.).”—Ibid. 

Strike Cannot Exempt from Payment of Demurrage Charges: 

(Circuit Court of Appeals, Eighth Circuit.) Under the inter- 
state commerce acts the charge of demurrage by a railroad com- 
pany for detention of cars by a shipper or consignee is not a 
matter of contract between the parties, but the rates fixed by the 
tariff schedules filed must be charged and enforced, and it is not 
a defense to an action to collect such charges that the detention 
was occasioned by a strike, or was by orders of a sheriff, pro- 
hibiting moving of the cars to prevent inciting mob violence.— 
Sinclair Refining Co. vs. Schaff, 275 F. Rep. 769. 
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CARRIAGE OF LIVE STOCK 


Complaint of Misjoinder of Parties Cannot Be First Raised on 
Appeal: 
iaerene Court of Nebraska.) A complaint that there has 

been a misjoinder of parties defendant should be called to the 

attention of the district court before trial, and it is too late to 
raise this objection for the first time in the appellate court.—May- 
hall & Neible vs. Chicago, B. & Q. R. Co. et al., 185 N. W. Rep., 

326. 

Under the Carmack Amendment It Is Unnecessary to Establish 
Initial Carrier’s Negligence to Recover Against It for Loss 
or Damage: 

Under the Carmack Amendment to the Interstate Commerce 
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Act (U. S. Comp., St. Sec. 8604a, 8604aa), in order to recover 
against an initial carrier for loss or damage to an interstate 
shipment, it is unnecessary to establish negligence on its part. 
—lbid. 

Instruction That Initial and Connecting Were Not Jointly Liable 
Approved, While Instruction Permitting Verdict Against 
Both Was Erroneous and Prejudicial: 

In. an action against the initial and a connecting carrier for 
damages for failure to deliver cattle shipped, the court in- 
structed the jury that the liability of the defendants “is not a 
joint liability,’ and in other instructions suggested or implied 
that a verdict for the plaintiff against all of the defendants was 
proper. Held that, under the pleadings and the evidence, the 
first instruction was correct, and that the latter was inconsist- 
ent with it. Held, further, that the error was prejudicial to 
the defendant, whose liability was not established by the proofs, 
and against whom a judgment was rendered.—lbid. 

It Is a Prerequisite to Allowance of Attorney’s Fee That 
Provisions of Statute Be Observed: 

It is a prerequisite to the allowance of an attorney’s fee under 
the provisions of section 6063, Rev., St. 19138, as amended by 
Laws 1919, c. 134, Sec. 1, that the requirements of said section 
with reference to the presentation of the claim to the carrier, 
accompanied by bill of lading, etc., within the time specified, be 
observed.—Ibid. 

Judgment Against Carrier for Loss of Mule Shipped Sustained: 
(Supreme Court of Arkansas.) In a shipper’s action against 

carrier for the loss of a mule, evidence held sufficient to sustain 

a judgment for plaintiff; the carrier not having shown that the 

loss was caused by the inherent viciousness of the animal it- 

self—Arkansas Cent. R. Co. et al. vs. McCuen, 234 S. W. Rep. 

617. 

Director General Suable for Damages to Shipper: 

In an action against a carrier and the Director General 
of Railroads for the loss of a mule shipped, held that no liability 
rested on the railroad company, but that the Director General of 
Railroads was liable for the loss, in view of the Federal Control 
Act of March 21, 1918 (U. S. Comp., St. 1918, U. S. Comp., St. 
Ann. Supp. 1919, Sec. 3115%4,a-3115%,p), under which no liability 
from the operation of railroads by the Director General is im- 
posed on the railroad company.—Ibid. 

Court Takes Judicial Knowledge of Federal Control of Railroads: 
(Supreme Court of Arkansas.) The court takes judiciay 

knowledge that on August 23, 1919, a railroad was being operated 

by the United States government through the Director General 

of Railroads.—Arkansas Central R. Co. et al. vs. Walker, 234 

S. W. Rep. 619. ‘ 

Company Not Liable for Negligence During Federal Control: 

A railroad corporation-is not liable for injuries resulting 
from the negligent acts of agents of the Director General of 
Railroads while he was in control of. the railroad.—lIbid. 
Evidence Held to Sustain Finding of Negligent Failure to Order 

Car for Plaintiff’s Cattle: 

Evidence held to support plaintiff’s allegations that he or- 
dered a car for his cattle and a car for his hogs, stating reasons 
why they must be shipped at the same time, and that the agen: 
negligently failed to oraer a car for the cattle, as the result of 
which plaintiff suffered loss by the delay in shipping both the 
cattle and the hogs.—Ibid. 


THROUGH RATES ON GRAIN 


Farmers, who ship their grain to elevators on the line of the 
Fox & Illinois Union Railway, would like to have joint rates es- 
tablished on grain from these elevators via that line, the Chi- 
cago, Ottawa & Peoria, and the Elgin, Joliet & Eastern, to South 
Chicago, They sent two elevator managers to Chicago to testify 
to that effect at the hearing on No. 12237, Farmers’ Square Deal 
Grain Co. et al. vs. Fox & Illinois Union et al., before Examiner 
Keeler, January 10. These managers said that owing to the re- 
fusal of the E., J. & E. to join in through rates with the F. & I. 
U. and the C., O. & P., it was necessary for the farmers to pay 
a rate via those lines of 2% cents in excess of the rate paid via 
the C., B. & Q. Both of the short lines, they said, were willing to 
establish a through rate on par with the rate via the Burlington, 
the E., J. & E. being the only objector. 

T. E. Bond, assistant traffic manager of the E., J. & E., 
said that the proposal made by the C., O. & P., that his line ac- 
cept a division of 4% cents out of a 10-cent through rate, was ab- 
surd, because in many instances the absorptions which the E., 
J. & E. made for switching in the Chicago district were in ex- 
cess of this proposed division. No elevators were located on the 
E., J. & E. in the Chicago district, he said, so that on all grain 
shipments some absorption would have to be allowed. 

The only reason the elevator people and the farmers wanted 
the through rate via the E., J. & E., when they had the lower 
rate in effect via a shorter and more direct route, was to give them 
a share of the E., J. & E. car'Supply, he said. In fact, he insisted, 
the only shipments which had ever been routed via the requested 
through route were some made during times of car shortage. 


The F. & I. U. and the C., O. & P. had no box cars of their own, 
he said. 
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The General Rate Inquiry 


Began in Earnest January 11 


Are you fully prepared with evidence in sup- 
port of the things you wish to present at this 
hearing? We can promptly supply you with 
any available data concerning: 


Statistics of Earnings, Expenses, Gross and Net 
Revenues, etc. (For the Country as a Whole, 
by Districts, or by Carriers.) 


Rate Exhibits, Covering Any Part of the United 
States and for Any Period Desired. 


Volume of Freight Traffic. (For the Country 
as a Whole, by Districts, or by Carriers.) 


Total Production of Basic Commodities. (Agri- 
cultural Products—Animals and Products— 
Forest and Mine Products—Manufactures, 
etc.—all in splendid variety.) 


Average Market Prices (in many cases also 
Average Farm Prices, also Average Factory 
Prices) for use, if desired, in comparisons 

with transportation costs. 






In everything of the above nature we can 
give you the figures on nearly anything desired 
and for any period desired. 


NOTICE! 


We can furnish the above information by 
Commodities 


NOTE BELOW 


The Commission’s Program for the Big Hearing 























Jan. 16-18—Cross-examination of carriers’ witnesses. 
Jan. 19-20—Coal and coke. 


Jan. 21-23—Ore, furnace materials and iron and steel 
articles. 


Jan. 24-25—Sand and gravel, brick, lime, cement, 
gypsum and asphalt. 


Jan. 26-27—Lumber and forest products. 


Jan. 28—Fertilizer and materials, sulphuric acid, 
phosphate rock, etc. 


Jan. 30-Feb. 4—Testimony of public and shippers as 
to general aspects. 


Feb. 8—Vegetable oil and soap. 

Feb. 9—Grain, flour and agricultural products. 
Feb. 10—Live stock and packinghouse products. 
Feb. 11—Petroleum and petroleum products. 
Feb. 15—Canned goods and wholesale groceries. 
Feb. 16-17—Fruits and vegetables. 

Feb. 18—Milk, cream and dairy products. 


Feb. 20—Beverages and beverage containers, waste 
material. 


Feb. 21-22—Other commodities. : 
THE TRAFFIC SERVICE CORPORATION 


Special Service Department 


505 Colorado Bldg., Washington, D. C. 





THE TRAFFIC 


WORLD 





Managing Agents: 
American-Hawaiian Steamship Co. 
American Ship and Commerce Navigation Corp’n 
General Agents: Hamburg-American Line 





American-Hawaiian S. S. Co. 


INTERCOASTAL SERVICE 


Between New York, Boston, Philadelphia and Los 
Angeles, San Francisco, Portland, Seattle and Tacoma 
Boston Phila. New York 


S.S. KENTUCKIAN .......... Jam. 14 =... 2 oes Jan. 19 
ee EE 54 :0c:56-0ecc sce ‘gecweics Jan. 21 Jan. 26 
8.8. VIRGINIAN ............; Jan.28 =... 00 Feb. 2 
8.8. PENNSYLVANIAN ....... ....... Feb. 4 Feb. 9 


Sailings every Thursday from New York, every 
other Saturday from Boston and Philadelphia, 
and fortnightly from the Pacific Coast ports 


EUROPEAN SERVICE 


U. 8. Pacific Coast Ports to the Principal Ports of the United 
Kingdom and Continent—Direct Fort- 
nightly Sailings 





Joint Services with 
Hamburg-American Line 


To Hamburg 
NEW YORK TO HAMBURG 
le IN URE cing ceticaasenenwesnbenseeaceaseal Jan. 19 
nS REINO) a inicrdcebsidlohdiniesw: tials ip hiie.awis bree. erie ole OaSOWRE Jan. 26 
BiB. TROUT CARROERs o.csicccdiesévccccceccccsesees eb. 
8.8. (HANSA ....... ROS tay eeCiGe ee sen wah eweereCnnesed Feb. 9 
See TRIN CRAINTO on iis vin ves dc csbsdecsecvecseu’ Feb. 16 


*Carries third-class passengers. 
¢Cabin and third-class passengers 


LOADING PIER 86, NORTH RIVER 


PHILADELPHIA TO BREMEN AND HAMBURG 


S.S. THEMISTO (via Baltimore)................seceee. Jan. 21 
S.S. OREGONIAN (via Baltimore).................... Feb. 19 


BOSTON TO BREMEN AND HAMBURG 
S.S. CALLISTO (via Baltimore and Norfolk) 


is eee wie Feb. 8 
S.S. GEORGIAN (via Baltimore and Norfolk) -......... <0 1 
BALTIMORE TO BREMEN AND HAMBURG 
S.S. THEMISTO........ Daca ow sedcecign’ wveheengeeieewen Jan. 28 
S.8.. CALA rO (via Nerlellk) ...ccccccvcvcccscccocvocs Feb. 16 
SE IEE is; s0r0'5-6 10-4 clea uconemeeo eeaume mene ceaine Feb. 27 . 


NORFOLK AND NEWPORT NEWS TO BREMEN 
AND HAMBURG 
8.S. SUDBURY 


acl akan Sia wid Ake Ne Sema we eee Jan. 14 
EEE scien ne tcwcswenwdepeaedcseasaeeee ace Feb. 18 
NEW ORLEANS TO BREMEN AND HAMBURG 
BB, GAG so cece viiccccccscessead Early February 


Through bills of lading via Hamburg issued to all Scandinavian 
and Baltic Ports 


NEW YORK TO DUTCH EAST INDIES 


Penang, Belawan-Deli, Port Swettenham, Singapore, Batavia, 
Samarang, Soerabaya 
Ss re I 5h rsh ences ancenkls sete doeescsses Feb. 10 


Loading Pier 21, Pouch Terminal, Clifton, 8S. I. 


NEW YORK TO NORTH AFRICA, MALTA, 
EGYPT, LEVANT, RED SEA PORTS 
BG. TE CI oie vis'e ws osicatie csaewie ee Sieteede ele dele es Feb. 10 


Leading Pier 21, Pouch Terminal, Clifton, 8S. L 








General Offices: 39 BROADWAY, New York 
Telephone WHITEHALL 1020 
WESTERN FREIGHT OFFICE 
Chicago, 327 South LaSalle Street Phone Wabash 4891 


BRANCH OFFICES 
Boston, 40 Central Street 
Philadelphia, Bourse Bldg. Phone Lombard 7050 
Pittsburgh, Oliver Bldg. Phone Grant 7431-2 
GENERAL PACIFIC COAST AGENTS 
Williams, Dimond & Co., 310 Sansome St., San Francisce 


Phone Fort Hill 3084 
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| Personal Notes 
L ,G 





H. L. Carey has been appointed general freight agent and 
auditor for the Sabine & Neches Valley Railway of Deweyville, 
Tex. 

The Atlantic Coast Line has announced the following ap- 
pointments: E. P. Barbre, traveling freight agent, Albany, Ga.; 
A. M. Thomas, commercial agent, Jacksonville, Fla.; J. L. Moor- 
man, commercial agent, Orlando, Fla.; M. A. Speener, commer- 
cial agent, St. Petersburg, Fla. 

J. D. Prewett has been appointed commercial agent for the 
Seaboard Air Line at Oklahoma City, Okla. 

Robert E. Freer, attorney, formerly with Maxwell & Ramsey, 
has joined the law firm of Gusweiler, Fox, Freer, Lambert & 
Davies, with offices in Cincinnati. 

John C. Wills has been appointed general agent at San Fran- 
cisco for the following railroads: Atlantic & West Point, At- 
lantic Coast Line, Georgia Railroad, Louisville & Nashville, 
Louisville, Henderson & St. Louis, Western Railway of Alabama. 

Arthur J. Chouinard has resigned as traffic manager for the 
Wabash, Chester & Western Railroad, effective January 15, to 
take charge of the sales organization work of the Petroleum 
Motors Corporation, at Rockford, Ill. 

Arthur B, Smith has been appointed passenger traffic man- 
ager for the Northern Pacific at St. Paul, succeeding A. M. Cle- 
land, who has retired after 31 years of service with that railroad. 

C. W. Andrews has been appointed general agent for the 
Cc. B. & Q. at Indianapolis. E. E. Morris has been appointed 
commercial agent for the same road at Paducah, Ky. 

William King has been appointed freight claim agent at 
Boston for the fallowing transportation lines: New York, New 
Haven & Hartford Railroad, Central New England Railway, New 
England Steamship Company and the New Bedford, Martha’s 
Vineyard & Nantucket Steamboat Company. 

R. C. Hicks has been appointed traffic manager of the Georgia 
& Florida Railway, vice J. A, Streyer, who resigned to engage in 
other business. 

The Winston-Salem Southbound Railway has announced the 
following appointments: E. L. Franklin, general agent, Cincin- 
nati, succeeding C. H. Patterson, who resigned to accept other 
service; V. P. O’Reilly, commercial agent, Harrisburg, Pa.; J. G. 
Parnell, commercial agent, Tampa, Fla.; W. E. Gore, Jr., travel- 
ing freight agent, Jacksonville, Fla. 


DOINGS OF THE TRAFFIC CLUBS 


The annual meeting and informal dinner of the Traffic Club 
of Oklahoma City was held at the Chamber of Commerce, De- 
cember 12, 1921, the following being the speakers: R. D. Wil- 
liams, assistant general freight agent, M. K. & T., St. Louis; 
M. D. Green, general counsel, M. K. & T., Muskogee, and A. M. 
Crawford, division passenger agent, Southern Railway. Officers 
were elected as follows: President, Harvey Allen, district freight 
agent, M. K. & T.; vice-presidents, H. E. Larsen, commercial 
agent, Southern Railway; M. C. Burton, district freight agent, 
Santa Fe Railway; secretary, 8. E. Golderman, agent, Ft. Smith 
& Western; treasurer, C. P. Bradley, traveling passenger agent, 
Rock Island Railway. 





The annual meeting of the York, Pennsylvania, Traffic Club, 
will be held at the Colonial Hotel, January 19. The program has 
not as yet been announced. The following officers were elected 
at a meeting, held in the assembly room of the Manufacturers’ 
Association, January 12: President, W. J. Wisner, traffic man- 
ager, American Chain Company; vice-presidents, F. E. Weaver, 
assistant traffic manager, York Manufacturing Co.; E. M. S&S. 
Reynolds, traffic manager, D. F. Stauffer Biscuit Co.; W. A. 
Schroll, traffic manager, A. B. Farquhar Co., Ltd.; secretary, J. 
F. Baird; treasurer, J. 'W. Duke: board of governors, W. L. Rupp, 
traffic manager, Weaver Piano Co., Inc.; C. E. Edwards, freight 
agent, Western Maryland Railway; J. R. Gladfelter, traffic man- 
ager, Martin Parry Corp.: E. J. Sinclair. agent. Pennsy!vania Rail- 
road; R. H. Immel, traffic manager, York Chemical Works; W. 
L. Mann, general manager, York Haven Water & Power Co.; W. 
B. Liggitt, assistant secretary, York Manufacturers’ Association. 





Edward C. Plummer, member of the United States Shipping 
Board, at the request of the export group of the M. & J. Associa- 
tion of the Columbus, Ohio, Chamber of Commerce, will address 
its open forum meeting in Columbus, January 20. 





W. H. McGuffey, assistant to the vice-president of the South- 
ern Railway, spoke on “Freight Rates” at the meeting of the Cin- 
cinnati Chamber of Commerce and Merchants’ Exchange, Janu- 
ary 10. A nominating committee was appointed to present can- 
didates for officers to be voted on at the February meeting. 





John N. Cole, commissioner, department of public works of 
Massachusetts, spoke at the January meeting of the Traffic Club 
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of New England, held at the Hotel Somerset, January 13. Com- 
mittees were appointed with the following chairmen: Publicity, 
Charles A. Anderson; membership, Walton O. Wright; enter- 
gee omen John P. Hach; finance, A. E. Allen; auditing, Charles 
H. Conant. 





Governor Henry J. Allen of Kansas spoke on “The Kansas 
Industrial Law” at the annual dinner of the Traffic Club of Kan- 
sas City, held at the club rooms, January 10. R. M. Calkins, vice- 
president of the Chicago, Milwaukee & St. Paul Railway, spoke 
on “The Interest of the American Railroads in Commerce, both 
Domestic and Foreign.” 





The bi-monthly meeting of the Traffic Club of Cleveland was 
held at the Hotel Cleveland, January 9. Mrs. Lucia Montague 
Clinard, psycho-analyst, welfare director for the Bethlehem Steel 
Company, was the speaker. A motion picture entitled “Freight 
Claim Prevention” was shown. The annual dinner of the club 
will be held February 15. 





The following are the new officers of the Traffic Club of 
Memphis: President, B. H. Wallace, manager, Patterson Trans- 
fer Company; vice-presidents, A. Bennett, traffic manager, 
Jerome Fentress Cotton Company, C. Bourne, Jr., assistant gen- 
eral freight agent, Missouri Pacific Railroad; treasurer, W. B. 
Ryan, assistant general freight agent, Illinois Central Railroad; 
secretary, L. E. McKnight, traffic manager, Memphis Terminal 
Corporation. Directors, H. V. Fleming, traffic manager, New- 
burger Cotton Company; S. L, Oliver, agent, Frisco Railroad; 
J. M. Beley, president, J. M. Beley Cotton Company; A. M. Craw- 
ford, division passenger agent, Southern Railroad; W. S. Nun- 
nery, division freight agent, Nickel Plate Railroad; W. J. Pres- 
cott, vice-president, Memphis Coal Company. 





The Portland, Ore., Industrial Traffic Club has made rapid 
progress since its organization seven months ago. It now has 
forty members. The following officers were elected at the an- 
nual meeting, January 4: President, W. H. Sainsbury; vice- 
president, F, G. Donaldson; secretary, F. P. Kensinger; treasurer, 
F. A. Baker; directors, J. L. McConnell, W. O. Rogers, R. C. 
Long, F. L. Miller and T. H. Spencer. 





A lecture on Yellowstone Park and the Rocky Mountain dis- 
trict was given by Joseph Muller, of the bureau of service of 
the Union Pacific and the Chicago & North Western lines, at 
the annual meeting of the Traffic Club of Erie, held at the Law- 
rence Hotel, January 9. The following officers were elected: 
President, J. D. Sterrett; vice-president, Parke Herrick; treas- 
urer, Harry W. Amerling; secretary, M. W. Eismann. 





Governor Henry J. Allen of Kansas and George M. Barnard, 
attorney, of Indianapolis, will be the speakers at the fifteenth 
annual dinner of the Traffic Club of Chicago, to be held at the 
Hotel LaSalle, January 24. George A. Blair, general traffic 
manager, Wilson & Co., Chicago, will be toastmaster. 





G. W. Luce, freight traffic manager of the Southern Pacific, 
spoke on “General Traffic Conditions” at the January meeting 
of the Pacific Traffic. Association, held at the Chamber of Com- 
merce, San Francisco, January 10. L. M. King, office engineer 
for the Board of State Harbor Commissioners, gave an illus- 
trated historical lecture on the development of the harbor of 
San Franciso. 





At the annual meeting of the Transportation Club of Flint, 
Mich., held January 12, the following officers were selected: 
President, F. A. McHale; vice-president, L. F. Burckart; secre- 
tary, Paul Heyer; treasurer, J. E. Clark; board of directors, 
E. F. Bilo, John S. Gibson, F. J. Shepner and V. A. Rogers. The 
annual banquet of the club will be held at the Durant Hotel, 
January 19. 


NET TON MILE STATISTICS 


The Commission has issued a chart showing revenue net 
ton-miles of Class 1, 2 and 3 roads from 1890 to 1921, the total 
for 1921 being estimated on the basis of returns for nine 
months. The estimate for 1921 is 313,300,000,000 net ton-miles, 
which is the lowest number of net ton-miles in any year since 
1915 when it was 277,100,000,000. The chart shows there was 
a steady increase in net ton-miles from 1890 to 1915 when the 
world war period caused a big jump, rising to 408,800,000,000 
net ton-miles in 1918. In 1919 the net ton-miles dropped to 
367,200,000,000, and in 1920 they jumped to 413,700,000,000, the 
highest in the history of the roads. The estimate for 1921-— 
313,300,000,000—shows a drop of over 100,000,000,000 net ton- 
miles. The chart shows that on the basis of pre-war data, the 
railroads will not reach the record made in 1920 until 1928-29. 
That is, if the ton-miles, regardless of the performance in the 
war years, follow the trend up to the war years, the ton-miles, 
the chart shows, will not cross the 400,000,000,000 mark until 
the beginning of 1927, and will fall just below 425,000,000,000 
at the end of 1930. 
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POSITIONS WANTED OR OPEN 


GOOD TRAFFIC MEN ARE MORE THAN EVER IN DEMAND 
and THE TRAFFIC WORLD is the logical medium for getting the 
men and the positions in touch with each other. The rates for 
classified advertisements are as follows: First insertion, $1.00 per 
line, minimum charge, $3.00; succeeding insertions, per line, 50c; 10 
words to the line; numbers and abbreviations counted as words; 
6 point type; payable in advance. Answers to keyed advertisements 
forwardded free and all correspondence held in strict confidence. The 
TRAFFIC WORLD, 418 South Market Street, Chicago, Ill 








POSITION WANTED—Traffic Manager or assistant, by young 
married man, now Traffic Manager and Assistant Purchasing Agent 
for largest shipper in southwestern Michigan. Must locate in Chicago 
or western suburb soon. Address R. E. G., Traffic World, Chicago. 





FOR SALE—Traffic Bureau—Spare-time creation; good paying 
accounts; rigid investigation; $800 cash takes all. Address H. I: T. 
111, care Traffic World, Chicago. 


THE DAILY TRAFFIC WORLD is always sent 
as first-class mail (except to subscribers in the Chicage 
loop). thus insuring prompt and regular delivery. 


Acquire an Expert Knowledge of 
TRAFFIC MANAGEMENT 


Would you be able to save more money in shipping ?— to reap 
greater benefit from the interstate commerce apn 
handle more advantageously the problems that come up 
domestic and foreign traffic? Then investigate the LaSalle Pro! 
Method of home-study in Interstate Commerce and mone 
Railway Traffic mnagenent. Find out how this aor can assist 
you to better a ledge of traffic management by giving you 
the paeng 7 of more than 70 of America’s well  & ~~ 


ties and traffic ee h ssees talog and 
low cost monthly pa parties 


LaSALLE EXTENSION UNIVERSITY 
' Department 195-T CHICAGO, ILLINOIS 
The Largest Business Training Institution in the Werld 









Reduce Damage Claims 


by nailing your boxes and crates right. Use nails of the 

right size, spaced to suit the kind and thickness of wood 

used. Our pamphlet on nailing tells you how. It is free. 
Write for it. 


National Association of Box Manufacturers 
1553 Conway Building, Chicago 


TIME LOCKS 


offer the safest mechanical security, but 
greater security is rightly placed in the 
strong character and established repu- 
tation of a business. 


Our integrity cannot be tampered with. 


MERCHANDISE STORAGE CO., INC. 


FOURTH AVE. AND SIXTH STREET BROOKLYN, N. Y. 















Whatever 
Your Question 


Be it the pronunciation of Bolsheviki or soviet, the 
spelling of a puzzling word—the meaning of blighty, 
fourth arm, etc., this Supreme Authority— 


WEBSTER’S 
NEW INTERNATIONAL DICTIONARY 


contains an accurate, final answer. 400,000 Words, 2700 Pages. 
6000 Illustrations. Regular and India-Paper Editions. 


G. & C. Merriam Co., Springfield, Mass. 


Write fcr specimen pages, prices, etc., and FREE Pocket Maps if you 
name Traffic World. 


THE TRAFFIC WORLD 











“Ship by Water’ 


PROMPT, REGULAR SERVICE VIA 


ILLIAMS LINE 


BETWEEN 


New York, Philadelphia, Baltimore 

























Los Angeles, San Francisco 


Portland, Astoria, 
Seattle and Tacoma 


Thru bills of lading issued to San Diego, Oakland, Stockton and 
Sacramento, California; Hawaiian and Far East Ports; 
Grays Harbor and Puget Sound, Wash. 


For Rates, Dates of Sailing and other information apply to 


WILLIAMS STEAMSHIP CO., Inc. 
15 Moore Street, New York 


Telephone, Bowling Green 7394 
Baltimore, Md. Philadelphia, Pa. Pittsburgh, Pa. 
39 South Street Drexel Building Oliver Building 


And at our Branch Offices in Los Angeles, San Francisco, 
Portland, Seattle and Tacoma 





Loose-Leaf Traffic Law Service 


on the 
Federal Regulation of Interstate Commerce and Common Carriers 


65 CHAPTERS embracing eee ee ae gg ge dl pg JURISDICTION. 
Each chapter aoe oa — SUBJECT - MATTER — INDEX — TABLE OF CASES 


SYNOPSIS AND SCOPE OF LOOSE-LEAF TRAFFIC LAW SERVICE 


iaf> the tntersat and For: 







Commerse of tho United, Staten. 




























Between Carriers ———Pooling Contracts and Agresments—Cos- 

te, Carriers ———“Reports of Carriers to the Interstate, Commerce Com d 

ane ——E Tarits or Rate Schedtles Federal Antitrust 

Cy a ee et eee ~* “\aterstate Commerce Act.———Practies and Procedure 
Setore the ‘interstate Commerce Commision, cluding Forms of Pleadings. ———CivitProcesdiage tn the ‘Courts ————Steapiag-Dar Companies ————Fiee Linen. 
Unica Staty Raltrens Adelson Fedora Wt Common tarrler-——Gtate Resolation of teterstate Commons and. Common Gariers-——Ssitesy Visasees 





—Guarantesé Return on Raltway Property. 





The binder never contains obsolete matter 





Traffic Law Service consists of three important component parts: 


(1) A loose-leaf work of living transportation law, always 
up-to-date. 

(2) The service of keeping the loose-leaf work current by 
amendatory and supplementary pages to meet the con- 
stant changes in and development of the subject. 

(3) Expert Consultation Services, which include the rendering 

of opinions on all matters within the limits of the subject. 







Prices and Terme 


PLAN 1: The logse-leaf work and the service of keeping the same 
current for one year by amendments and supplements, at a price of 
$100 less 5% for cash, or else an initial payment of $10 and the bal- 
ance at $7.50 per month. Renewal cost after first year, $25 per 
annum, optional with subscriber. 






PLAN 2: The loose-leaf work and the continuation service as set 
forth in Plan 1, together with Consultation Privileges for one year, 
at a price of $150 less 5% for cash, or else an initial payment of $25 
and the balance at $10 per month. Renewal cost after first year, $50 
per annum, optional with subscriber. 












Sise of page, 7 3-4 x 10 3-¢ in. 
Russia leather binder. Steel expansion posts. 















LOOSE-LEAF TRAFFIC LAW SERVICE will be forwarded for examination and eco a without obligation whatsoever. An 
examination of this work, Ray lly a gps of such chapters as ‘‘Limitation of Carrier’s Liability,” “Freight 
Rates t Tariff ffs or Rate Schedules,” ‘‘Long-and-Short-Haul Clause,” etc., will you the 
best opportunity to aie 7 the value of this Service. 








Transportation law is distributed throughout thousands of volumes of decisions of the Interstate Commerce Commission and 
piace and State Courts. x working |i omy on this subject costs thousands = le ent eee with the great cost of main- 
TRAFFIC LAW VICE is only compact, comprehensive. on this subject wherein 


the Eetaw on every colgaaarl is viily acl ins an authoritative manner. 




















TRAFFIC LAW SERVICE ro each case from its inception before the Interstate Commerce Commission, ot trial Court, to 
its disposition by the United States Supreme Court, or other appellate authority. 





The merits of TRAFFIC LAW SERVICE stand proved. It is the southacky for the law governing all transportation problems. 
Daily access to- FFIC LAW mag ing guid prove of material assistance in the adjustment of rate, claim, and reparation 
matters at a saving of time, labor, 


TRAFFIC LAW SERVICE CORPORATION, ©.2‘iS sic scex: CHICAGO, ILL. 


Write at once for FREE DESCRIPTIVE LITERATURE, using firm letter-head 






































































































































PAYMENTS TO CARRIERS 


The Trafic World Washington Bureau 


The Railroad Administration this week issued a statement 
showing a complete list of railroads with which final settlements 
for the period of federal control were concluded up to December 
31, re, It shows total payments of $138,050,980.24 to 172 rail- 
roads. 

Railroads which made payments to the government in final 
settlement and the amount paid in each instance were as fol- 
lows: Ann Arbor, $600,000; Chicago, Milwaukee & St. Paul, 
$6,250,000; Gulf, Mobile & Northern and Meridian & Memphis, 
$100,000; Richmond Terminal Railway, $17,157.42, and the Union 
Freight Railroad Company, $8,750. 


The statement showing payments by the Railroad Adminis- 
tration to the railroads follows: 





Abilene & Southern Railway Company.................. $ 150,000.00 
Akron Union Passenger Depot Company................. 14,000.00 
Alabama Great Southern Railroad Company........... _ 1,530,000.00 
Albany Passenger Terminal Company..................-- 5,679.12 
MEOES Ge MOUCNCIA TaIORG. 6 ov ccccticcccvccéccscceccceeces 385,000.00 
Arkansas & Memphis Railway Bridge & Terminal Co.... 90,000.00 
Asheville & Craggy Mountain Railway Co................ 5,500.00 
Atlantic Coast Line Railroad Company................... 5,500,000.00 
Atlantic & Yadkin Railway Company..................... 120,000.00 
Baltimore Steam Packet Company............ccsscececes 820,000.00 
Bangor & Aroostook Railway Company...............00. 575,000.00 
Belt Railway Company of Chicago............ccceceeees 140,000.00 
Bennettsville & Cheraw Railway Company............... 29,500.00 
‘Bessemer & Lake Erie Railroad..............ccccccecsecs 3,050,000.00 
Birmingham & Northwestern Railway Co.............. 10,000.00 
RIOGLON  “TOFIAMNl . CUMABOIET oc. cccdeledcicsdcceacecccccseuceée 95,364.15 
Buffalo, Rochester & Pittsburgh Railway Company...... 1,000,000.00 
Cambria & Indiana Railroad Company.................- 70,000.00 
Carolina, Clinchfield & Ohio Railway..............cseeee- 550,000.00 
Carolina & Northeastern Railroad Co..............eeceeee 15,000.00 
Carolina & Tennessee Southern Railway Co.............. 5,000.00 
Cmrieston Terminal COMPARY 60. ciccccccccccccccccccecs 90,000.00 
MCROSCMMOORR BIRGIOM COMIDEMY 2... ccc ccc cccccccccccecs 19,623.81 
Chesapeake Steamship Company ............ccccccccccce 62,303.46 
UNCLE NE OMI - Grote Wat att: baler aldvectrh ers: pdr’ ove’ 6 ole: scarp @'o-dre-s 1,000.00 
Chicago, Burlington & Quincy Railroad.................. 8,000,000.00 
Chicago & Eastern Illinois Railroad.................-.e0. 3,000,000.00 
Chicago Junction Railway Company .................0:: 380,000.00 
Chicago, Milwaukee & Gary Railroad Company........... 200,000.00 
Chicago, New York & Boston Refrigerator Co............ 375,000.00 
Chicago & North Western Railway Co.................. 6,500,000.00 
Chicago River & Indiana Railroad Co.................000- 45,000.00 
Chicago, St. Paul, Minneapolis & Omaha Railway Co..... 1,200,000.00 
Chicago, Terre Haute & Southeastern Ry. Co............ 35,000.00 
Chicago & Western Indiana Railroad Company........... 450,000.00 
Cincinnati, Indianapolis & Western Railway Co.......... 400,000.00 
Clinton & Oklahoma Western Railway Co............... 75,000.00 
Clyde & Mallory Steamship Company..................... 162,224.43 
Colorado & Southern Railway Company................. 1,775,000.00 
Copper Range Railroad Company ......ccccccccccccccscccs 130,000.00 
Cumberland & Pennsylvania Railroad Co................. 550,000.00 
Danville & Western Railway Co......c.ccccccecccvccceccs 260,000.00 
Delaware, Lackawanna & Western Railroad Co.......... 5,000,000.00 
Denison & Pacific Suburban Railway Co.................. 13,000.00 
Denver & Rio Grande Railroad Co..........ccccccccececs 800,000.00 
Denver Union Terminal Railway Co..............ceecees 12,500.00 
EPOG DEOIMOR "TOTMIING! COMPANY ..cccccccccccccccccevceece 15,500.00 
BIOS TEGeOe URI TOUWEY COs. ccccccccecccccccceacecre 330,000.00 
DOCUGSG Ge TERGRINAS ROUWAY CO..e cccccccccccvccccesieeess 105,000.00 
Duluth & Iron Range Railroad Company, The........... 4,866,000.00 
Duluth, Missabe & Northern Railway Co................. 8,525,000.00 
Duluth Union Depot & Transfer Co., The.:............... 21,000.00 
Durham Union Station Company ...............cceeecees 2,190.57 
ES CU DROS 50's awd:4.6.0:0.0'6 occ oo SBiagiarnecauee 250,000.00 
Elgin, Joliet & Eastern Railway Co..............ccccccces 3,700,000.00 
El Paso & Southwestern Company................eeececs 400,000.00 
Ee Paso Union Passenger Depot... .....ccccccccsivccccccecs 5,665.86 
Escanaba & Lake Superior Railroad Co.................. 140,000.00 
Svansville & Indianapolis Railroad Co.................... 235,000.00 
Fairchild & Northeastern Railway Co................... 10,000.00 
Farmers’ Grain & Shipping Company................e000. 25,000.00 
Fort Dodge, Des Moines & Southern Railroad Co........ 300,000.00 
OEE, TOO EE SIRE BOS Ce 6.66.6 6.06 60:6 o-0.0:0:6-0.0ie el gesselewe 75,000.00 
Fort Worth & Denver City Railway Co....... ee suo ece eis 725,000.00 
Fort Worth Union Passenger Station Co................. 4,529.13 
CRUE UOUOND WRUET COMED oc ccic cece ccccteendcevecec stance 85,000.00 
Goldsboro Union Station Company ..............ccceccees 167.13 
Great WOTthern Rallway COMPANY « «.ooccc ccc geccssseccecss 6,500,000.00 
Green Bay & Western Railroad Co... .......scccsccccccces 400,000.00 
sulf Coast Lines (New Orleans, Texas & Mexico Ry.).... 800,000.00 
eB a re ee ee 9,426.33 
Gulf, Texas & Western Railway Company............... 40,000.00 
ee eee 24,500.00 
High Point, Randleman, Ashboro & Southern RR........ 25,000.00 
Hudson & Manhattan Railroad Co........ccccecsccsccvcece 750,000.00 
DUUOOGO TUTE COMO 6c i6occcinc cece cwcccceccacetes 60,000.00 
tOowe, Transter Rallway COMPANY ..c.ccccccccccseccccesecs 7,200.00 
ee I ED oo. i'n, v Wasanw 6 ore 0.06 16 gid he kd 9.e-nerieraiecwe ie 290,000.00 
CREE CPPUIEE, UOTE COMIIRINY 6.6.0.6. 0ciacieccoveccccuscecwoess 2,306.60 
Kansas City, Mexico & Orient Railroad Co............... 250,000.00 
Lackawanna & Montrose Railroad Co...............ceees 4,000.00 
Lake Superior & Ishpeming Railway Co.................. 140,000.00 
Leavenworth Depot & Railroad Co............cccccccecs 10,500.00 
Lehigh & Hudson River Railway Co.................e0:. 225,000.00 
Los Angeles & Salt Lake Railroad Co.................0: 800,000.00 
Louisiana & Arkansas, Railway Co..............csessscece 200,000.00 
Louisiana & Mississippi Railroad Transfer Co............ 33,231.81 
Leuimiana Geuthern Hallway CO. .....ccccccccccccccsccccs 90,000.00 
Louisville & Wadley Railroad Co................ccceceees 3,175.00 
PO, REIEM CNIN ono occ tigie wawecic cocsececccecees 71,362.94 
Manistique & Lake Superior Railroad Co................. 50,000.00 
Marquette & Bessemer Dock & Navigation Co........... 60,000.00 
Marsh Refrigerator Service Company.................... 21,000.00 
Merchants & Miners Trans. Company...............eeeee 600,000.00 
s PEOUEGNNND- SORURINGL- COMBO oo s6 ck iicerivorivcrcvecceveses 701.50 
I I, FOGMIDOG GOR. 6k nit 50:0 ie 4:6 hin 0050 dic 00-6 div 3015500: 550,000.00 
Mineral Range Railroad Company .............scccceeces 140,000.00 
Minneapolis Eastern Railway Company .................. 55,000.00 
Minnesota & International Railway Company............. 340,000.00 
PEMSGeNEIe COMUTAL FRBUTOAd CO... cc cccccccvcccesevccece 220,000.00 
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Missouri & Illinois Bridge & Belt Railroad Co............ 13,559.43 
Missouri Pacific Railroad Company ..........cceeescccee 9,000,000.00 
Mobile & Gnio Rallrond COMPANY... ccccccccccccsccccccs 700,000.00 
Munsing, Marquette & Southeastern Railway Company.. 90,000.00 
Nashville, Chattanooga & St. Louis Railway 700,000.00 
New Orleans Great Northern Railroad Co..............-- 190,000.00 
New York, Chicago & St. Louis Railroad Co 3,000,000.00 
New York Connecting Railroad Co. .......cicmesceswnrccceoes 1,395,000.00 
ee a err ere ere 64,861.00 
DIOU WOE, COBEOTIO .. WV ONCOID o6.0:0sciniee cccadieniccevieceviens 500,000.00 
North Charleston Terminal Co.............. aa ise ararocoun 20,020.87 
PIGUET POCIOS FRAWOT 2 CO. 6 .o.6cs cc pcpsecne rere goes oe pe 9,000,000.00 
Northwestern Pacific Railway Company.........--+seeeee 850,000.00 
Old Dominion Steamship Co. (Virginian Nav. Co. included) 900,000.00 
CHAGRREER TAUTOGE COMDGARY oo. cccsscccccceensasrenpoces 11,936.84 
Oregon Electric Railway Company ............ceeeseeeeee 90,000.00 
Ct RUIITE FAMINE 505.550 52 cacsecer sot cescscocuecee ves 100,000.00 
Peoria & Pekin Union Ratiway CO... cccccccccceccccesees 135,000.00 
Pare BERENS TRUTORE CO... osc cic sccccenccstccssseeces 750,000.00 
Philadelphia Belt Line Railroad Co...........seseeeseeees 2,931.03 
Pittsburgh & West Virginia Railway Company, The...... 720,000.00 
Port Bolivar Iron Ore Railway Company...........+.-ee0. 35,000.00 
CI I ooo 5.0.66 cece cinbitiemadecdeseeeietesedic 7,250,000.00 
Rapid City, Black Hills & Western Railroad Co......... 4,000.00 
Rio Grande Southern Railroad Co... ...ccccccccsccccscces 105,000.00 
Saint Joseph Belt Railway Co.......... ccc cccccccscceces 95,000.00 
Saint Joseph & Grand Island Railway Co............... 1,000,000.00 
Saint Louis National Stock Yards...............ceee- os ee 100,000.00 
Saint Louis-San Francisco Railway Co. and subsidiaries. 550,000.00 
Saint Paul Bridge & Terminal Railway Co............... 34,000.00 
Savannah Union Station Company ..........cencccccccee : 1.00 
ee RR EP SRE Cr tr a ee 14,403.47 
CE UES TINS CONMDGIT io. :66.b50 0:60 dejo ocls 0.50 0:0'e Tae ecie ce 98,546.92 
Southern Illinois & Missouri Bridge Company........... 40,240.10 
See TAMEY COMMER £6.55 oc oc ccc cdevev.s Ce erest Totes 6,000,000.00 
Beuthern SteamMahip COMPANY occ sc ccccccccsevcvciasccees 207,800.00 
Spokane, Portland & Seattle Railway Company.......... 1,600,000.00 
Susquehanna & New York Railroad Co..............eee- 42,000.00 
ee I CITRINE 6c ccc cesescctccicedtesecogueceoes 26,000.00 
PPS eee 100,000.00 
Trans-Mississippi Terminal Railroad Company.......... 55,000.00 
Ulster & Delaware Railroad Company, The............... 390,000.00 
Union Depot Company of Columbus, Ohio...............- 20,000.00 
Union Pacific Railroad Co. and subsidiaries 8,000,000.00 
Virginian Railroad Company, The ...........cceccececces 2,100,000.00 
Waupaca, Green Bay Railway Company............+.+0. 6,383.07 
Weatherford, Mineral Wells & Northwestern Ry. Co...... 36,000.00 
Western Pacific Railroad Company ...............cee0% 4,200,000.00 
West Side Belt RAUTOAG COMPANY ..0ccccciccccccccccccsces 1,080,000.00 
Wilmington Ratlway Bridge Co... .ccciccccccevwccwcs No cash payment 
WHOGGSIOGCE Gi FRIGCUOT FRGUEWRY oo oicike ic icc ce iieietsiccinns ete 19,000.00 
Wrishtsville & Teniilie Ratiroad Co. .....ccceccccsccscccs 22,500.00 
Fa REIN FS circa ds ave.evorovalacatterptexetaiacentin tS-aieiarninorenenes 115,000.00 
BU I | ois ebook Cine Sina owe sie Sere weenie ene Maes $137,867,335.57 
SHORT LINE RAILROADS. 

Bullfeoes -Golielad : Balvged Co. oo... cc icieciciicevecstecemese $ 12,000.00 
Dayton, Toledo & Chicago Railway Co........ccscscseccee 20,000.00 
Deerins Southwestern HRalway CO...00..cccveccccccsccvess 9,000.00 
Fourche River Valley & Indian Territory Railway Co.... 20,600.00 
Celt. ila & AIBA 6 sis wr eseresiwinsievsscccweweres 29,100.00 
Kentwood, Greensburg & Southwestern R. R. Co......... 17,000.00 
Lawndale Railway & Industrial Company................ 800.00 
eee ee Bo ee ere 2,350.00 
Eutnin, Hempnn! & Galt Ratiway Co.....ccwiescccesecsdes 8,700.00 
Middle Tennessee Railway Company .........cceccscccces 5,000.00 
New Mexico Central 2... ..eccessncccscccccccccsccvsrceeces 31,394.67 
Memperce @ TANG HANrOad CO. .0.c.c sc ctsiccsscecseeceteesee 6,000.00 
MUGEN SUIVGE TENET G0 oo 0 i cecirccsckisnsiee estes cone ee 11,700.00 
San Joaquin & Eastern ere ane eer 10,000.00 
Re a $ 183,644.67 
ee ee $138,050,980.24 


The payment of these claims on final settlement is largely 
made up of balance of compensation due, but includes all other 
disputed items as between the railroad companies and the Ad- 
ministration during the twenty-six months of federal control. 


SEALING OF PARCEL-POST PACKAGES 


Under a recent ruling of the Post Office Department, parcel 
post shipments may be sealed, providing a printed label is at- 
tached, giving permission to open the package if necessary, and 
containing a general description of the material inclosed. The 
order reads as follows: 


Paragraph 5, Section 469, 
amended to read as follows: . ; 

“5, Articles of merchandise or other articles embraced in mail of 
the fourth class, which are not in themselves unmailable (see Sections 
454, 472 and 480), when enclosed in sealed parcels bearing printed 
labels which show the nature of contents, and name of the manu- 
facturer, producer or shipper, and endorsed, ‘Postmaster: This parcel 
may be opened for postal inspection if necessary,’ or words to that 
effect, shall be accepted for mailing at the fourth class rates of 
postage.”’ ; 

See Section 460 as to penalty for inclosing matter of a higher 
class in that of a lower class and mailing same at a lower rate than 
would be required for such higher class. 

It will be noted that it is not required that the quantity of con- 
tents be indicated on the labels affixed to parcels sealed and mailed 
under the amended regulations, although this information may _ be 
shown if desired. In stating the character of contents on the labels 
a deserptive term of a general nature will suffice, such, for example, 
as ‘Cooking utensils,’’ ‘‘Confectionery,’’ ‘‘Food products,”’ ‘‘Hardware, 
‘“‘Wearing apparel,’’ etc. 

The following is suggested as a suitable form for a label: 


Contents: Manufactured Tobacco 
Postmaster—This parcel may be opened for postal inspec- 
tion if necessary. John Doe & Co., Smithville, N. Y. 
Proprietary articles of merchandise put up in fixed quantities in 
sealed parcels labeled in printing in the manner indicated in Aritcle 
56, page 15 of the July, 1921, Postal Guide. shall continue to be 
accepted for mailing at the fourth class rates of postage. 


Postal Laws and Regulations, is 
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AN ABSTRACT 


of Every New Freight 
and Express Tariff 
7 and of 
Every Supplement 
Filed With 


The Interstate Commerce 
Commission 


by carriers, subject to 
the act to regulate 
commerce, is printed in 


The TRAFFIC BULLETIN 


and, except in the case 
of short notice tariffs, 
it is printed 


At Least Twenty Days 


before the effective date 










The same plan is followed with 
Boat Line Tariffs filed with 


THE SHIPPING BOARD 


You can deal in futures on Freight 
and Express Rates by means of 
The Traffic Bulletin and with no 
chance to lose. 


Samples and complete information free 


The Traffic Service Corp’n 


418 South Market Street, CHICAGO, ILL. 


THE TRAFFIC WORLD 











REGULAR SERVICES 
FREIGHT and PASSENGER 















Between 
NEW YORK MONTREAL PHILADELPHIA 
BALTIMORE BOSTON PORTLAND, ME. 








STOWN BRISTOL 
YMOUTH GLASGOW 















LONDON HAVRE 
LONDONDERRY LIVERPOOL ROTTERDAM 
CHERBOURG so DANZIG 






Import and Export Freight Shipments Solicited 
COMPANY’S OFFICES, Cunard Building, CHICAGO 
S. W. Cor. Dearborn and Randolph Sts. Telephone Central 2050 


ley Sis 


Monthly Sailings to Princi Ports 
West Coast, South America—Direct Service 
Monthly Freight and Passenger Sailings 
Leeward and Windward Islands, Venezuela, Curacao 
and Colombian Ports 


Three week freight sailings 
Haitien, eer and Cuban South Side Ports 
- -} ~4 
04-12 Queen & Cresent B 


leans, La. 
New York Oftces 10 Hanover St. ~ aay Office! “ue Marquette Bidg. 
Cable A Te; “Orleanship’ 





























New Orleans & 





South American S.S. Co. 
INCORPORATED 











Pacific Mail Steamship Co. 


PASSENGER AND FREIGHT SERVICES 
SAN FRANCISCO-NEW YORK SERVICE 


Via Panama Canal and Havana 


Direct Passenger and Ly rote Sg Service between San Francisco, 
Los Angeles and New York 


Calling at Manzanillo, Mexico, San Jose de Guatemala, Acajutla and 
La Libertad, Salvador, Balboa and Cristobal, Canal Zone, 
avana, Baltimore and Norfolk 


S.S. Venezuela sails from New York February 8th 
S.S. Ecuador sails from San Francisco January 28th 
and approximately every 18 days thereafter 
All New York Sailings from Pier 33, Atlantic Terminal, Brooklyn 
PANAMA SERVICE 


San Francisco to Mexico, Central America and Canal Zone 
Sailings approximately every twenty-two days 


General Offices: 508 California Street, San Francisco 


10 Hanover Square, N. Y. Continental Building, Baltimore 
440 Sadhante National Bank Building, Los Angeles 


“The Sunshine Belt to the Orient” 


San Francisco to Honolulu, Yokohama, Kobe, Shanghai, 
Manila, Hongkong 
Passenger and freight sailings by new and luxurious U. S. Ship- 
ping Board 21, 100-ton displacement, 1714-knot, steamers: S. S. 
Golden State (January |4th); S.S. Empire State (February 
7th); S. S. Hoosier State (March 4th). 


MANILA-EAST INDIA SERVICE 


San Francisco direct to India, calling at Honolulu, Manila, 
ingapore, Colombo, Calcutta 
ee and Freight sailings by new and commodious U. S. 
om cam J Board steamers: S. S. Wolverine State (January 
); S. S. Creole State; S. S. Granite State. 


Through bills of lading issued to and from points beyond ports of call 










































































For rates and other information apply to any railroad or tourist agency, or to 


PACIFIC MAIL STEAMSHIP CO. 
508 California St., San Francisco 
10 Hanover uare, ’ Continental Building, Baltimore 
erchants National Bank Building, Los Angeles 
Managing Agents: U. S. Shipping Board 









LOADING OF REVENUE FREIGHT 


The Trafic World Washington Bureau 


Revenue freight loading by districts in the week ended 
December 24 and the corresponding week of 1920, as reported 
by the car service division of the American Railway Associa- 
tion, follows: 

Eastern district: Grain and grain products, 8,274 and 4,905; 
live stock, 2,305 and 2,682; coal, 33,528 and 49,112; coke, 1,587 
and 1,608; forest products, 4,491 and 5,623; ore, 1,221 and 1,253; 
merchandise, L. C. L., 57,873 and 41,689; miscellaneous, 53,561 
and 52,899; total, 1921, 162,844; 1920, 159,771; 1919, 167,094. 

Allegheny district: Grain and grain products, 2,611 and 
1,674; live stock, 2,351 and 2,787; coal, 38,522 and 52,390; coke, 
3,653 and 5,603; forest products, 2,542 and 2,883; ore, 2,037 and 
1,984; merchandise, L. C. L., 43,319 and 33,961; miscellaneous, 
41,933 and 43,865; total, 1921, 136,968; 1920, 145,147; 1919, 144,245. 

Pocahontas district: Grain and grain products, 185 and 79; 
live stock, 50 and 96; coal, 16,812 and 16,728; coke, 188 and 
585; forest products, 1,204 and 1,273; ore, 21 and 118; mer- 
chandise, L. C. L., 5,165 and 3,988; total, 1921, 26,295; 1920, 
24,746; 1919, 22,327. 

Southern district: Grain and grain products, 2,889 and 
2,348; live stock, 1,299 and 1,735; coal, 17,969 and 23,940; coke, 
243 and 717; forest products, 17,334 and 12,507; ore, 499 and 
1,640; merchandise, L. C. L., 36,060 and 28,921; miscellaneous, 
32,195 and 28,035; total, 1921, 108,668; 1920, 99,843; 1919, 106,618. 

Northwestern district: Grain and grain products, 9,334 and 
8,600; live stock, 6,919 and 5,303; coal, 7,172 and 8,099; coke, 967 
and 1,328; forest products, 9,322 and 7,711; ore, 336 and 949; 
merchandise, L. C. L., 23,746 and 20,624; miscellaneous, 21,068 
and 19,883; total, 1921, 78,882; 1920, 72,497; 1919, 87,337. 


Central Western district: Grain and grain products, 9,770 
and 8,611; live stock, 8,354 and 6,907; coal, 18,223 and 22,737; 
coke, 240 and 315; forest products, 4,137 and 3,448; ore, 710 
and 2,182; merchandise, L. C, L., 29.387 and 24,516; miscel- 
laneous, 27,039 and 27,618; total, 1921, 97,860; 1920, 96,334; 
1919, 105,995. 


Southwestern district: Grain and grain products, 3,726 and 
3,037; live stock, 1,680 and 1,108; coal, 3,626 and 5,181; coke, 
132 and 90; forest products, 6,488 and 5,065; ore, 665 and 468; 
merchandise, L. C. Ih, 15,379 and 13,040; miscellaneous, 22,714 
and 22,079; total, 1921, 54,410; 1920, 50,068; 1919, 51,168. 


Total, all roads: Grain and grain products, 36,793 and 29,- 
254; live stock, 22,958 and 20,618; coal, 135,852 and 178,187; 
coke, 7,140 and 10,246; forest products, 45,518 and 38,510; ore, 
5,489 and 8,594; merchandise, L. C. L., 210.929 and 166,739; 
miscellaneous, 201,248 and 196,258; total, 1921, 665,927; 1920, 
648,406; 1919, 684,784. 


The car service division of the American Railway Associa- 
tion has issued a number of charts depicting the trend of reve- 
nue freight loading, tons per car and net ton-miles a month, 
for the years 1919, 1920, and 1921, and showing the monthly 
variation from the average. In commenting on the charts, the 
division said: 


The revenue freight loading and the net ton miles as items 
more directly reflect business conditions, naturally show far greater 
variations from the three-year average than is shown in the tons 
loaded per car. The monthly freight loading and the monthly net 
ton miles show clearly the effect of the business depression in 
the first half of 1919 and the subsequent rapid improvement until 
the advent of the bituminous coal miner’s strike on November 1 of 
that year. This naturally caused a marked downward trend and the 
improvement from the low point was fairly consistent except during 
April, 1920, which month reflected the most severe effects of the 
switchmen’s strikes of that year. 

The trend for the remainder of 1920 through October is an indi- 
cation of the remarkable prosperity of that year, while the great 
falling off beginning in November, 1920, illustrates the extent of 
the industrial depression that has now been with us for over a 
year. The climb in 1921 has been fairly consistent, but seemingly 
ended with the customary heavy business of October. 


The tons loaded per car, while not so direct a reflection of business - 


conditions, does, nevertheless, give some indication of the extent to which 
business practices adjust themselves to the requirements for trans- 
ortation. The great variations from the three-year average occurred 
n November and December, 1919, when bituminous coal traffic was 
at a very low point because of the miners’ strike, and in late 1920 
when coal and ore traffic were holding up very well despite the fact 
that business generally had already begun to decline. Other than at 
these two particular periods, the variations from the three-year 
average would seem to reflect the ability of agriculture and industry 
to make more effective and intensive use of available equipment 
when the necessity therefor was present because of car shortage, the 
converse being true in car surplus periods. 

The last diagram is a comparison of the bad order car situation 
during 1920 and 1921, the figures for the latter of these two years 
consistently running higher than the figures for 1920. Observe that 
the 1920 average very closely approximated the 7 per cent normal now 
accepted in determining the excess of bad order cars over what should 
normally be. The increase in the bad orders in 1921 should be read 
in the light of the fact that throughout that year there was at all times 
a surplus of all classes of equipment over and above day to day re- 
quirements. 


The lowest revenue freight loading on record was reported 
by the railroads to the car service division of the American Rail- 
way Association for the week ended December 31, the total num- 
ber of cars being 531,034, as against 602,368 and 612,741 in the 
corresponding weeks of 1920 and 1919, respectively. The next low- 
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est loading was reported in the week ended December 28, 1918, 
when it totaled 549,975 cars. 

The effect of the Christmas holiday is reflected in the loading 
of the week ended December 31, and that coupled with the 
expected seasonal depression in loading, accounts for the low 
level reached, 

As compared with the loadings of the preceding week, sub- 
stantial decreases were shown in the loading of all commodities, 
with the exception of live stock, which jumped from 22,958 cars 
in the week ended December 24 to 24,567 cars in the week 
ended December 31. 

Loading by districts in the week ended December 31, 1921, 
and in the corresponding week of 1920, was as follows: 

Eastern district: Grain and grain products, 5,842 and 


. 4,050; live stock, 2,545 and 2,793; coal, 24,681 and 46,710; coke, 


1,459 and 1,640; forest products, 3,881 and 5,167; ore, 970 and 984; 
merchandise, L. C. L., 47,804 and 36,924; miscellaneous, 42,804 
and 44,771; total, 1921, 129,936; 1920, 143,039; 1919, 148,811. 
Allegheny district: Grain and grain products, 2,112 and 
1,614; live stock, 2,379 and 3,207; coal, 29,874 and 50,931; coke, 
3,080 and 5,753; forest products, 2,015 and 2,460; ore, 1,896 and 
2,217; merchandise, L. C. L., 35,223 and 30,655; miscellaneous, 
33,811 and 39,671; total, 1921, 110,390; 1920, 136,508; 1919, 145,029. 
Pocahontas district: Grain and grain products, 133 and 78; 
live stock, 69 and 85; coal, 9,056 and 17,578; coke, 125 and 595; 
forest products, 740 and 1,133; ore, 23 and 29; merchandise, L. 
C. L., 3,843 and 3,761; miscellaneous, 1,895 and 1,570; total, 1921, 
15,844; 1920, 24,829; 1919, 24,764. H 
Southern district: Grain and grain products, 2,612 and 
2,365; live stock, 1,851 and 1,777; coal, 15,403 and 24,737; coke, 
323 and 729; forest products, 9,557 and 9,262; ore, 383 and 
1,760; merchandise, L. C. L., 27,321 and 25,914; miscellaneous, 
20,745 and 23,484; total, 1921, 78,195; 1920, 90,028; 1919, 86,465. 
Northwestern district: Grain and grain products, 7,701 and 
8,169; live stock, 7,573 and 6,763; coal, 6,847 and 6,323; coke, 
1,036 and 1,277; forest products, 7,157 and 6,199; ore, 271 and 
873; merchandise, L, C. L., 18,666 and 18,259; miscellaneous, 
18,936 and 18,673; total, 1921, 68,187; 1920, 66,536; 1919, 84,021. 
Central Western district: Grain and grain products, 8,620 
and 9,388; live stock, 8,522 and 7,883; coal, 16,770 and 21,370; 
coke, 234 and 242; forest products, 3,238 and 2,412; ore, 611 and 
1,953; merchandise, L. C. L., 24,616 and 22,414; miscellaneous, 
21,677 and 27,663; total, 1921, 84,288; 1920, 93,325; 1919, 84,289. 
Southwestern district: Grain and grain products, 3,055 and 
3,109; live stock, 1,628 and 1,367; coal, 35081 and 4,818; coke, 
167 and 50; forest products, 4,818 and 4,556; ore, 729 and 464; 
merchandise, L. C. L., 12,588 and 12,553; miscellaneous, 18,088 
and 21,186; total, 1921, 44,154; 1920, 48,103; 1919, 39,362. 
Total, all roads: Grain and grain products, 30,075 and 28,- 
773; live stock, 24,567 and 23,875; coal, 105,662 and 172,467; 
coke, 6,424 and 10,286; forest products, 31,406 and 31,189; ore, 
4,883 and 8,280; merchandise, L. C. L., 170,061 and 150,480; mis- 
cellaneous, 157,956 and 177,018; total, 1921, 531,034; 1920, 602,368; 
1919, 612,741. 


FREE EXPRESS SERVICE 


The Trafic World Washington Bureau 

The American Railway Express Company desires to issue 
franks for the free transportation of small parcels for its em- 
ployes. Therefore, the Commission has reopened docket No. 
4662, one of the old free service investigations, for further hear- 
ing at times and places to be hereafter indicated. 

In the application for hearing on the subject, H. S. Marx, 
attorney for the company, said the Commission had issued an 
order, dated July 15, 1918, forbidding the issuance of franks, 
without having held a hearing on the subject. Marx said that 
the old express companies, which went out of business June 30, 
1918, had asked for oral argument on the subject but, he had 
been advised, no such argument was ever held. He also said the 
new company had not been heard. He said the inability of the 
express company to perform free transportation for its members 
and to exchange franks with other common carriers constituted 
a hardship on the express company employes. They, like em- 
ployes of other common carriers, he said, regard free service of 
that kind as part of their emolument. The express company, he 
said, expected to show the Commission that the issuance of 
franks would be a reasonable practice, so that it would change 
its ruling and permit the performance of such services without 
charge. 


SOUTHERN PACIFIC-CENTRAL PACIFIC CASE. 

The United States Supreme Court has sent for reargument 
on March 13, No. 5, The United States of America, appellant, vs. 
Southern Pacific Company, et al., in which the government is 
seeking an order compelling the Southern Pacific to give up the 
Central Pacific. The case has been in the Supreme Court several 
years. The government lost in the lower courts in the case. 


We quickly procure information concerning matters 
in any department of the government in Washington 
for subscribers to THE DAILY TRAFFIC WORLD. 
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Customs House Brokers 


MEXICO 


BRENNAN & LEONARD 


Customs House Brokers, Forwarding 
and Clearing House Agents 


LAREDO, TEXAS 


Branches in all Principal Cities in the Republic of Mexico 


Originators of package car service to 
Mexico City. 


Operators of through package car 
service from St. Louis, Kansas City, Chi- 
cago and Dallas. 


Approximate time in transit from 
Laredo, Texas, to Mexico City, eight 
days. 


We are the connecting link between 
American railways and the Mexican rail- 
ways. 


Have banking arrangements making 
possible shipper’s order shipments to all 
points within the Republic of Mexico. 


Assume all pilferage risk of packages 
in our package cars south of the border. 


Our own warehouses in Laredo, Texas, 
and Mexico City. 


We have just completed a pamphlet in 
concrete form, giving complete data for 
the benefit of the American shipper in 
handling his business with the Republic 
of Mexico. This pamphlet will be mailed 
upon application. 


Now operating our own special trains 
throughout the Republic of Mexico 
and can assure prompt and efficient 
service throughout. 


HAL L. BRENNAN 
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Columbia Pacific Shipping Company 
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Regular Direct Freight Service Without Transhipment 
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Yokohama, Kobe, Shanghai, Tsingtao, Tientsin 
(Taku Bar), Chinwangtao, Dairen 


SS LAS VEGAS ....... an. 23. SS WEST NOMENTUM. Mar. 6 
SS EASTERN SAILOR . Feb. 13. SS WEST KADER ... Mar. 27 


Shanghai, Manila and Hongkong 
SS WEST KEATS . - Jan. 17 


SS VINITA ........ Feb. 17 
SS WEST CAYOTE .. . Mar. 17 


ALL AMERICAN FLAG A-1 STEEL STEAMERS 


Transhipment at Shanghai to American River Steamers 
for Hankow, A st Nanking and other open 
Yangtze River Ports 






































For information regarding Space, Rates, etc., apply to 


COLUMBIA PACIFIC SHIPPING CO., 44 Whitehall Street, 


New York City 


UNITED AMERICAN LINES, INC., 327 South La Salle Street, 


cago, Ill 


R. T. JOHNS & COMPANY, INC., Central Building g, 


Seattle, Washington 


COLUMBIA PACIFIC SHIPPING CO. 


GENERAL OFFICES 
509-522 Board of Trade Building, PORTLAND, OREGON 


WASTERN FREIGHT RATE 


issued for the benefit of shippers who 
want to know their Freight Rates with- 
out the high cost of maintaining a file 
of Railroad tariffs. 


Service that has satisfied the most 
exacting, for over Eleven Years. 


The only Publication of Freight Rates 
that covers both Class and Commodity 
Rates and makes reference to the tariffs 
from which the information is taken. 


A convenient record of rates issued in 
loose leaf form and served with a monthly 
distribution of revised pages covering 
changes. 

This service can be placed in your 
traffic or shipping department at a sub- 
scription cost of $24.00 per year. 


LET US SEND YOU SAMPLE PAGES 


W. J. HARTMAN, PUBLISHER 


732 FEDERAL ST.. CHICAGO, U.S. A. 






















































AUTOMATIC CONTROL DEVICES 


The Trafic World Washington Bureau 


Forty-nine railroads, under an order entered by the Com- 
mission in No. 13413, in the matter of automatic train-control 
g@evices, are required to show cause on or before March 15, 1922, 
why a report and order prescribing installation of automatic 
train-stop or train-control devices on or before July 1, 1924, should 
not be adopted and the order entered. 

Reviewing 14 years of investigation and study of the subject 
under mandate of Congress, the Commission said its investiga- 
tions had shown that automatic train control had long since 
passed the experimental stage. 

“The matter of cost is the basis upon which the carriers 
have raised objection to an order requiring the installation of 
automatic stop or train control devices,” the Commission says 
in its report. “Like objection has been made to the installation 
of all other safety devices which are now in use and which have 
long since demonstrated their practicability and necessity. This 
objection has been raised in prosperous as well as in non-pros- 
perous years. Yet the compensation from a financial standpoint 
which -will result from securing added safety in train operations 
should not be overlooked.” 

From 1909 to 1917, inclusive, the Commission said, head-on 

and rear-end collisions caused damages of over $19,000,000 to 
railroad property alone, and resulted in death to 2,454 persons 
and injury to 37,724. From January 1, 1918, to June 30, 1920, 
inclusive, such collisions caused damage to railroad property of 
over $7,000,000, and resulted in death to 635 persons and injury 
to 6,240, the Commission said, 
‘If to the large property loss there be added the death 
losses and the damages paid for persons injured the total rises 
to enormous figures,” it said. “If these vast sums which repre- 
sent total losses to the carriers had been expended in the in- 
stallation of block signal systems or automatic train-stop or 
train-control devices, many thousands of miles of railroads could 
have been equipped.” 


In its proposed order, the Commission said in conclusion: 

The railroads hereinafter designated which are required to install 
upon the designated portions of their roads, automatic train control 
deviees in accordance with our specifications and requirements, have 
been selected with regard to the measure of the risk of accident in 
connection with traffic conditions thereon. 

We have decided not to limit by our order the installation of 
these devices to roads or parts of roads already equipped with auto- 
matic block signals, because we have no desire to discourage efforts 
for automatically controlling trains without the aid of the fixed way- 
side signals. The statement, therefore, as to the primary function 
of automatic train-stop or train-control devices recognizes the possi- 
bility of establishing such a device without the use of automatic block 
signals in conjunction therewith. 


The following carriers by railroad subject to the interstate com- 
merce act are required to install on or before the first day of July, 
1924, an automatic train-stop or train-control device or devices which 
comply with the specifications and requirements set forth in the 
appendix hereto, such device to be applied to or operated in con- 
nection with all road engines running on or over: at least one full 
passenger locomotive division included in the part of each of such 
carrier’s main line between points designated: 

The Atchison, Topeka & Santa Fe Railway Company, between 
Chicago, Ill., and Newton, Kan. 

The Atlantic Coast Line Railroad Company, between Richmond, 
Va., and Charleston, S. C. : 

The Baltimore & Ohio Railroad Company, between Baltimore, Md., 
and Pittsburgh, Pa. 

The Boston & Albany Railroad Company, between Boston, Mass., 
and Albany, N. Y. 

The Boston & Maine Railroad Company, between Boston, Mass., 
and Portland, Me. 

The Buffalo, Rochester & Pittsburgh Railway, between Rochester, 
N. Y., and Butler, Pa. 

Central Railroad of New Jersey, between Jersey City, N. J., and 
Scranton, Pa. 

The Chesapeake & Ohio Railway Company, between Richmond, 
Va., and Clifton Forge, Va. 

The Chicago & Alton Railroad Company, between Chicago, IIL, 
and Springfield, Ill. 

The Chicago & Eastern Illinois Railroad Company, between Chi- 
cago, Ill., and Danville, Ill. 

The Chicago & Erie Railroad Company, between Chicago, IIll., and 
Salamanca, N. Y. i 

Chicago & Northwestern Railway Company, between Chicago, IIl., 
and Omaha, Neb. 

Chicago, Burlington & Quincy Railroad Company, between Chi- 
cago, Ill., and Omaha, Neb. 

Chicago, Indianapolis & Louisville Railway Company, between Chi- 
cago, Ill., and Louisville, Ky. 

hicago, Milwaukee & St. Paul Railway Company, between Chi- 
cago, Ill, and St. Paul, Minn. 

The Chicago, Rock Island & Pacific Railway Company, between 
Chicago, Ill., and Rock Island, Ill. 

Chicago, St. Paul, Minneapolis & Omaha. Railway Company, be- 
tween Minneapolis, Minn., and Omaha, Neb. 


The Cincinnati, New Orleans & Texas Pacific Railway Company, 


between Cincinnati, O., and Knoxville, Tenn. 

The Cleveland, Cincinnati, Chicago & St. Louis Railway Company, 
between Cleveland, O., and St. Louis, Mo. 

The Delaware & Hudson Company, between Wilkes-Barre, Pa., 
and Albany, N. Y. 

The Delaware, Lackawanna & Western Railroad Company, be- 
tween Hoboken, N. J., and Buffalo, N. Y. 
P A a ie Company, between Jersey City, N. J., and Buf- 
alo, N. Y. 

Galveston, Harrisburg & San Antonio Railway Company, between 
El Paso, Tex., and Houston, Tex. . 

The Great Northern Railway Company, between St. Paul, Minn., 
and Minot, N. D. 


Illinois Central Railrpad Company, between Chicago, IIl., and Mem- 
phis, Tenn. 
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The Kansas City Southern Railway Company, between Kansas 
ened Bo and Texarkana, Tex. 


high Valley Railroad Company, between Jersey City, N. J., and 
Buffalo, N. Y. 
The Long Island Railroad Company, between Jamaica, N. Y., and 
Montauk, N. Y. 
Louisville & Nashville Railroad Company, between Louisville, Ky., 
and Birmingham, Ala. : 
The Michigan Central Railroad Company, between Chicago, III, 


and Detroit, Mich. : 

Missouri Pacific Railroad Company, between St. Louis, Mo., and 
Kansas City, Mo. 

The New York Central Railroad Company, between Albany, N. Y., 
and Cleveland, O. 

The New York, Chicago & St. Louis Raitroad Company, between 
Chicago, Ill., and Cleveland, O. 

The New York, New Haven & Hartford Railroad Company, be- 
tween New York, N. Y., and Providence, R. I. 

Norfolk & Western Railroad Company, between Roanoke, Va., 
and Columbus, O. 

Northern Pacific Railway Company, between St. Paul, Minn., and 
Mandan, N. D. 

Oregon-Washington Railroad & Navigation Company, between 
Portland, Ore., and Pendleton, Ore. 

The Pennsylvania Railroad Company, between Philadelphia, Pa., 
and Pittsburgh, Pa. 

Pere Marquette Railway Company, between Grand Rapids, Mich., 
and Detroit, Mich. : ‘ 

Philadelphia & Reading Railway Company, between Philadelphia, 
Pa., and Harrisburg, Pa. 

The Pittsburgh & Lake Erie Railroad Company, between Pitts- 
burgh, Pa., and Youngstown, O. 

The Pittsburgh, Cincinnati, Chicago & St. Louis Railroad Com- 
pany, between Pittsburgh, Pa., and Indianapolis, Ind. 

Richmond, Fredericksburg & Potomac Railroad Company, between 
Washington, D. C., and Richmond, Va. 

St. Louis-San Francisco Railway Company, between St. Louis, 
Mo., and Springfield, Mo. 
c —_ Pacific Company, between Oakland and Sacramento, 

alif. 

Southern Railway Company, between Washington, D. C., and 
Atlanta, Ga. 

Union Pacific Railroad Company, between Omaha, Neb., and 
Cheyenne, Wyo. q 

West Jersey and Seashore Railroad Company, between Philadel- 
phia, Pa., and Atlantic City, N. J. 


Western Maryland Railway Company, between Baltimore and 
Cumberland, Md. 


EXCISE TAX HELD INVALID 


The Trafic World Washington Bureau 


A special excise tax, assessed against five railroad com- 
panies by the state of North Dakota, for the years 1918 and 1919, 
under the statute of that state, was held to be invalid by the 
United States Supreme Court, this week in No. 329, James C. 
Davis, Director General of Railroads, et al., appellate, vs. George 
Wallace, et al. The suit was brought by the Director General 
and the five railroad companies to enjoin the collection of the tax. 

Mr. Justice Van Devanter, who delivered the opinion of the 
court, said each of the five companies was subjected in the usual 
way to a full property tax on all of its property within the state, 
and that that tax was not in question, the suit relating only to 
the special excise tax. 


“The taxing officers,” said the Justice, “at first assessed the 
tax for the year 1918 against these companies, by using in its 
computation the mileage ratio prescribed in the second proviso 
of the statute; but this court held that the tax so assessed was 
an unwarranted interference with interstate commerce and a 
taking of property without due process of law. (Wallace vs. 
Hines, 253 U. S. 66.) Thereupon the taxing officers assessed the 
tax for that year, and also for 1919, by using in its computation 
the ratio specified in the last preceding clause of the statute— 
that is to say, a ratio fixed by contrasting the value of the com- 
pany’s railroad within the state with the value of its entire rail- 
road within and without the state.” 

The district court of the United States for the district of 
North Dakota dismissed the bill on its merits and the case was 
appealed to the supreme Court. Mr. Justice Van Devanter said: 


The first of the objections made to the tax is that it was 
assessed on a basis which the statute does not authorize or sanc- 
tion, of course, if this be so, the tax must fall, and the other 
objections need not be considered. The statute does not prescribe 
a single or unvarying basis whereon the tax shall be assessed, but 
designates several bases and defines the particular situation in 
which each shall be applied. Where the business of the corporation 
is wholly within the state, the tax is to be computed according to 
the “‘capital actually invested’? in the business. Where the busi- 
ness is partly within and partly without the state, the computation 
is to be based on a proportion of the company’s “entire stock and 
bond issues’? which is to be taken as representing the “investment 
within. the state.” But the proportion is to be determined by 
standards which vary materially. In one situation it is to conform 
to the ratio of the company’s business within the state to its 
total business, and in another to the ratio of the company’s property 
employed in its business within the state to its entire property em- 
ployed in its business wherever conducted. In the instance of the 
railroad companies and other public utility corporations having 
lines partly within and partly without the state, the statute spe- 
cifically provides that it shall conform to the ratio of the company’s 
mileage within the state to its entire mileage. This special provi- 
sion is embodied in a proviso or excepting clause, which comes ime- 
mediately after the clause relating to other corporations, and reads 
as follows: 

‘““* * * provided, that in the case of a railroad, telephone, tele- 
graph, car or freight-line, express company or other common carrier, 
or a gas, light, power or heating company, having lines that enter 
into, extend out of or cross the state, property within the state shall 
be held to mean that proportion of the entire property of such cor- 
poration engaged in such business which its mileage within the 
state bears to its entire mileage within and without the state.” 
This provision shows that the legislature intended by it to put 
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the corporations which its describes in a seperate class for the pur- 
pose of the tax, to require as to them that the tax be computed 
and assessed on the special basis there prescribed, and to exempt 
them from the bases applicable to other corporations. That inten- 
tion hardly could have been more clearly expressed. 

True, this provision was held in Wallace v. Hines, supra, to be 
in conflict with constitutional limitations and indefensible as respects 
the railroad companies now before us; but that does not make the 
provision any the less a key to the intention of the legislature, or 
enable the taxing officers to subject these corporations to other 
provisions from which the act as a whole shows the legislature in- 
tended to except them. 

Where an excepting provision in a statute is found unconstitu- 
tional, courts very generally hold that this does not work an enlarge- 
ment of the scope or operation of other provisions with which that 
provision was enacted and which it was intended to qualify or 
restrain. This reasoning on which the decisions proceed is illustrated 
in State ex rel. v. Dombaugh, 20 Ohio St. 167, 174. In dealing with a 
contention that a _ statute containing an unconstitutional proviso 
should be construed as if the remainder stood alone, the court there 
said: “This would be to mutilate the section and garble its 
meaning. The legislative intention must not be confounded with 
the power to carry that intention into effect. To refuse to give force 
and vitality to a provision of law is one thing, and to refuse to 
read it is a very different thing. It is a mere figure of speech that 
we say an unconstitutional provision of a statute is stricken out. 
For all the purposes of construction it is to be regarded as part of 
the act. The meaning of the legislature must be gathered from all 
they have said, as well as from that which is ineffectual for 
want of power as from that which is authorized by law.’’ 

Here the excepting provision was in the statute when it was 
enacted, and there can be no doubt that the legislature intended 
that the meaning of the other provisions should be taken as restricted 
accordingly. Only with that restricted meaning did they receive 
the legislative sanction which was essential to make them part of 
the statute law of the state; and no other authority is competent 
to give them a larger application. Had they been enacted without 
the excepting provision and had it been embodied in a subsequent 
amendatory act a different situation would be presented—one in 
which that provision would have no bearing on the meaning or scope 
of the others—because an existing statute cannot be recalled or 
restricted by anything short of a constitutional enactment. This 
was recognized in Truax v. Corrigan (December 19, 1921), where, 
when an amendatory exceptions proved unconstitutional, we held that 
the original statute stood wholly unaffected by it. 

From what has been said it follows that to sustain the tax in 
question we should have to hold that the taxing officers, on finding 
that it could not constitutionally be assessed on the basis it on 
another and different basis which the statute shows was not to be 
applied to corporations of the class to which these railroad com- 
panies belong. Of course we cannot so hold. . 

We are accordingly of the opinion that the first objection to 
the tax is well taken, and therefore that the tax is invalid and its 
collection should be enjoined. 


PULLMAN CO. BUYS CAR COMPANY = 


The Trafic World Washington Bureau 


The Pullman Company has been authorized by the Com- 
mission to issue 165,000 shares of capital stock of the par value 
of $100 each for the purpose of acquiring all the assets of the 
Haskell & Barker Car Company, Inc., the stock to be used in 
paying for the property in full. 

“We are of the opinion,” the Commission said, “that it was 
not necessary for the applicant to apply to us for permission 
to issue the securities covered by this report, but counsel for 
applicant think otherwise, and, since there is room for doubt 
concerning the matter, we have decided to assume jurisdiction in 
the premises.” 

Commissioner Eastman, dissenting, said: 


I agree with the majority that it was not necessary for applicant 
to come to us, but do not agree that we should assume jurisdiction. 
Applicant is in part a common carrier and in part a manufacturing 
corporation. In the latter capacity it proposes to acquire the plant of 
another manufacturing corporation. The transaction has nothing to 
do with the performance of applicant’s functions as a common car- 
rier, and we ought not to add to our burdens by passing upon it unless 
the law requires us to do so. Our view of the law justifies us in 
refusing to undertake the task. If applicant thinks this view incor- 
rect, there are means whereby it may be tested. 


The Pullman Company proposes to increase its authorized 
capital stock from $120,000,000 to $135,000,000 in order to carry 
out its agreement with the Haskell & Barker Company for ac- 
quisition of that company’s property. An investigation by the 
Pullman Company of the assets of the car company as of Sep- 
tember 30, 1921, showed the net book value of the property to 
be $16,908,528.05. Against this net value, the Commission said, 
there is a capital stock liability of $11,000,000, leaving a surplus 
of $5,908,528.05. No valuation was placed on the good will or 
earning capacity of the car company, it said. 

In its finding, the Commission said in part: 


Prices quoted on the New York Stock Exchange during the latter 
half of 1921 for the applicant’s stock ranged from 89% to 111%, and 
for the car company’s, from 50% to 82. Upon this basis, the 165,000 
shares of the applicant’s stock proposed to be exchanged would have 
been worth at the lower figure, $14,226,250, and at the higher, 
$18,356,250, while the total outstanding shares of the car company’s 
stock ranged in value from $11,110,000 to $18,040,000. On January 3, 
1922, the price of applicant’s stock ranged from 105%, to 107% and 
the car company’s from 76% to 78%. At the lower figures in both 
cases 165,000 shares of the applicant’s stock would be worth $17,448,750, 
and the total outstanding shares of the car company’s stock $16,802,500. 

It is represented that the car company’s assets have increased 
since the above date, due to the completion of certain orders at a 
material profit. The applicant will assume all liabilities of the car 
company existing at the time of the purchase, which it is stated will 
be substantially as shown above. 

Under the general corporation law of New York, stockholders of 
the car company not assenting to the sale may have their holdings 
appraised, whereupon the consenting stockholders may pay the 
appraisals and become vested of all interests of the stockholders whose 
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stock has been so appraised. In addition to the liabilities above 
mentioned, the applicant will assume and pay any excess of such 
appraisals over and above what can be realized from the shares of 
applicant’s stock which would be distributed to the owners of the 
appraised stock had they been consenting stockholders. . 

It is represented that the manufacturing plant of the car com- 
pany is so located that it can be used to advantage by the applicant 
in the manufacture of sleeping and parlor cars in which it performs 
a service to the public as a common carrier. 


The Commission said it considered a protest by C. E. Nash, 
of Los Angeles, that the consideration proposed to be paid for 
the assets of the car company was excessive, and would result 
in higher charges to the public by the applicant. No other-ob- 
jection was made. 


INTERLOCKING DIRECTORATES, ETC. 
The Trafic World Washington Bureau 


Officers of the Norfolk & Western Railway, Tug River & 
Kentucky Railroad, Williamson & Pond Creek Railroad, and 
other roads have been permitted to retain their positions with 
those and other lines; officers of the Georgia Southern & Florida 
Railway, Florida East Coast Railway, Gulf, Mobile & Northern 
Railroad and other lines have been authorized to retain their 
positions with those and other lines. 

The Commission has authorized officers of the El Paso & 
Northeastern Company, El Paso & Rock Island Railway, Great 
Northern Railway, Chicago, Burlington & Quincy Railroad, 
Northern Pacific Railway, El Paso & Southwestern Company 
and other lines to retain their positions; officers of the Flint 
River & Northeastern Railroad and Georgia Northern Railway 
to hold their positions; officers of the Ann Arbor Railroad, Man- 
istique & Lake Superior Railroad and Tennessee, Alabama & 
Georgia Railroad to hold their positions;. officers of the St. 
Joseph Terminal Railroad, Atchison, Topeka & Santa Fe Rail- 
way, Gulf, Colorado & Santa Fe Railway and other lines to 
retain their positions; officers of the Chicago, Peoria & St. Louis 
Railroad, Alton Terminal Railway, Peoria & Pekin Union Rail- 
way and other roads to retain their positions; officers of the 
Rock Island & Peoria Railway, Chicago, Rock Island & Gulf 
Railway, Belt Railway Company of Chicago and other lines to 
hold their positions; and officers of the Southern Railway Com- 
pany and subsidiaries to retain their positions with those and 
other companies. ; 

C. W. Michel has been permitted to retain the positions of 
director of the St. |Louis-San Francisco Railway, Birmingham 
Belt Railroad, Kansas City, Fort Scott & Memphis Railway and 
Kansas City, Memphis & Birmingham Railroad. 

The Commission has denied the application of J. Ogden Ar- 
mour to retain the positions of director in the Illinois Central 
and the Chicago, Milwaukee & St. Paul. The only reason given 
in the order is that “it has not been shown that neither public 
nor private interests would be adversely affected.” Mr. Armour 
a to select which of the two directorships he wishes to 
retain. 

W. Averell Harriman has been authorized to retain his 
directorships in the Union Pacific and certain subsidiaries, but 
he must choose between the Illinois Central and the Baltimore 
gy directorships, which he holds, and give up one or the 
other. 

Cornelius Vanderbilt has been authorized to retain the posi- 
tions of member of the board of managers and member of .the 
executive committee of the Delaware & Hudson, and the positions 
either of director of the Illinois Central and certain subsidiaries 
or of director of the Missouri Pacific. 

As to other officers of the Illinois Central and subsidiaries, 
the Commission approved the applications to hold more than 
one position. 

Officers of the Ludington & Northern Railway and the Ken- 
tucky & Tennessee Railway have been authorized to retain their 
positions with those roads. 

The Commission has permitted officers of the Kansas City 
Southern Railway, the Poteau Valley Railroad, and other lines 
to hold their positions with those and other lines; certain direc- 
tors of the Chicago, Milwaukee & St. Paul Railway and the 
Kansas City Southern Railway have also been permitted to re- 
tain their positions with those roads. 

Officers of the Black Mountain Railway, the Carolina, Clinch- 
field & Ohio Railway, Elkhorn Southern Railway and other 
roads have been authorized to retain their positions with those 
and other roads. 

Walter T. Rosen has been permitted to retain the positions 
of director and member of executive committee of the Macon, 
Dublin & Savannah Railroad, Kansas City Southern Railway, 
Carolina, Clinchfield & Ohio Railway and director and member 
of executive and finance committees of the Seaboard Air Line 
Railway. 

John G. Shedd has been authorized to hold the position of di- 
rector of the Baltimore & Ohio Railroad and the Chicago, Rock 
Island & Pacific Railroad. 


NORFOLK SOUTHERN LOAN 


The Norfolk Southern has applied to the Commission for 4 
loan of $1,000,000 to take up maturing obligations. 
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GALVESTON 
The Stone Forwarding Company 


220—2l1st Street 


Ocean Freight Brokers and Forwarding Agents 


Licensed Customs Brokers 






































Shipping agents attending to all details pertinent to the movement of export 
and import shipments. 


Ocean freight engaged and freight rates quoted on any and all steamers 
sailing from this port. 


A fully equipped department is maintained for the handling of custom 
house entries and clearances. 


An organization trained and experienced in the handling of shipments thru 
this port insuring a dependable and unsurpassed service. 


Write for a copy of our latest sailing schedule covering 
all sailings from Galveston, Texas City and Houston. 
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Let Us Handle Your Stocks of Merchandise for Distribution Throughout the 
South and Southwest. Concentrate Your Mexico Shipments at Galveston 


Complete 
Organization 






Modern 
Facilities 





Forwarding a 












Ee Clean and Well 
" Ventilated 


Warehouses 






Distribution ' 






Reinforced Concrete Warehouses. Eight compartments separated by 14-inch fire walls. A.D. T. Watchman Service. LOW INSURANCE RATES. 
The upper story of our warehouse, having approximately 200,000 sq. ft. floor space, is devoted entirely to the handling of merchandise distribution 
freight. It is 25 feet above normal tide, insuring you absolute safety from hazards of all kinds. 


COTTON CONCENTRATION COMPANY, Inc. ‘= &,¥i=¥; Misses, cALveston 


Members of the American Warehouseman’s Asseciation 
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PERFECT PACKAGE MONTH RESULTS 


Tabulations of the results of the perfect package campaign, 
put on by the American Railway Association and the American 
Railway Express Company last November, as contained in a re- 
port issued under date of January 12, show that in 1,294 cities and 
towns, 182,830 packages out of a total shipped of 20,239,097 in- 
volved errors in packing, marking and billing. The percentage 
of perfect packages was 99.10. 

Cities of between 5,000 and 10,000 population led, as a class, 
with a percentage of 99.40, and cities between 25,000 and 100,000 
made the poorest showing, with a percentage of 98.88. A re- 
capitulation showed the standing of the various classes of cities 
and towns to be as follows: 











FREIGHT. ‘ 
Number Number 
Group. Population. shipments. except ns. 
CEE CIEIOEY cccciccecciscccc ct eeueeeer Seueue 5,724,764 50,357 
PERE DONOUD ccc ce cds cew owners 25,000 to 100,000 1,946,605 30,726 
Se Beret rr re 10,000 to 25,000 1,098,041 16,324 
Ee Fee ee 5,000 to 10,000 338,155 2,761 
E (601 cities and towns)........ Under —_ 55,000 232,180 1,592 
Total (1,294 cities and towns)............ 9,339,745 *101,760 
EXPRESS. 

Number Number 
Group. Population. shipments. except’ns. 
OT EE Over 100,000 7,871,455 64,697 

OO arr 25,000 to 100,000 1,508,649 i 
ee) ee Cee eT 10,000 to 25,000 848,642 5,559 
reer ee ee 5,000 to 10,000 350,523 2,137 
-E (601 cities and towns)........ Under _ 5,000 320,083 1,746 
Total (1,294 cities and towns)............ 10,899,352 *81,070 

FREIGHT AND EXPRESS COMBINED. 
Number Number Per cent 
Group. Population. shipments. except’ns. perfect. 
ee eS) eee Over 100,000 13,596,219 115,054 99.15 
B (156 cities)....25,000 to 100,000 3,455,254 37,657 98.91 
C (254 cities)....10,000 to 25,000 1,946,683 21,883 98.88 
D (227 cities).... 5,000 to 10,000 688,678 4,898 99.29 
E (601 cities and 

ED veheuwenaanns Under 5,000 552,263 3,338 99.40 
Total (1,294 cities and towns) 20,239,097 *182,830 99.10 


The exceptions were divided among the various classes of er- 
rors as follows: 


Freight. Per ct. 

Number of errors dis- 

covered in bills of s 

lading or express re- 

reer 28.0 15,406 56. 
Number of errors dis- 

covered in marking 

Re eee 46,590 50.2 22,395 27.9 68,985 40.0 
Number of other de- 

fects discovered in 

packing or packages 20,168 21.8 12,329 15.4 32,497 19.0 


Expr’s. Per ct. Total. Per ct. 


~1 


71,371 41.0 

















MEE wctmennecenacs *92,723 100.0 *80,130 100.0 *173,853 100.0 
Percentage of shipments received without exception— 

No: csahccisish @ AER IME WOaW1e and dea: o:5 ay asalare erie a we diaeeigral«, o-0/a nik si Rareserk 98.91% 

EO EL er iaral van er Esa: ete wie K¥.0 didialalorae ove) aevavereteteier 99.26% 

Pr@ignt Gnd CEPTERS COMBINE. ..0..oocc cc cccccccccccccccsces 99.10% 


*Totals of freight and express exceptions in tables 1 and 2 do not 
agree because 145 cities totalized but failed to itemize all exceptions. 


Among the cities in group A, Boston, with 99.91 per cent and 
Springfield, Mass., and Bridgeport, Conn., with 99.87, made the 
best showing. San Antonio, with 97.77 per cent, and Denver, with 


97.9 per cent, footed the list. Following are the results in some 
of the larger cities: 


City Total Packages Exceptions Per Cent 
NEY ENE © esate 000 oharaterialaoupiotntent 101, ,712 98.33 
RE ee ee 2,130,761 11,895 99.44 
END. « wey 6 od sip anlleoteoae 745,253 3,054 99.59 
SS ER Cer 372,385 733 99.80 
ee Oe are ren eee 170,516 543 99.68 
SY bares o6-6.6 +e higwcineiesieiie 207,481 4,354 97.90 
Ee ree ae 401,210 364 99.91 
ee re eee. 297,244 1,696 99.43 
0 Farr ee 209,623 377 99.82 
INO. acaine aieis:4:s- Chaatle oe hees 310,276 682 99.78 


Among class B cities Newport, Ky., Medford, Mass., and 
Calumet, Mich., made perfect scores. There were fifteen perfect 
scores in class C, 32 in class D, and 299 in class E. 

The joint committee of the railway association and the ex- 
press company, in presenting the report, said: 


While the good effect of the campaign cannot be measured in 
dollars and cents, nor entirely by the number of irregularities cor- 
rected before they could result in loss or damage, the national 
interest attracted to the importance of starting shipments out right— 
well packed, in adequate containers and correctly marked—amply re- 
paid those who helped to make the campaign a success. 

As an illustration of the permanent value of the movement, many 
local committees, representing shippers and carriers, were continued 
in order that shipping problems of mutual interest might be discussed 
from time to time and shippers kept currently informed of the 
general condition of their shipments when received for transporta- 
tion. 

On behalf of the transportation companies the campaign com- 
mittee extends grateful acknowledgment to all commercial organiza- 
tions, shippers, railway and express officials and employes, for the 
first spirit of co-operation everywhere displayed, and for the valu- 
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able assistance rendered in compiling reports and correcting condi- 
tions contributing to loss and damage. 


TIME FOR FILING CLAIMS 


The Trafic World Washington Bureay 


Renewed interest in Senate Bill 621, providing for extension 
to September 1, 1922, the time for filing with the Commission 
straight overcharge claims against the Railroad Administration, 
was evidenced in Congress this week, and it was predicted that 
the bill would be passed soon. Action on the bill was urged by 
numerous shippers. 

The House committee on interstate and foreign commerce 
considered, on January 11, an amendment to section 206, para- 
graph a, of the transportation act, providing that actions to 
enforce awards made by the Interstate Commerce Commission 
against the Director-General under the provisions of section 206 
(c) of the act may be brought within one year after the date 
of the Commission’s award. This amendment has the approval 
of the committee and will be made a part of Senate Bill 621 
when that measure is taken up in the House, according to the 
plans of the committee. 

The proposed amendment has the approval of Senator Cum- 
mins, chairman of the Senate interstate commerce committee, 
and the Senate is expected to approve the bill as soon as the 
House passes it with the additional amendment. 

The need for making provision for the filing of suits within 
one year after the date of the Commission’s award was brought 
to the attention of Chairman Winslow of the House committee on 
interstate and foreign commerce, and Chairman Cummins, by 
J. H. Beek, executive secretary of the National Industrial Traffic 
League. Mr. Beek also took the matter up with the Railroad 
Administration. : 

Director-General Davis will not oppose such an amendment 
to section 206 (a) as will give claimants awarded reparation by 
the Commission, one year from the date of the Commission’s 
award in which to file suit to enforce such an award, should the 
Director-General refuse to comply with it, he had advised Mr. 
Beek. 

Section 206 (a) of the transportation act now requires that 
all suits be brought against the Director-General not later than 
two years from the date of the passage of the transportation 
act. A suit to enforce an award of reparation by the Commis- 
sion is “of such character as prior to federal control could ‘have 
been brought against such carrier.” Congress, however, in enact- 
ing this provision, apparently overlooked the fact that under Sec- 
tion 16 of the interstate commerce act such a suit against a car- 
rier to enforce an award by the Commission might be brought 
within one year after the award, and the further fact that it 
might be physically impossible for the Commission to dispose of 
all awards claimed against the Director-General under Section 
206 (c) within the two-year period prescribed by Section 206 (a) 
for the bringing of suit upon such awards. 

As a matter of fact, there are several hundred complaints 
filed with the Commission within one year from the termination 
of federal control, as required by Section 206 (c), which it has 
been as yet impossible for the Commission to dispose of, and 
in which final awards cannot be made within the two-year 
period now prescribed by Section 206 (a). Not only will claim- 
ants under such awards not have the year afforded all claim- 
ants generally in which to bring suit if necessary to enforce an 
award, but no suit whatever can be brought on any award made 
after February 28, 1922. 

It is the view of Director-General Davis that the inability 
of the Commission to handle the abnormal number of complaints 
filed with it would hardly seem to warrant depriving claimants 
of the right which they otherwise would have had to bring suits 
upon such awards within one year after the date of the award. 
He says it should be understood that the suggested amendment 
will in no way extend the time of filing of claims for reparation, 
or extend the time for bringing actions generally, but will merely 
give all claimants equal rights as to the enforcement of awards 
already duly filed with the Commission within the period of 
limitation now provided by Section 206 (c). 


CAR SURPLUS AND SHORTAGE 


The average daily surplus of freight cars in good order 
jumped to 470,516 cars in the veriod December 23-31, an in- 
crease of 66,302 cars in one week, according to the weekly 
report of the car service division. The average daily shortage 
dropped to 110 cars. 

The surplus was made up as follows: Box, 174,398; ven: 
tilated box, 6,257; auto and furniture, 11,052; total box, 191,707: 
flat, 13,853; gondola, 155,093; hopper, 66,521; total, all coal, 
221,614; coke, 5,160; S. D. stock, 21,295; D. D. stock, 2,196: 
refrigerator, 6.619; tank, 672; miscellaneous, 7,400; total, 470,516. 

The shortage was made up of 22 box, 2 ventilated box, 6 flat, 
4 gondola, 33 hopper, 1 S. D. stock and 42 D. D. stock cars. 


Copies of the current DAILY TRAFFIC WORLD 
for eastern subscribers are mailed on the “Broadway 
Limited” and “20th Century Limited” trains. 
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Questions and Answers 


In this department will be answered questions of both legal and 
practical nature that confront persons dealing with traffic. A specialist 
on interstate commerce law, whois a member of our legal department, 
will give his opinion in answer to any simple question relating to the law 
of interstate transportation of freight. A traffic man of long experience 

wide knowledge will answer questions relating to practical traffic 
oblems. We do not desire to take the place of the traffic_man but to 
Ip him in his work. desiring immediate answer by mail or 
wire or a more elaborate treatment of any question—by the citation of 
authorities in a legal opinion, for instance—may obtain this kind of 
private service by the payment of a reasonable fee. The right is re- 
served to refuse to answer in this department any question, legal or 
traffic, that it may appear to us unwise to answer or that involves a 
situation too complex for the kind of investigation herein contemplated. 

Address Questions and Answers ment, 
Traffic Service Corporation, Colorado Building, Washington, D. C. 


ee e 


Misrouting—(a) Shipper Bound by Routing Instructions Appear- 
ing in Bill of Lading; (b) Shipper Must Specify Rail-and- 
Water Route; (c) Carrier Must Forward via Cheapest Avail- 
able Route, Consistent with Bill of Lading Instructions, 


Virginia.—Question: On traffic from certain points in Wis- 
consin to Virginia cities, governed by joint tariff specifying route 
via Manitowoc and Ann Arbor across lake, the originating line 
issued bill of lading, reading Big-4. Is Big-4 routing explicit 
enough, or should initial carrier, which connects with Big-4, 
or, rather, N. Y. C. lines at Chicago, Ill., show more clearly what 
route is to be observed? 

The tariff does not apply all-rail, and the point we are get- 
ting at, in view of routing not being entirely clear, cannot rail- 
lake-and-rail routing be protected? 

To acquaint you with the facts: Shipments consist of cheese 
moving from Plymouth, Wis., via C. & N. W., which issued bill 
of lading, reading only “Big-4.” This is not clear, and it occurs 
to me that the C. & N. W. should have issued a clear bill of 
lading, or be called upon to protect lowest rate, as the shipper 
did not, I am sure, know that this Big-4 routing would have a 
tendency to kill the lowest rate. 

The C. & N. W. publish, themselves, the rate to Baltimore, 
Md., which also applies to Lynchburg. The tariff involved is 
C. & N. W. I. C. C. 8505. 

Answer: In the first place, if shipper wished rail-and-water 
service, he should have so specified. In Unreported Opinion 381 
the Commission holds that if a shipper desires his shipment to 
move via a rail-and-water route, he must, in delivering it to 
initial carrier, specify such routing, otherwise it is understood 
that the shipment is to move via an all-rail route. 

In the second place, the shipper specifically routed this ship- 
ment all-rail, by showing in the bill of lading a rail connection 
of the initial line, observance of which instructions renders it 
out of the question to expect rail-lake-and-rail service over a 
route which competes with the rail route specified. | 

The matter of tariff publication is here not in issue. The 
lowest rate applicable over the lines specified in the bill of 
lading is proper, and the shipper’s lack of knowledge as to 
whether the routing in the bill of lading would constitute a 
demand for rail-lake-and-rail rates, is immaterial, for he is 
charged with knowledge of the rates, rules and conditions under 
which he ships. Maloney Tank Co, vs. St. L. & S. F. R. R., 42 
I. C. C. 605; Good-Hopkins Lumber Co. vs. G. N. Ry., 51 I. C. C. 99. 

That the insertion of the Big-4 or N. Y. C. in the shipping 
order was by the cecarrier’s agent is also immaterial. In Un- 
reported Opinion No, 2224, American Column & Lumber Co. vs. 
Cc. & O., carrier’s agent inserted routing in the bill of lading 
which took a higher rate than that applicable over a different 
available route. The Commission held.the acceptance and sign- 
ing of the bill of lading by the shipper was tantamount to spe- 
cific routing instructions given by the shipper. and held the 
carrier had not misrouted. The shipper’s accepting and signing 
of the bill of lading is a ratification of the act of the carrier’s 
agent in inserting routing instructions. 


Tax on Export Shipments 


Indiana.—Question: During July, 1920, we made several car- 
load shipments of automobiles to Havana, Cuba, same _being 
routed Cuban all-rail route (FEC Car Ferry). Freight: charges 
on these shipments were paid by us at the tinie of forwarding 
and carrier did not collect war tax and did not require the filing 
of export certificate, this being due to the fact that they were 
of the opinion that, on account of shipment moving on through 
bills of lading, war tax was not collectable and export certificate 
not necessary. It seems that carrier has since changed its opire 
ion in this respect, and has now presented us with undercharge 
bills covering unpaid war tax, they now making contention that 
shipments did not move on through export bills of lading. and 
therefore export certificates should have been filed. We feel 
that the carrier by not collecting war tax originally and by not 
requiring export certificate assumed all responsibility and should 
not at this late date look to us for payment of war tax. and we 
accordingly have refused to settle underchage bill. Won’t you 
please let us have your views in this respect?2— ~ 

In connection with this same matter we wish to inquire 
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whether, in your opinion, export certificates should be filed on 
shipments moving to Havana via Cuban all-rail route on a 
through bill of lading. We will admit that revised Treasury 
Department regulations No. 49 provides that only shipments 
moving on a through export bill of lading are exempt; however, 
inasmuch as carriers do not require export bills of lading on 
Cuban shipments moving all-rail route, we feel that through 
domestic bill of lading in this case serves the same purpose as 
a through export bill of lading and should be classed as such. 

Answer: Under a strict construction of the provisions of 
Treasury Department Regulations 49 (Revised) the shipment as 
handled is not entitled to exemption from the tax and the carrier 
is obligated, under the law, to collect and the shipper to pay 
the tax. However, if claim for refund is filed in accordance 
with the regulations, it is more than probable that under a state 
of facts such as outlined above a refund of the tax can be secured, 


Routing—cCarrier Not Liable for Misroute in Not Forwarding via 


Cheapest Route if Shipper’s Routing Instructions Are Fol- 
lowed 


South Carolina.—Question: A shipment is routed in bill of 
lading from a point in New York state to South Carolina via 
N. Y. C.-Clyde Line-Southern R. R., and in order to make the 
through rate the local rate to New York plus the through rate 
to South Carolina point is used, whereas the cheaper rate is via 
the all-rail route—should not the agent of the N. Y. C. accepting 
this shipment have routed it via the all-rail route, and are we 
not in position to file claim for overcharge on this basis? 


Answer: Shippers are chargeable with knowledge of the 
legal tariff rates, and the definite specification by shippers of 
the more expensive of two or more available routes relieves car- 
riers of the duty of forwarding the shipments over the cheapest 


route. Baker-Wakefield Cypress Co. vs. T. & P. Ry., 37 I. C. C. 
546. 


Bunching—Shipper Not Entitled to Refund When Operating Un. 
der Average Agreement 


New York.—Question: I have noticed some discussion in 
the Questions and Answers column relative to the average agree- 
ment and its application to the car demurrage rules, but I fail 


to find that the point I have in mind has been covered at any 
time. 


I have in mind the movement of coal where the originating 
carrier, for its own convenience, has bunched several days’ 
shipments either at the mine or at some junction point, and, in 
consequence of this operation, cars have arrived at a plant or 
industry in excess of what such plant or industry could handle 
daily under normal conditions. As this is a deliberate act on 
the part of the carrier, is it not a fact that in section E they 
go even further and exempt demurrage where “bunching has 
been caused by strike of carriers’ employes,” which, of course, is 
a situation over which they have no control. It should be 
understood, of course, that the consignee would not make daily 
shipments in excess of the amount of cars he could handle in 
one day. Your opinion on this proposition will be appreciated. 

Answer: Under section E of rule 9, a party entering into 
an average agreement is not entitled to claim exemption under 
the bunching rule, except where the bunching has been caused 
by a strike of the carrier’s employes or where shipments of 
coal, withheld by the carrier to protect its full supply, are sub- 
sequently delivered to a consignee in accumulated numbers, 


These two exceptions are the only ones which may vary 
the rule that bunching is not a cause for which claims for 


refund of demurrage may be filed by a party operating under 
an average agreement. 


Receipt in Bill of Lading as to Condition of Goods—Effect Thereof 


Michigan.—Question: Some time in November we received 
a barrel of chinaware, which was originally packed and imported 
from Italy to New York, reshipped to Chicago, and again re 
shipped from Chicago to Saginaw. Upon opening the barrel we 
found a number of pieces. broken. The barrel, of course, was 
never opened after it left Italy until it arrived at Saginaw, 
Mich. We have entered claim against the railroad handling the 
shipment from Chicago to Saginaw, Mich., and they have declined 
payment of claim, stating that the damage could not have oc 
curred while in the hands of the steamship company. 


Answer: The plaintiff, in an action at law, has, in general, 
the burden’ of proving the essential elements of his cause of 
action, required to be set out in his complaint, by a prepot- 
derance of evidence, but a prima facie case of liability is made 
out and the carrier is then. called upon to prove that the damage 
did not arise from its negligence—upon proof by the shipper of 
delivery to the carrier in good condition and delivery by the 
carrier in a damaged condition—and, where the bill of lading re 
cites that the goods were received in apparent good condition 
the burden of proof is on the carrier to show that they were not 
in good condition when received. 


The fact that the goods were delivered direct to the carriet 
without having been opened after their arrival on the steamshbiP 
is a circumstance to be taken into consideration by the jury i? 
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To St. Louis and Kansas City f ./2 
Th ee "f Fj fe rsteand Memphis Traffic Representatives: 
e Temple “> Pp WACO C. M. Fish, 


Traffic Manager, 
Laredo, Texas 
een: Te A Beaman, 
a = Asst. Traffic Manager, 
HOUSTON « aN Laredo, Texas 
c. . J. P. Craven, 


General Agent, 
es Laredo, Texas 


oa, 2) C. W. Fish, 

N Foreign ecin Agent, 
‘i= 916 Chemical Building, 
50Y St. Louis, Mo. 


ye _ Mr. Shipper :) Fie 

There are no through 
published rates from 
points in the United States 
to points in Mexico, therefore, 
through bills of lading to Mexico 
must not be issued. 


Texas Mexican 
Railway Company 


5SAN ANTONIO 


Minera 


~ 2 J 
ESEs_sesF EE] F§ FF : , : 
Teo " e.* + ramesches Shipments intended for export to Mexico 


must be consigned locallyjto Laredo, Texas, 

- and bill of lading issued to this point only. 
It is advisable to show on the bill of lading the ultimate destination of the shipment or 
“For Export to Mexico.” This information on your bill of lading places carriers on notice that 
shipment is entitled to Export rates, the additional free time allowed on export vs. domestic 
shipments, and enables the carrier at port of exit to classify the freight in the terminal so that 
after Customs Papers are filed physical movement of the car to Mexico can be expedited. 


Cc. M, FISH, Traffic Manager. 











PORT 


artour © HE KANSAS CITY SOUTHERN oT. 
ROUTE RAILWAY ROUTE 


THREE FAST MANIFEST TRAINS 


Leave KANSAS CITY Daily 


MANIFEST SPECIAL TRAIN 55 
6 o’clock P. M. 9 o’clock P. M. 


PORT 


TRAIN 51 
10:30 o’clock P. M. 
















ARRIVE TRAIN 55 TRAIN 51 MANIFEST SPECIAL 
Pittsburg, Kans.......) 4:55 AM Next Day| 6:50 AM Next Day a hector easy bet 
Joplin, _ rae 7:05 AM Next Day 9:40 AM Next Day loads for Texarkana and 
Neosho, Mo............ 8:15 AM Next Day | 11:22 AM Next Day | .................... south onl 
Fort Smith, Ark....... 7:38 PM Next Day| 2:40 AM 2nd Day |.................... “3 
Texarkana, Tex........ 6:15 AM 2nd Day | 10:30 AM 2nd Day 4:00 AM 2nd Day Train 55 runs through to 
Shreveport, La.........| 10:50 AM 2nd Day 4:10 PM 2nd Day 7:00 AM 2nd Day Shreveport. 
Oe PS eee: 8:00 AM 3rd Day | .........:.......5.. 
Beaumont, Tex. ....... 8:45 AM 3rd Day Train 51 runs through to Port 
Port Arthur, Tex....... «0's ojo sipieeceSue.0.3:0;0 ar6: | SPCR UMMMMI MINIM OI oS a cas Arthur with connection at 
Dallas, Tex............. 4:25 AM 3rd Day | 4:25AM 3rd Day | 4:25 AM 3rd Day DeQuincy for Lake Charles. 
Ft. Worth, Tex.........| 7:00 AM 3rd Day 7:00 AM 3rd Day 7:00 AM 3rd Day 
. | ie 6:00 AM 3rd Day 6:00 AM 3rd: Day 6:00 AM 3rd Day Manifest Special and Trains 55 
El Paso, Tex............| 8:00AM 5th Day | 8:00AM 5th Day | 8:00 AM 5th Day and 51 reach Texarkana in 
Houston, Tex. ......... 6:45 AM 3rd Day | 10:30 AM 3rd Day 6:45 AM 3rd Day time to make connection 
Galveston, Tex.........| 5:00 AM 4th Day 5:00 AM 4th Day 5:00 AM 4th Day with Cotton Belt and Texas 
New Orleans, La. ...... 10:00 PM 3rd Day | 7:00 AM 4th Day | 10:00PM 3rd Day & Pacific for points west, 
Oklahoma City, Okla..| 10:00 PM 2nd Day | 10:00 PM 2nd Day | .................... including the Mexia-Groes- 
Tulsa, Okla............ 8:00 PM 2nd Day SOO PM Gnd Day | ..:....ce8e3 oo eee beck oil fields, either via 
Muskogee, Okla. ...... 1:00 PM 2nd Day 1:00 PM 2nd’ Day [0.222.800.0060 H. & T. C.or T. & B. V.R.R. 





Direct Connections at Kansas City with all lines reaching Kansas City. 
We operate 32 switch engines in Kansas City insuring prompt forwarding of all traffic same day received. 
CUT THIS OUT for ready reference in routing your traffic. 


H. A. WEAVER, G. F. A. J. F. HOLDEN, Vice President 
Kansas City, Mo. Kansas City, Mo. 
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determining whether the goods were in good order when de- 
livered to the carrier. 


Limitation of Liability Under Section 20 of the Interstate Com- 
merce Act 


New York.—Question: A shipment is offered to the express 
company, the true valuation of which is $500. The consignee 
requests that we declare a valuation not exceeding $50. Would 
this be lawful according to the rules of the Interstate Commerce 
Commission? 

Answer: Under the provisions of section 20 of the inter- 
state commerce act a carrier may, where authorized or required 
by order of the Interstate Commerce Commission, establish and 
maintain rates dependent upon the value declared in writing 
by the shipper or agreed upon in writing as the released value of 
the property. 

The Interstate Commerce Commission has authorized the 
express companies to establish rates based on declared or re- 
leased values as evidenced by the terms of the express receipt, 
which provides that, unless otherwise declared and charges for 
such greater value paid, as provided in rule 3 of express classi- 
fication, the liability of the carrier is limited to $50, in case 
of loss, or 50 cents per pound, actual weight, for any shipment 
in excess of 100 pounds. 

A shipper and a carrier may therefore enter into a contract 
for the transportation of freight, under which contract, in con- 
sideration of a reduced rate, the liability of the carrier is limited 
to the amount declared or agreed upon as the released value of 
the shipment. 

All-Rail vs, Rail-and-Water Routes, 


Maine.—Question: In the December 4, 1920, issue of The 
Traffic World, on page 1078, under “Georgia,” relative to carrier’s 
liability of routing via all-rail or rail-and-water route when no 
specific instructions are inserted in bill of lading. 

It appears to the writer that it is the opinion of your de- 
partment in this particular case that it is the duty of the agent 
to ascertain which route is to be protected, all-rail, or rail-and- 
water, and if the agent fails to secure such information from 
the shipper as to which of the two routes he wishes to use, it 
would appear that the carrier is liable for misrouting the ship- 
ment in forwarding the shipment via an all-rail route when the 
charges via the all-rail route are greater than the rail-and-water 
route. 

In The Traffic World issue of December 17, 1921, page 1284, 
“All-Rail—Rail-and-Water Route,” under “Pennsylvania,” it ap- 
pears you reversed the decision, as handded down on December 
4, 1920. In this particular case you state, “if it is a proper as- 
sumption that where a carrier’s agent fails to procure a des- 
ignation of a class of route where all-rail and rail-and-water 
routes are available, it is the duty of the carrier’s agent to for- 
ward the car via an all-rail route.” 

In view of the fact that the two opinions are conflicting, I 
would be pleased to have you state which one of them we should 
be guided by. 

Answer: In our answer to “Pennsylvania,” on page 1284, we 
used the term: “If it is a proper assumption,” etc. That it 
is a proper assumption, under the present rulings of the Com- 
mission, seems apparent from the Commission’s holding in Con- 
ference Rule 190, and Unreported Opinion No. 381, although, as 
we stated in our answer to “Georgia” on page 1078 of the De- 
cember 4, 1920, issue, if the duty of the carrier’s agent is to 
secure a designation of the route, there cannot be an absence 
of routing instructions, unless the shipper refuses to designate 
the route, and therefore the carrier ought to be held liable for 
misrouting the shipment in forwarding it via an all-rail route. 


Drayage Between St. Louis, Mo., and East St. Louis, III. 


Missouri.—Question: Eastern trunk lines entering St. Louis, 
most of them have their western termini on the east banks of 
the Mississippi in East St. Louis, Ill. They fulfill their contracts 
through the medium of their contract drayman or transfer com- 
panies and there are three of such operating today. These trans- 
fer companies haul their freight to and from East St, Louis by 
motor truck or with teams. 

We have found that in most instances this agreement causes 
a delay of both our inbound and outbound L. C. L. business of 
24 hours, and in this day of hot competition with other com- 
munities, we decided this delay, especially on outbound business 
was too much. In fact, most of our business is done through 
outbound L. C. L. shipments. Therefore we purchased an extra 
truck and haul the outbound shipments ourselves from our St. 
Louis plant direct to the freight depots of East St. Louis. Not 
being a contract drayman or recognized representative, this is, 
of course, done at our own expense; and we are willing to stand 
this expense in view of the better service we obtain. 

Our question then is this: Can we ask the carriers for 
payment for service rendered on these shipments on the same 
basis given their own contract draymen? All bills of lading read 
from St. Louis to destination and we are doing part of the car- 
riers’ work, relieving them of certain expense when we make 
these deliveries ourselves from our own choice, and done to 
get better service. Do you think that any effort on a shipper’s 
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part could make the carriers pay for this service direct to the 
shipper, when done by the shipper on the same basis as given 
their recognized transfer companies? 

Answer: In its opinion in Docket 10841, A. Geisel Mfg. Co. 
vs. B. & O. R. R., 59 I. C. C. 193, the Commission held that on 
incoming freight the failure of the defendant carrier to make 
an allowance to the complainant for draying from the defend- 
ant’s team track in East St. Louis, Ill., to the complainant’s plant 
in St. Louis, Mo., was not unjust or unreasonable, basing its 
decision on the grounds that the complainant had accepted de. 
livery at East St. Louis for its own convenience. 

It seems probable that the Commission would hold that you 
are not entitled to an allowance for making delivery to the 
carriers at East St. Louis, Ill., in view of the fact that the car- 
riers have arrangemnts under which freight will be accepted at 
St. Louis and transported without extra charge to the shipper 
over and above the published tariff rate. 


Notice of Claim—Shipper Must File 


Ohio.—Question: We would like to know if the Supreme 
Court decisions have ever deviated from the contract on the back 
of bill of lading in reference to claims for shortage in carload 
shipment being filed’ after the required six months to file a 
claim—in their decisions on cases of this kind. 

Answer: There are no decisions of the Supreme Court of 
the United States which hold that the stipulation contained in 
the bill of lading is not binding upon the shipper. In fact, the 
Supreme Court, in the Blish case, 241 U. S. 190, held that the 
carrier may, by its contracts, require reasonable notice of claims 
and, furthermore, that a carrier cannot waive the terms of the 
contract under which such a notice is required. 


Freight Charges—Liability of Consignee for 


South Carolina—Question: Please quote Interstate Com- 
merce Commission ruling on the following case: 

Bill of lading weight of shipment 36,000 .pounds, properly 
signed by agent of initial line. When car reached destination 
weight raised to 37,500 pounds. The shipment was sold less 
freight, and shipper deducted from face of invoice on basis of 
36,000 pounds. As this bill of lading was signed by railroad 
company, has the railroad the right to make us pay the addi- 
tional? We know that the railroad is due this amount, but can 
we not force them to collect it from the shipper? 

Answer: The acceptance of the goods by the consignee 
raises an implied promise on the part of the consignee to pay 
the freight, including any balance due, notwithstanding the pri- 
mary liability of the consignor still exists, and the carrier may 
sue on either, as is most convenient to it. Therefore, there is 
no way in which a carrier can be forced to collect the under- 
charge from the consignor. 


Liability of Initial Carrier for Negligence of Connecting Line 


New York.—Question: Claim for shortage on shipment of 
bituminous coal was made against delivering carrier without 
any progress being made toward settlement after a period of 
several months’ correspondence. During this period delivering 
carrier was adjudged bankrupt and receiver appointed. The 
receiver made application to the Interstate Commerce Commis- 
sion for permission to abandon the railroad and sell same, so 
that the liabilities could be paid. 

In view of the above, the shipper, in order to protect his 
interests, transferred his claim to the initial carrier, claiming 
that, under the provisions of the Carmack amendment, they be: 
ing the bill of lading carrier, were liable for this claim. 

On account of the delivering carrier being in the hands of 
a receiver, shipper understood that they could not legally settle 
their liabilities on a 100 per cent basis. The initial carrier 
acknowledged receipt of claim, giving a file number, but stated 
that they were not admitting their liability as an initial carrier 
or otherwise, particularly so because it was evident that liability 
with the delivering carrier had been located. 

Further correspondence failed to bring forth a definite deci- 
sion from the initial carrier, who continued to evade responsi: 
bility, although not formally declining claim. 

Meanwhile, the delivering carrier mailed shipper draft au: 
thority covering the amount of claim, but advised that, in view 
of the fact that claim originated prior to the appointment of a 
receiver for this railroad, that it would be necessary for shipper 
to file claim with the District Court of the United States in the 
district the road was located in, as the receiver would not honor 
draft for this claim. 

Will you kindly advise if, in your opinion, the initial carrier 
is liable for this claim and, if not, if shipper can still make claim 
against the delivering carrier? Also, if the delivering carrier 
may legally settle its liabilities on a 100 per cent basis, evel 
though in the hands of a receiver? 

Answer: Under the Carmack amendment the initial carrier 
is Jiable for loss or damage to a shipment resulting from the 
negligence of its connections, when such shipment moves on 4 
through bill of lading, the law giving the initial carrier recourse 
against the connecting line for the amount paid to or recovered 
through suit by the owner of the goods. The initial carrier may 
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be sued and is liable regardless of the fact that the damage is 
known to have occurred on the line of its connections. 

A receiver of a railroad is merely an officer of the court 
for the management and preservation of the property and, as a 
general rule, may not pay the debts of the corporation in the 
absence of an order of court. The amount you would receive 
from the delivering carrier, therefore, depends upon the settle- 
ment which the court would authorize, which will depend upon 
the assets available for the payment of such claims. 


DEMAND FOR REPARATION 


The Trafic World Washington’ Bureau 


Claiming that the special permission of the Commission 
under which rates were generally increased August 26, 1920, 
did not authorize an increase in rates from points in the United 
States to Sonora, Mex., on five days’ notice, the complainant in No. 
13384, Greene Cananea Copper Company vs. C.R.I.&P.etal., has 
demanded reparation on everything it shipped to Sonora between 
August 26 and September 26. The contention is that the Com- 
mission’s report in Ex Parte No. 74 did not authorize any in- 
crease on rates to and from Mexico on five days’ notice and 
that therefore Countiss’ blanket supplement No. 4 to his I. C. C. 
No. 1077 was void and of no effect until it had been on file for 
thirty days, namely, September 26. 

The case was brought on stipulation between the complainant 
and the Southern Pacific and its subsidiaries. They stipulated 
the facts and agreed to submit them to the Commission for de- 
termination of the claim made that the order of Commission 
did not cover increases in rates from points in the United States 
to destinations in Mexico. The total differences in charges under 
the old rates and under the new ones, for which the complainant 
asks reparation, is $13,970.77. 


COAL PRODUCTION REPORT 


The Trafic World Washington Bureau 


“The year 1921 was one of prostration for the coal and coke 
industries,” the Geological Survey said in its current coal report, 
“The figures of tonnage sound like those of an earlier day..-To 
match the 407,000,000 tons of soft coal produced one must go 
back 10 years. To match the 26,000,000 tons of coke, he must 
go back 17 years. But these tonnage comparisons are not 
enough, for they ignore the normal increase from year to year. 
To match the completeness of the depression of 1921 one must 
go back to 1893. 

“Anthracite alone stands an exception to this statement. Un- 
til late November the hard-coal mines continued in active oper- 
ation and the total output for 1921 fell not far behind the two 
years just preceding. 

“Production of bituminous coal in the last week of the year 
is difficult to interpret because of the Christmas holiday. The 
total output, including lignite and coal coked, is placed at 5,960,- 
000 net tons, as against 7,063,000 tons and 7,450,000 tons, the re- 
vised figures for the weeks of December 17 and 24, respectively. 
The average production per working day—1,192,000 tons—gave 
no evidence of a recovery in demand. 

“The following statement, furnished by the American Rail- 
way Association, shows the number of cars of-soft coal loaded on 
each day of Christmas week: Christmas holiday, 413; Tuesday, 
December 27, 20,225; Wednesday, December 28, 22,966; Thurs- 
day, December 29, 22,998; Friday, December 30, 24,161; Satur- 
day, December 31, 17,897. 

“Preliminary telegraphic reports indicate that Monday, Jan- 
uary 1, was widely observed as a holiday, and as but 4,126 cars 
were loaded, against about 25,000 on recent Mondays, it counted 
for only one-sixth of a working day. On Tuesday, January 3, 
27,080 cars were loaded. This is the highest record for any one 
day since November 23.” 


c., R. |. & P. BONDS 


The Chicago, Rock Island & Pacific has applied to the Com- 
mission for authority to issue $1,000,000 of 4 per cent general 
mortgage gold bonds and $1,000,000 of 4 per cent first and refund- 
ing mortgage gold bonds, to reimburse the company for expend- 
itures from income. 





c., T. & S. NOTES 
The Cairo, Truman & Southern Railroad Co. has been au- 
thorized by the Commission to issue not exceeding $250,000 of 
5-year promissory notes, bearing 6 per cent interest, of which 


$172,000 will be used to cover floating debts and $78,000 for con- 


struction and repairs. 


CHANGES IN DOCKET 
Hearing in 12315, J. D. Sugg et al. vs. C. R. I. & P. et al., 
assigned for Jan. 14 at Oklahoma City, Okla., was. canceled. 
I. and S. 1459 (second supplemental order), chrome iron 


and manganese ore between points in Official Classification ter- 
ritory, was set for hearing in Washington, D. C., January 10. 
Williamson Halsell] 


Hearing in 12377. Frazier Co. vs. Di 
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rector-General, assigned for January 14 at Oklahoma City, Okla., 
was canceled. 

Hearing in I. and S. 1448 (and first and second supplemental 
orders), rates and terminal charges on coal to gulf ports, as- 
signed for January 11 at New Orleans, La., was cancelled. 

Hearing in I. and S. 1456, Elimination of Green Fruit Auc- 
tion Co. from list of C. M. & St. P. industries, assigned for 
January 12 at Chicago, Ill., was reassigned for February 8 at 
Chicago. teen 





Digest of New Complaints | 


No. Pg ae Groune Cananea Copper Co., Cananea, Mex., vs. C. R. I. 
. et al, 

Unlawful, unjust and unreasonable rates on various materials 
and supplies from points in the United States to Cananea, Mex, 
Asks reparation. 

. 13385. International Agricultural Corporation, Atlanta, Ga., vs. 
Director General, as agent. 

Unjust and unreasonable rate of $6.25 per net ton on phosphate 
rock from Prairie, Fla., to Florence, Ala., in that it exceeded 
naramaceg available’ on Birmingham, Ala., $4.25. Asks repara- 


on. 
. 13386. Rex Metal Works, Seattle, Wash., vs. Director General, as 
agent, Northern Pacific et al. ’ 

Excessive and unreasonable rates on scrap lead from Seattle to 
Chicago. Asks reparation. . 

Ba | eee Portland Cement Co. et al., St. Louis, vs. Santa 

e et al. F 

Unjust, unreasonable, unjustly discriminatory, unduly prefer- 
ential or prejudicial rates on cement between St. Louis and des- 
tinations within Illinois. Asks cease and desist order, just and 
reasonable rates. : : ; 
13388. Ginocchio-Jones Fruit Co., Kansas City, Mo., vs. Director 
General, as agent. ‘ 

Unjust and unreasonable rates on grapes from Fresno, Cailif., to 
Chicago, and reconsigned to Kansas City. Asks reparation. 
13389. . Lynchburg Foundry Co., Lynchburg, Va., vs. Norfolk & 
Western et al. ‘ 

Unjust and unreasonable rates on cast iron pipe from Radford, 
Va., to Great Falls, Mont., by reason ef a rate higher to Great 
Falls than to Seattle, a more distant point. Asks reparation. 
13390. The Fred G. Clark Co., Cleveland, vs. N. Y. C. et al. 

_ Alleges misdelivery tank carload lubricating oil shipped from 

North Warren, Pa., to Indianapolis, Ind., causing refusal of ship- 
ment. Asks reparation. 

- 13391. The Meridian Fertilizer Factory, Meridian, Miss., vs. Mo- 
bile & Ohio et al. 

Unjust and unreasonable rates _on phosphate rock originating in 
Florida, moved from docks at Mobile, Ala., to Hattiesburg and 
Shreveport. Asks reparation. 
le bi = Wichita Board of Commerce, Wichita, Kan., vs. C. R. I. 

. et al. 

Unjust, unreasonable, unduly preferential or prejudicial rates on 
grain and grain products from points. in Kansas and Oklahoma 
on Rock Island to Galveston and Texas City, Tex. Asks cease 
and desist order and just and reasonable rates. 

13393. W. R. Freeman and C. Boettcher, as receivers of Denver & 
Salt Lake R. R., vs. Santa Fe et al. 

Alleges that divisions accorded complainant are unjust, unrea- 
sonable, inequitable and unduly ‘prejudicial; that under existing 
divisions and conditions complainant cannot earn any net whatever 
while defendants are earning in excess of a fair return of 5% 
per cent on value of their properties. Asks for just, reasonable 
and equitable divisions from all joint rates on coal. 

13394. Atlas Cereal Co., Kansas City, Mo., vs. Santa Fe et al. 

Unjust, unreasonable, unduly prejudicial and discriminatory 
rates on rolled oats, oat groats and oatmeal, in straight C. L. 
or mixed C. L. with cornmeal and hominy from Kansas City, Mo., 
under flat rates or milled in transit on grain originating in Mis- 
souri, Kansas, Nebraska, South Dakota, Iowa and Minnesota, to 
points in California and Washington. Asks for rates which will 
bear proper relationship to the rates on wheat flour; also for 
minimum weights properly related to the rates and reparation. 
13395. Commission Reguladora Del Mercade De Henequen, New 
York City, vs. Director General, as agent. : 

Unjust and unreasonable rates on sisal from Mounds, IIl., to Chi- 
cago.and St. Louis during January and February, 1920. Asks for 
reparation. 
13396. ease Growers’ Express, Chicago, IIll., vs. Director General, 
as agent. 

Unjust and-unreasonable rates on ice from Hamlet, N. C., to 
Atlanta, Ga. Asks for reparation. 

+ eee cums 4 Coal Co., Pittsburgh, Pa., vs. Indian Creek Val- 
ey et al. 





No. 


No. 


No.- 


No. 


No, 


No. 


Unduly prejudicial and unjustly discriminatory rates on coal 
from Melcroft, Pa., to eastern destinations as compared with the 
rates from the Meyersdale and Clearfield regions of Pennsylvania 
by reason of a of joint through rates. Asks for establish- 
ment of joint through rates that are not prejudicial or dis- 
criminatory. : 

13399. Centennial Mill Co., Spokane, Wash., vs. Director General, 
as agent, Oregon-Wash. R. R. & N. Co. 

Unjust, unreasonable and unjustly discriminatory rates on flaked 
cereals and pancake flour from Spokane, Wash., to Baker, Ore. 
Asks reparation. 
aoe C. A. Schaefer, Louisville, Ky., vs. Director General, as 
agent. 

Unjust, unreasonable, unjustly discriminatory, unduly prefer- 
ential or prejudicial rates on apples from points in Oregon to 
Louisville, Ky. Asks reparation. 

13400. The American Agricultural Chemical Co. et al., New York 
City, vs. Director General, as agent. 

Excessive, unjust, unreasonable and unlawful rates on sulphuric 
acid from Charleston, S. C., to Alexandria, Va. Asks reparation. 
og The Oakes Co., St. Paul, Minn., vs. M. St. P. & S. S. M. 
et al. 

Unjust, unreasonable, unjustly discriminatory rates, as well as 
in-violation of fourth section. on piling from Butternut, Wis., and 
Reserve, Wis., to St. Paul, Minn. Asks reparation. 

—- — Dyewood Co., New York City, vs./Atlantic Coast 
ane et al. 

Unjust, unreasonable, unjustly discriminatory, unduly prefer- 
ential and prejudicial rates on logwood and other dvewoods and 


No. 


No. 


No. 


No. 
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dyewood extracts and dyestuffs from New York, N. Y., to Chester, 
Pa., from Chester, Pa., Mobile, Ala., New York, N. Y., and Boston, 
Mass., to various interstate destinations. Asks cease and desist 
order, just and reasonable rates and reparation. 

No. 13403. Globe Rendering Co., Chicago, Ill., vs. Director General, 
as agent. 

Unjust and unreasonable charges for “alleged engine service at 
Chicago, Ill., at the rate of $8 per hour,’ in addition to lawful 
published tariff rate and charge applicable to movement of cars 
containing dead animals, from points on Chicago Junction to ¢on- 
nection with P. C. C. & St. L. Asks reparation. 

No. 13404. The Walter Wallingford Coal Co., Pittsburgh, Pa., vs. 
Director General, as agent. 

Alleges overcharge on bituminous coal from a point on Penn- 
sylvania to Seaboard, N. J., by reason of assessment of demur- 
rage and penalty charges. Asks reparation. 

No, 13405. The Lafayette Box Board and Paper Co., Lafayette, Ind., 
vs. Director General, as agent. . 
Unjust, unreasonable and unjustly discriminatory rates on straw 


— Free and York Switch, Ind., to Lafayette, Ind: Asks repara- 
on. 


No, — Corporation Commission of Oklahoma vs. Arkansas R. R. 
et al. 

Asks for establishment of reasonable maximum local and joint 
thiough rates on grain and grain products and straw, hay and 
haga of straw between all points within the state of Okla- 

oma and all points within Kansas, Missouri and Arkansas. 

No, 13407. Mississippi Valley Iron Co., St. Louis, Mo., vs. Director 
General, as agent, and Mo. Pac. 

Unreasonable, exorbitant, unjust, unjustly discriminatory rate on 
manganese refuse from James, Ark., to Carondelet, Mo. Asks for 
rate of $1.80 per gross ton and reparation. 

No. 13408. The Atwood-Crawford Co., Pawtucket, R. I. vs. Maine 
Central et al. 


Unjust, unreasonable and unjustly discriminatory rates on mill 
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waste between points in Maine and New Hampshire and points 
ip mages Island. Asks cease and desist order and just and reason- 
able rates. 

No, 13409. Horace R. Kelly & Co., New York City, vs. Ore.-Wash. 
R. R. & N. Co. et al. 

Unjust, unreasonable, unjustly discriminatory rates on cigars 
from Manila, P. I., via Seattle, to New York City, because, it is 
alleged, Consolidated Freight Classifiaction No. 1, page 125, item 3, 
provides for double first class freight rates on cigars in cases, not 
strapped, corded and sealed in accord with regulation prescribed. 
and that such requirement is unjust and unreasonable. Asks 
reparation. 

No, 13410. Texas Chamber of Commerce et al., Dallas, Tex., vs. 
Abilene .& Southern et al. 

Unjust, unreasonable, unjustly discriminatory, unduly prefer- 
ential and prejudicial rates on burlap, bagging, imported, from 
shipside, New Orleans, La., to Dallas, Tex., and on domestic 
shipments of burlap bags from Dallas, Tex., to points in Okla- 
homa. Asks cease and desist order, just and reasonable through 
joint rates; that the orders heretofore made in Docket I. C. C. 
8418 be so modified as to enable complainants to obtain relief 
from unreasonable and discriminatory rates and charges apply- 
ing on intrastate traffic within the state of Texas before the 
properly constituted authorities having jurisdiction over said 
intrastate rates; that Docket I. C. C. 7437 be reopened and set 
down for further hearing in connection with this proceeding. 

No. 13411. Saginaw Milling Co. et al., Saginaw, Mich., vs. Director 
General, as agent, Pere Marquette et al. 

Alleges that rate charged for transporting grain from Sagi- 
naw, Mich., to Statesville, N. C., was unreasonable to extent it 
exceeded rate in effect June 24, 1918, plus 6c per 100 lbs. up to 
and including August 25, 1920, and since that date unreasonable 
to the extent it exceeded and exceeds rate in effect June 24, 
1918, plus 6c per 100 lIbs., plus advance in Ex Parte 74. Asks 
_— and desist order, just and reasonable rates and repara- 
ion. 


Docket of the Commission 


Note, items in the Docket marked with an asterisk (*) are new, 
having been added since the last issue of The Traffic World. Cancel- 
lations and postponements announced too late to show the change in 
this Docket will be noted elsewhere. 


January 16—New York, N. Y.—Examiner J. E. Smith: 

* 13115—International Steel Corp. vs. P. R. R. 

January 17—New York, N. Y.—Examiner J. E. Smith: 

* 13188—W. Va. Pulp and Paper Co., Inc., vs. Director General. 
January 16—Washington, D. C.—Examiner J. F. Gray: 

Finance Docket 2038—In the matter of the petition of Caldwell & Co., 
reorganization manager, in behalf of the Tennessee Midland Rail- 
road Co., a corporation about to be formed for the purpose of ac- 
quiring the Tennessee Central Railroad, for approval of a proposed 
plan of reorganization, a proposed loan under section 210 of the 
transportation act, and other things. 


January 16—Buffalo, N. Y.—Examiner Koch: 


12459—The White Pine Assn. of the Tonawandas et al. vs. Director 
General, N. Y. C. et al. 


January 16—Washington, D. C.—Director Colston: 
13345—Divisions of joint rates, fares and charges on traffic inter- 
changed between Missouri & North Arkansas R. R. Co. and its 
connections. 


January 16—Maeon, Ga.—Examiner Howell: 
13187—The Standard Brick Co., Inc., vs. G. F. & A. et al. 
13187 (Sub. No. 1)—Oconee Brick and Tile Co. vs. C. of Ga. et al. 
January 16—St. Louis, Mo.—Examiner Witters: 
13108—T. Walter Hardy, doing business as Hardy Salt Co., vs. Di- 
rector General, Missouri Pacific. 
January 16—Chicago, Ill—Examiner Keeler: 
13105—Armour & Co. vs. Director General. 
January 16—Sioux Falls, S. D.—Examiner Fuller: 
1. and S. 1439—Window glass from Kansas points to Sioux Falls, S. D. 
January 16—Portland, Ore.—Examiner Gault: 
1. and S. 1396—Elimination of routing on lumber from S. P. & S. Ry. 
via Pasco or Spokane, Wash. 
January 16—Washington, D. C.—Examiner Hosmer: 


a a ae Association of Sand and Gravel Producers vs. Pa. 
. R. et al. 


January 16—Argument at Washington, D. C.: 
12448—The Republic of France vs. Director General, P. & R. 
12450—The Republic of France vs. Director General. 
12320—Republic of France vs. Director General. E 
13135—In the matter of jurisdiction over the depreciation charges of 
the Washington Ry. & Electric Co. 
January 16—Detroit, Mich.—Examiner Carter: 
12905—The Larrowe Milling Co. vs. A. T. & S. F. et al. 
12676—The Dow Chemical Co. vs. Pere Marquette et al. 
12455—Homer Furnace Co. vs. Director General, N. Y. C. et al. 
January 17—St. Louis, Mo.—Examiner Witters: 
13142—Missouri Portland Cement Co. vs. C. C. C. & St. L. et al. 
13165—Tuffli Bros. Pig Iron and Coke Co. vs. Director General. 
January 17—Louisville, Ky.—Examiner Eddy: 
13233—Standard Oil Co. (Ky.) vs. A. G. S. et al. 
13161—Ballard & Ballard Co., Inc., vs. Director General. 
13234—S. Zorn & Co. vs. Director General. 
January 17—Chicago, Ill.—Examiner Keeler: 
13190—Prescott & Northwestern R. R. Co. vs. Director General. 
— J. Keith Co. and John Layton Co., Inc., vs. Director Gen- 
eral. 
January 17—Portland, Ore.—Examiner Gault: 
13118—Valley & Siletz R. R. Co. vs. Sou. Pac. " 
January 17—Globe, Ariz.—Examiner Gaddess: 
13180—E. A. Tovera & Co. et al. vs. Director General. 
January 17—Argument at Washington, D. C.: 
11800—Belber Trunk and Bag Co. vs. West Jersey & Seashore et al. 
bie yee City Brick and Tile Co. vs. Director General, A. T. & 
. F. et al. ° 


tase —-Caretens Packing Co. vs. Director General, Camas Prairies 
et al, 


January 17—Ft. Worth, Tex.—Examiner Oliver: 
12665—Ft. Worth Cotton Oil Mill et al. vs. A. T. & S. F. et al. 
12504—Ft. Worth Oil Mill et al. vs. Director General, Beaumont, Sour 
Lake & Western et al. 
January 17—New York, N. Y.—Examiner J. E. Cmith: 
1. and S. 1452—Refined sulphate of magnesium, Atlantic seaboard to 
Johnson City, Tenn. 
January 18—Washington, D. C.—Examiner Gerry: ' 
I. and S. 1460—Coal from Kentucky, Tennessee and West Virginia 
mines to Southern Ry. points in Indiana and Illinois. 
1460 (first supplemental order)—Coal from Kentucky, Tennessee and 
West Virginia mines to Sou. Ry. points in Indiana and Illinois. 
January 18—Warren, Pa.—Examiner Koch: 
13209—H. A. Logan, receiver for Warren Oil Co. of Pa. vs. Direc- 
tor General. 
*Il, and S. 1470—Brick and clay from Kane, Pa., to New York and 
Philadelphia group points. 
January 18—New York, N. Y.—Examiner J. E. Smith: 
13218—International Paper Co. vs. Maine Cent. et al. 
January 18—Louisville, Ky.—Examiner Eddy: 
11885—West Kentucky Coal Bureau vs. Hl. Cent. et al. 
January 18—Ft. Worth, Tex.—Examiner Oliver: 
12358—Texas Live Stock Shippers’ Protective League et al. vs. Di- 
rector General, Abilene & Southern et al. 
12510—Bergman Produce Co. et al. vs. Director General, Beaumont, 
Sour Lake & Western et al. 
January 18—Argument at Washington, D. C.: 
11772—T. G. Bush Grocery Co. et al. vs. Director General, L. & N. 


et al. , 
12156—Besler Grocery Co. et al. vs. Director General, L. & N. et al. 
12458—Capital Warehouse Co. vs. Director General, Ill. Cent. 
11857—Iola Cement Mills Traffic Assn. et al. vs. Director General, 
Cassville & Exeter et al. 
January 18—Globe, Ariz.—Examiner Gaddess: 
a & Gila Counties T'raffic Assn. vs. Arizona Eastern 
et al. 
January 18—Minneapolis, Minn.—Examiner Fuller: 
and S. 1416—Storage in transit rules at Minnesota Transfer on im- 
port traffic coast ports. 
January 18—Jacksonville, Fla.—Examiner Howell: 
10892—Railroad Commissioners, State of Florida, vs. Director Gen- 
eral, Aberdeen & Rockfish et al. 
January 18—Lansing, Mich.—Michigan Public Utilities Commission: 
Finance Docket 1703—Application of P. M. Ry. to abandon Big Rap- 
ids & White Cloud Line. 
— 1704—Application of P. M. Ry. to abandon Lyons 
pur Line. 
— 1707—Application of P. M. Ry. to abandon Freeport 
ranc 


Finance Docket 1708—Application of P. M. Ry. to abandon Buchanan 
ranch. 

January 19—Hays, Kans.—Public Utilities Commission of Kansas: 

* Finance Docket 1166—In the matter of the application of the Golden 


Belt R. R. of Kansas for a certificate of public convenience and 
necessity. 


January 19—New York, N. Y.—Examiner J. E. Smith: 
1. and S. 1462—Icing milk and cream between N. Y. N. H. & H. and 
Central New England Ry. points. 
January 19—Minneapolis, Minn.—Examiner Fuller: 
12426—Acme Fruit Co. et al: vs. Can. Pac. et al. 
January 19—Lansihg, Mich.—Examiner Carter: 
13111—The Kneeland Bigelow Co. et al. vs. Mich. Cent. 
January 19—Portland, Ore.—Examiner Gault: 
13121—Chas. K. Spaulding Logging Co. vs. Director General, Sou. 
Pac. et al. 
January 19—Atgument at Washington, D. C.: 
12177—British United Shoe Machinery Co., Ltd., vs. Pa. R. R. 
11973—Northwest Steel Co. et al. vs. C. B. & Q. et al. 
12158—Frye & Co. vs. G. N. et al. 
12064—Birmingham Packing Co. vs. Tll. Cent. et al. 
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January Hearings of the 
Interstate Commerce Commission 
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(J) BROWNSVILLE 


CASES OF SPECIAL INTEREST 
STORAGE-IN-TRANSIT RULES COTTON CASES 


at Minnesota transfer on import traffic from Pacific 
Coast, to be heard in Minneapolis, Minn., January 18, 
1922, I. & S. Docket 1416. This covers the movement on 
the part of the Transcontinental railroads to eliminate 
warehousing-in-transit privilege on all imported goods 
received through Pacific ports when such goods are to 
find their final destination in the southeastern states. 


TRANSCONTINENTAL FOURTH SECTION 


APPLICATIONS 


for relief from provisions of Fourth Section of Inter- 
state Commerce Act in connection with rates on various 
commodities, carloads, from Eastern defined territories 
to Pacific Coast terminals, beginning Chicago, Novem- 
ber 11th, before Examiner Disque. Hearings have been 
held at Omaha, Denver, Helena, Salt Lake City, Boise, 
Spokane, Portland, San Francisco, Reno, Phoenix, At- 
lanta; January 16th at New Orleans; January 23rd at 
New York. 


PORT INVESTIGATION 


Charges for wharfage, handling, storage, and other ac- 
cessorial services; heard September 19th to October 10th, 
at Norfolk, Charleston, Savannah, Jacksonville, Mobile, 
New Orleans, Galveston. (Docket 12681.) 


I. & S. 1398, cotton and cotton linters to Pacific Coast 
ports for export; heard October 17th at Galveston, No- 
vember 14th at San Francisco. Docket 12750, Memphis 
Freight Bureau vs. Missouri Pacific; heard October 26th, 
Memphis, concentration-in-transit privileges on cotton. 
I. & S. 1431, cotton and cotton linters from Mississippi 
Valley points; heard December 15th at Memphis. 


WE WANT YOU TO KNOW that the work of stenographically re- 


porting I. C. C. proceedings is not only for the purpose of fur- 
nishing records to the Commission, but also for the benefit of 
participants and other parties interested. 


YOUR CONTINUED CO-OPERATION IS NECESSARY to make this 


service possible, permanent and efficient. It is the biggest re- 
porting operation in the world, requiring a large and coordinate 
national organization; it is a work of the highest importance, 
largely technical and very exacting. We are ably assisted in 
this undertaking by our 45 Field Offices, through their loyal co- 
operation, intelligent and efficient application in the performance 
of their official duties. 


DO YOU KNOW THAT those requiring official transcripts of the 


stenographers’ minutes of these hearings can obtain them only 
from the Official Reporters? Authentic copies can be had from 
no other source. Stenographic reports of hearings can be had 
(at the nominal cost of 121%4 cents per page, fixed by the Com- 
mission) by placing your orders with the reporters in attendance 
at hearings or by directing your requests to the New York office. 


TRANSCRIPTS OF I. C. C. CASES HEARD SINCE DECEMBER 1, 1920, CAN BE SUPPLIED 
ADDRESS: 


OFFICIAL REPORTERS, INTERSTATE COMMERCE COMMISSION 
Woolworth Building New York City 


THE STATE LAW REPORTING COMPANY, Publishers of Law Reports 


Stenographic Reports of Depositions, Conventions, Legal Proceedings, Investigations, etc., anywhere in the United States 
7a eneenauirianetnmnsmeineteinaietennt tegen eeesirimmnatemnsintnebiammammemnnin 
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January 19—Minneapolis, Minn.—Examiner Fuller: 
13095—Anderson Lumber Co. vs. Nor. Pac. et al. 
anuary 18—Chicago, Ill—Examiner Keeler: 
sae” ~~ eae Packing Co. vs. Director General and Chicago Junc- 
on Ry. 

January 20—Washington, D. C.—Examiner Davis: 

* Finance Docket 1582—In the matter of the application of St. Louis- 
San Francisco Ry. Co. for authority to acquire control, by pur- 
chase, of the railroad of the Miami Mineral Belt R. R. Co. 

January 20—Argument at Washington, D. C.: 

ow t-% v9 _—— Rolling Mill Corp. vs. Director General, C. M. 
ey ol. « Ct ai. 

= io Wayne Rolling Mill Corp. vs. Director General, A. T. 
. F. et al. 

11908—Hydraulic-Press Brick Co. vs. Director General, C. & E. I. 


et al. 

11908 (Sub. No. 1)—National Fire Proofing Co. vs. Director General, 
r. C. &..& St. tx et al. 

a Grasselli Chemical Co. vs. Director General, C. & E. I. 
et al. 


as” ty; toes Fire Clay Products Co. vs. Director General and 


B. ‘ 
12408—F red Kixmiller et al. vs. Director General and B. & O. 
January 20—Kansas City, Mo.—Examiner Witters: 
1. and S. 1427—Reciprocal switching at Kansas City, Mo.-Kan. 
January 20—Portland, Ore.—Examiner Gault: 
13184—Portland Traffic and Transportation Assn. et al. vs. Ann Arbor 


et al. 
13235—Portland Traffic and Transportation Assn. et al. vs. Director 
General, C. & N. W. et al. 
January 20—Minneapolis, Minn.—Examiner Fuller: 
13106—Crookston Gas Co. et al. vs. G. N. 
13106 (Sub. No. 1)—Crookston Gas Co. et al. vs. Director General. 
13119—S. G. Palmer Co. vs. Director General, N. Y. C. et al. 
January 20—Louisville, Ky.—Examiner Eddy: 
13112—Clay County Coal Operators’ Assn. et al. vs. Cumberland & 
Manchester R. R. et al. 
January 20—Chicago, IJl.—Examiner Keeler: 
13178—Wilson & Co., Inc., of Oklahoma, vs. Director General. 
13200— Wilson & Co., Inc., vs. Director General. 
13201—Wilson & Co., Inc., vs. Director General. 
13202—Wilson & Co., Inc., of Oklahoma, vs. Director General. 
January 21—Washington, D. C.—Examiner Koch: 
13014—Mitchell Lime Co. vs. A. C. & Y. et al. 
January 21—Argument at Washington, D. C.: 
12349--Western Grain Co. vs. Director General, L. & N. et al. 
12190—A. B. Smith et al. vs. Ill. Cent. 
12327—A. B. Smith et al. vs. Director General, C. M. & G. et al. 
= — No. 1)—A. B. Smith et al. vs. Director General, C. M. & 
az CU @i. 
12374—Wofford Oil Co. et al. vs. Director General, N. O. N. E. et al. 
January 21—Kansas City, Mo.—Examiner Witters: 
1. and S. 1370—Grain and grain products between stations in Okla- 
homa and stations in Kansas and Nebraska. 
January 21—Minneapolis, Minn.—Examiner Fuller: 
13152—-Northwestern Marble and Tile Co. vs. Director General, N. Y. 
N. H. & H. et al. 
January 21—New York, N. Y.—Examiner J. E.. Smith: 
1. and S. 1447—Sublimed lead to trunk line points. 
anuary 21—Phoenix, Ariz.—Examiner Gaddess: 
13260—Gila Water Co. et al. vs. Arizona Eastern et al. 
January 23—Kansas City, Mo.—Examiner Witters: 
12219—Lockwood Mfg. Co. vs. N. Y. N. H. & H. et al. 
January 23—Portland, Ore.—Examiner Gault: ¢ 
13294—Pacific Grain Co. vs. Director General. 
January 23—Chicago, Ill.—Examiner Keeler: 
13198—Chicago Live Stock Exchange vs. 
N. W. et al. 
January 23—Argument at Washington, D. C 


12210—American Fruit and Vegetable Shippers’ Assn. vs. Bangor & 
Aroostook et al. 


Director General, C. & 


CHAS. E. WALLINGTON 


Attorney at Law and Counsellor in 
Interstate and Forelgn Commerce 


$71 SPITZER BLD. 
Trackage Arrangements—Demurrage TOLEDO, OHIO 
General Matters Relating to State, 

(nterstate and Foreign Commerce 





GEORGE N. BROWN * GEORGE L. BOYLE 


BROWN & BOYLE 


Attorneys and Counsellors at Law 


Special attention to Freight Rate Adjustments 
and Practice before the Interstate 
Commerce Commission. 
Room 806 American National Bank Building 
Telephone Main 2702 Washington, D.C. 


GEO. T. BELL 


COMMERCE COUNSEL 
1919-1921, Executive Vice-President, North- 


rn West Virginia Coal Operators’ Associa 
tion; 1914-1919, Attorney-Examiner, Inter: 
State Commerce Commission; 1909-1919, 


Commerce Counsel for various commercia! 
cogentaanteus and shippers of Missouri Rive: 
cities, 


“SUNCEY @IlL DING. WASHINGTON. DBD. ¢ 


TRAFFIC WORLD 


DIRECTORY OF ATTORNEY 


LESSER & LESSER 
Attorneys and Counsellors at Law 


277 Broadway, New York City, N. Y. 


TRAFFIC CLAIMS and 
SHIPPERS’ FREIGHT CLAIMS 


JOHN M. STERNHAGEN 
ATTORNEY AT LAW 


Interstate Commerce and 
Federal Tax Law 


105 South La Salle Street 
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12375—F". S. Royster Guano Co. vs. Director General. . 

ss ge ee Mfg. Co., Consolidated, vs. Director General, 
a. R. R. et al. ' 

12295—West Virginia Pulp and Paper Co. vs. Director General. 


January 23—New York, N. Y.—Examiner J. E. Smith: 
1. and S. 1465—Express class rates between United States and 
Canadian points, 
January 23—Battle Creek, Mich.—Examiner Carter: 
13204—Kellogg Toasted Corn Flake Co. vs. Ann Arbor et al. 


January 23—Wichita Falls, Tex.—Examiner Oliver: 
13026—Wichita Motors Co. vs. A. & V. et al. 


January 23—Phoenix, Ariz.—Examiner Gaddess: 
bay a Sagas Bureau, Chamber of Commerce, Phoenix, Ariz., vs. 
Sou. Pac. 
13298—Traffic Bureau, Chamber of Commerce, Phoenix, Ariz., et al. 
vs. Sou. Pac. et al. 


January 23—Minneapolis, Minn.—Examiner Fuller: 
13164—Northwestern Traffic and Service Bureau vs. Mo. Pac. et al. 
13166—Northwestern Traffic and Service Bureau vs. C. & A. et al. 
13167—Northwestern Traffic and Service Bureau vs. C. T. H. & S. E. 


et al. 
13168—Northwestern Traffic and Service Bureau vs. C. & N. W. 


January 23—Washington, D. C.: 
Valuation Docket 60—In re tentative valuation of properties of Cent- 
rai of Georgia Ry.; Southwestern R. R.; Augusta & Savannah 
R. R.; and Chattahoochee & Gulf R. R. 
Valuation Docket 151—In re tentative valuation of properties of 
Florida’East Coast Ry. and Atlantic & East Coast terminal. 
January 23—Lexington, Ky.—Examiner Eddy: 
13196—Lexington Granite Co., Inc., vs. Director General. 
January 23—New York, N. Y.—Examiner Disque: 
Fourth Section Apps. 11948, 11957, 11985, 12063, 11940, 12118 and 12094. 
January 24—New York, N. Y.—Examiner Disque: 
Fourth Section App. 8835. 
* 1, and S. 1457 (first suppl. order)—Sugar from southern 
to St. Louis, Mo., and related points. 
* 1, and S. 1457—Sugar from southern points to St. Louis, Mo., and 
related points. (Further hearing.) : 
1. and S. 1443—Sugar from eastern points to C. F. A. territory. — 
13088—Arbuckle Bros. et al. vs. Ann Arbor et al. (Further hearing.) 


January 24—Omaha, Neb.—Examiner Witters: 
13114—E. W. Arthur vs. Director General. 
January 24—Argument at Washington, D. C.: 
12242—The Hipolite Co. vs. A. C. & Y. et al. 
12275—Central Wisconsin Supply Co. vs. C. M. & St. P. et al. 
January 25—Washington, D. C.—Examiner Clarke: : 
Finance Dockets 2046 and 2048—In the matter of the application of 
N. Y. C. R. R. Co. to acquire by purchase the capital stock of the 
c. c. Cc. & St. L. Ry. Co. and for permission to issue certain 
securities. : 
January 25—Argument at Washington, D. C.: 
12321—Gilpin, Langdon & Co., Inc., vs. Director General. 
12363—The Procter & Gamble Co. vs. Apalachicola Nor. et al. 
12392—Clarendon Refining Co. et al. vs. A. C. L. et al. 
January 25—Omaha, Nebr.—Examiner Witters: 
13273—In the matter of interstate and intrastate rates for the trans- 
portation of ordinary live stock, in carloads, from points in Ne- 
braska to Omaha and South Omaha, Nebr., in their relation to 
rates on the same commodity, in carleads, from points in Ne- 
braska to Kansas City and St. Joseph, Mo., and Sioux City, Ia. 
January 25—Cincinnati, O.—Examiner Eddy: 
l. and S. 1453—Vehicles and vehicle bodies from eastern points to 
transcontinental territory. es 
January 25—Portland, N. D.—Railroad Commission of North Dakota: 
Finance Docket 1608—Application of Gt. Nor. Ry. for certificate of 
public convenience and necessity authorizing abandonment of por- 
tions of its line of railroad. 
January 25—Chicago, Ill_—Examiner Keeler: : 
|. and S. 1455—Intermediate switching charges at Peoria and Pekin, 
Til. 
January 25—Los Angeles, Calif.—California Railroad Commission: 
Finance Docket 1590—Application of L. A. & S. L. R. R. Co. for cer- 
tificate of public convenience and necessity. 
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COMMERCE COUNSEL 
701-706 WOODWARD BLDG., WASHINGTON, D.C. 


(For a number of years attorney and ex- 
aminer, Interstate Commerce Commission.) 


















JAMES BORLAND 


Consulting Traffic Manager 
All Traffic and Transportation Matters 


We make a Specialty of Filing and Collecting Freight 
and Express Claims for Shippers 


1659 Foulkrod Street, PHILADELPHIA, PA. 






EDWARD A. HAID 


ATTORNEY AT LAW 


1411-16 Liberty Central Trust Bullding. 
St. Louts, Mo. 


Special attention to matters before Inter 
tate Commerce and State Commizsions 
ailroad and rate litigation and ciaims. 


CHICAGO 
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EUROPEAN SERVICE 


United States Shipping Board A-1 Steamers 


Mobile, Pensacola and Gulfport to Rotterdam, Amsterdam, Antwerp, 
Ghent, Havre, Bordeaux and other French Atlantic ports. 


WINDWARD ISLANDS SERVICE 


Regular Service, United States Shipping Board A-1 Steamers 


Mobile to Jamaica, Haiti, Santo Domingo, Porto Rico, Guadeloupe, Martinique, Barbados, 
Trinidad, Curacao; also North Coast South America, including Columbia; also Mexican ports. 


Rand MeNally & Co 


















ST. LOUIS OFFICE: 1217 Pierce Building BIRMINGHAM OFFICE: 424-425 Chamber of Commerce Building 
IRVING H. HELLER, Manager GEO. C. McLAUGHLIN, Manager 


NEW YORK REPRESENTATIVES: W. E. HEDGER-JENKS CO., Inc. 
25 Beaver Street 


CHICAGO REPRESENTATIVE: M. EDWARD KIENAPPEL 
112 West Adams Street 
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Where they reach Whereto reach them 


Addresses of Southern Pacific Lines 
OFF-LINE AGENCIES: 


®ATLANTA ®KANSAS CITY 

Healey Building Railway Exchange Building 
® BALTIMORE | ®MEMPHIS 

Hartman Building Exchange Building 
® BIRMINGHAM ®MEXICO CITY 

Woodward Building Avenue Cinco de Mayo, No. 32 
® BOSTON ®NEW YORK CITY 

Old South Building 165. Broadway 


® CHICAGO ®OKLAHOMA CITY 
Southern Pacific Building Colcord Building 


® CINCINNATI ® PHILADELPHIA 

Wiggins Building — 1602 Chestnut Street 
®DENVER ®PITTSBURGH 

Denham Building Chamber of Commerce Building 
®DETROIT ®SALT LAKE CITY 

Majestic Building Clift Building 
®HAVANA ®SEATTLE 

106 Cuba Street Hinckley Building 

8ST. LOUIS 
312-14 North 6th Street 
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LUCKENBACH LINES | 


| 
COAST TO COAST VIA PANAMA CANAL | 
Express Freight Services _ 

| 

| 


U. S. Mail Steamers Twin Screw American Steamers 


NEW YORK PHILADELPHIA SAN DIEGO LOS ANGELES 
SAN FRANCISCO PORTLAND SEATTLE TACOMA 


MOBILE NEW ORLEANS SAN DIEGO LOS ANGELES 
SAN FRANCISCO PORTLAND SEATTLE TACOMA 


Through Bills of Lading issued to and from other North Pacific Ports and Hawaiian Islands. 


GENERAL OFFICES: 44 Whitehall Street, New York 


Marquette Bldg. Lafayette Bldg. Oliver Building Central Bldg. Merchants Exchange Railway Exchange 








Chicago Philadelphia Pittsburgh Los Angeles San Francisco Portland 
Pierce Building Mobile Liners, Inc., Agents A. Le Blanc, Agent L. C. Smith Bldg. 
t. Louis Mobile, Ala. ew Orleans, La. Seattle 





Decided Saving Afforded Shippers of Merchandise 
Taking 3rd, 4th and 5th Class Car Load Rates 


under Official Classifications and Western Class A 


By the New Features of 


TRANS-CONTINENTAL FREIGHT COMPANY 


CONSOLIDATED CARLOAD SERVICE 





ene | . ST. LOUIS 
Newyork | TO CHICAGO | FROM CHICAGO) KANSAS crry 
PHILADELPHIA and from Chicago to to any of the cities LOS ANGELES 
CLEVELAND any of these points shown to the right SAN FRANCISCO 
CINCINNATI « & > — > SEATTLE 


Ship Your Freight 


TRANS-CONTINENTAL FREIGHT COMPANY 


Export and Domestic Freight Forwarders 


Consolidators of Household Goods, Machinery, Automobiles and Pianos for Domestic Shipment, and everything for Export 


General Offices: Chicago, 203 South Dearborn St. Eastern Offices: New York, Woolworth Building 


Boston, Old South Bldg. Cincinnati, Union Trust Bldg. San Francisco, . nae Bldg. 
Buffalo, Ellicott Square Cleveland, Hippodrome Bldg. Seattle, Alaska B 
Philadelphia, Drexel Bldg. Los Angeles, Van Nuys Bldg. Portland, crag an and Kearney Sts. 


Write the Nearest Office 
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